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SENATE. · 
::MoNDAY, August 14, 1916. 

The Sem1.te met at 12 o'clock·m. 
Bishop E. E. Hoss, D. D., of Nashville, Tenn., offered the 

following prayer: 
'Ve thank Thee, our Heavenly Father, for the good providence 

which bas been over our lives during all the years t11at are past 
and which has brought us in peace and safety to this hour. We 

· pray Thee to let Thy blessing rest upon the deliberations of this 
body to-day. Grant that everything that is done .here may be 
done in Thy fear and for Thy glOry, and may eventuate in the 
welfare of our country and the common interest of mankind. 

Bless Thy servant, the Presiding Officer of this body, and all 
the Senators from all the States, with their families, their wives 
and children, and their constituents. Bless our country. We 
thank God for this country, and especially praise Him at this 
time that in the order of His provi·dence while all the world is 
in tumult and storm we are at peace; and we pray that in the 
years to come we will be kept at peace, with honor. Protect and 
preserve us, we beseech Thee, fi·om the afHictions that distress 
mankind. Hasten the coming of peace throughout the world. 
0 God, in Thy own way, in Thy own good time, send peace to the 
disturbed and restless earth. 

Listen to these our prayers. Forgive our sins and save us for 
His sake, who taught us in prayer to say: 

" Our Father, who art in heaven, hallowed be Thy name; Thy 
kingdom come; Thy will be done in earth as it is in heaven. 
Give us this day our daily bread, and forgive us our trespasses 
as we forgive those who trespass against us. Lead us not into 
temptation, but deliver us from evil. For Thine is the kingdom 
and the po\Yer and the glory for ever and ever." Amen. 

THE JOURNAL, 

The Journal of the proceedings ot Saturday last was read 
and approved. 

MESSAGE FROM THE HOUSE. 

A message from the House of Representatives, by D. K. Hemp
stead, its enrolling clerk, announced that the House had passed 
the following bills : 

S. 1781. An act for the relief of Nathaniell\Ionroe; 
S. 1818. An art for the relief of Nelson T. Saunders; 
S. 3539. An act for the relief of John L. Moon; 
S. 6013. An act to confirm the entry of John Dowd ; and 
S. 6331. An act authorizing the Secretary of the Interior to 

issue patent to William H. Ingle for homestead entry in Colorado. 
The message also announced that the House agrees to the 

amendment of the Senate to the bill (H. R. 11129) for the re
lief of the· owners of the barkentine Mabel I. Meye'rs and her 
master and crew, and for the relief of the owners of cargo of 
molasses late on board said barkentine. 

The message further announced that the House bad passed 
the bill (S. 6369) granting pensions and increase of pensions 
to certain soldiers and sailors of the Regular Army and Navy 
and of wars other than the Civil War, and to certain widows 
and dependent relatives of such soldiers and sailors, with 
amendments, in which it requested the concurrence of the 
Senate. 

The message also announced that the House had passed the 
bill (S. 3533) for the relief of Mike G. Womack with an amend
ment, in which it requested the concurrence of the Senate. 

The message further announced that the House had passed 
the following bills, in which it requested the concurrence ot 

. the Senate: 
H. R. 1093. An act for the relief of James Anderson ; 
H. R. 1358. An act for the relief of Everett H. Corson ; 
H. R. 1568. An act for the relief of N. Ferro; 
H. R. 1571. An act for the relief of Albert T. Huso; 
H. R. 1867. An act for the relief of John Ben·in; 
H. R. 1963. An act for the relief of John E. Keys ; · 
H. R. 2544. An act for the relief of Thomas P. Darr; 
H. R. 3223. An act for the relief of John W. Baggott ; 
H. R. 3238. An act for the relief of Sarah E. Elliott ; 
H. R. 3296. An act for the relief of Gertrude B·echerer ; 
H. R. 4360. An act for the relief of George W. Laland; 
H. R. 5221. An act for the relief of Thomas E. Philips; 
H. R. 5318. An act for the relief of Frederick Chateau; 
H. R. 5385. An act for the relief of William A. Steward; 
H. R. 5386. An act for the relief of James Campbell ; 
H. R. 5689. An act for the relief of Thomas J. Temple; 
H. R. 6145. An act for the relief of Edwar<F F. McDermott, 

alias James Williams. 
· H. R. 7045. · Ari act for the relief of Caleb T. Holland ; 

H. R. 7763. An act for the relief of Stephen J. Simpson; 

H. R. 8411. An act for the relief of James n. :McGuire; · 
H. R. 8844. An act for the relief of H. B. Rogers ; 
H. n. 8!l45. An act for the relief of John P. Chesley; 
H. R. 8970. An act for the relief of Janies H. 0. 1\Iann; 
H. R. 9968. An act for the relief of the legal representatiYcs 

of W. H. Mills, deceased; 
H. R. 10007. An net for the relief of William· H. 'Voods; 
H. R. 10173= An act for the relief of Anna C. Parrett ; 
H. R. 10697. An act for the relief of S. Spencer Carr;· 
H. R. 11288. An act for the relief of S. S. Yoder; 
H. R. 11685. An act for the relief of Ivy L. Merrill; 
H. R. 117 45. An act for the relief of S. E. Bennett ; 
H. R. 11860. An act for the relief of Halvor Nilsen; 
H. R. 12135. An act to reimburse D. H. Carpenter, postmas

ter at Seddon, Ala., for money and stamps stolen from said post 
office at Seddon, Ala., and repaid by him to the Post Office De
partment; 

H. R. 12145. An act for the relief of Joseph Manning; 
H. R. 12240. An act for the relief of John Brodie; 
H. R. 13106. An act for the relief of the trustee and parties 

who are now or who may hereafter become interested in the 
estate of James A. Chamberlain under the terms of his will; 

H. R. 13788. An act for the relief of Joseph A. Prat; 
H. R. 13820. An act for the relief of Mrs. Jennie Buttner; 
H. R. 14245. An act for the relief of Edward Looby; 
H. R. 14571. An act for the relief of the Milwaukee Bri<lge 

Co.; 
H. R. 14572. An act for the relief of Gertie Foss; 
H. R. 14784. An act _for the relief of Alma Provost; 
H. R. 14826. An act for the relief of F. M. Barfield ; 
H. R. 14927. An act for the relief of William H. Boyer; 
H. R. 14978. An act for the relief of Ida Turner; 
H. R. 15109. An act for the relief of Catherine A .. Fox ; 
H. R. 15718. An act for the relief of Thomas Baker ; 
H. R. 16519. An act for the relief of Joseph F. Mitchell; 
H. R. 16590. An act for the relief of George Le Clear; 
H. R. 16719. An act for the reli~f of John P. Sutton; and 
H. R. 16974. An act for the relief of John L. Kelley. 

ENROLLED BII.LS SIGNED. 

The message also announced that the Speaker of the House 
had signed the enrolled bill (H. R. 13982) to extend temporarily 
the time for filing applications and fees and taking action in 
the United States Patent Office in favor of nations granting 
reciprocal rights to United States citizenS. 

PETITIONS AND MEMORIALS. · 

Mr. WORKS. I have two telegrams here in the nature of 
memorials, one from the Los Angeles Clearing House Associa
tion and the other from the California Bankers' Association, 
protesting · against the imposition of a special tax: upon banks 
in the revenue bill. I ask that the telegrams may be printed in 
the RECORD and referred to the Committee on Finance. 

The telegrams were referred to the Committee on Finance 
and ordered to be printed in the REcoRD, as follows : 

Los ANGELES, CAL., August 1t, 1916. 
Ron. JoHN D. WORKS, 

U1Jitecl States Senate, Washington, D. 0.: 
This association, representing 22 members and affiliated banks of I..os 

Angeles city, respectfully request that you use everv influence possible 
toward preventing the reinstatement in the revenue bill now under con
sideration of the special bankers' tax of $1 per thousand. We oppose 
most strenuously any such special tax as being discriminatory and un
just unless applled to all corporations. 

Los ANGELES CLEARING HOCSE ASSOCIA.TIO~, 
J. F. SARTORI, Pt·esident . 
F. W. SMITH, Secretary. 

SAN FRANCISCO, CAL., Attgtt8t 13, 191G. 
Ron. JOHN D. WORKS, 

United. States Senate, Washi11gton, D. 0.: 
At a special meeting held here yesterday aftemoon by the executive 

council of the California Bankers' Association, representing 700 banks 
in this State. it was unanimously resolved to most earnestly urge you 
to use your best efforts to prevent the inclusion in the Senate revenue 
bill of the proposed special tax upon the capital and surplus of banks. 
This tax, if levied upon capital invested in a particular line of com· 
mercia! effort, would constitute a most unjust dlscrimiuation. Bankers 
are entirely willing to bear their full share of the burdens of national 
expense, but vigorously protest against being singled · and especially 
taxed when capital otherwise employed in business activities is not 
called upon in like manner. 

CALIFORNIA BANKERS' ASSOCIATI0:-1'. 

Mr. CHAMBERLAIN. I may state in this connection that I 
have received a number of telegrams of the same pm·port as 
those presented by the Senator from California. 
. Mr. SMOOT. I desire also to state that I have received hun
dreds of such telegrams, which I have not asked to have placed 
in the RECORD, . 
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1\Ir. J0~1ES. I have a telegram relating to the same matter, 

reading as follows: 
SEATTLE, \\ASH., August 13, 1916. 

H on . "'ESLEY L. Jm<ES, 
Washington, D. C.: 

1Ye nre told Democratic caucus may reinstate special bankers' tax in 
r evenue bill. "'e believe such tax is disct"iminatory :md unfail·, and 
l'espc('tfully urge your opposition to ft. -

SEATTLE CLEARING IIOUSE ASSOCIATION. 

Tllis is from the Seattle Clearing House Association. 1 have 
here another telegram from the Spokane Clearing House Associ
ation making the same request. I ask that these telegrams may 
be referred t(} the Committee on Finance in the hope that the 
Democratic membership of that committee will call them to the 
attention of the Democratic caucus. 

The VICE PRESIDENT. They will be so referred. 
1\Ir. GRONNA. In connection with the subject referred to 

by the Senator from Washington [Mr. JoNES] I have two tele
grams whi~h I ask may be referred to_ the Committee on 
Finance, and I also ask that they may be printed in the RECORD. 
They are very brief. 

The telegrams were . referred to t11e Committee on Finance 
and ordered to be· printed in the RECORD, as follows: 

Sl'OKAXE, w ASII., August 12, 1916 .. 
Senator A. J. GROXNA, 

Washington, D. 0.: 
• We understand the caucus is considering reinstating the special 
bankers' tax of $1 per thousand. We solicit your opposition to the 
measure, because tl)e law discriminates and is unjust. Your assistance 
will be appreciated. 

Senator A. J. Gno~~u, 
Washington, D. 0.: 

R. L. RUTTER, 
President Spokane&: Eastern Trust Co. 

SroKAxn, wAsH., August 12, 1916. 

We a_re informed there is a possibility of the special bankers' tax be
ing reinstated in the revenue bill. · The members of this association 
will appreciate your etrorts in endeavoring to defeat such an unjust and 
discriminatory measure. · 

SPOKANE CLEARING HOUSE ASSOCIATION. 
1\Ir. CURTIS presented a petition of sundry citizens of Ar

kansas City., Kans., praying for action by the Government to 
prevent a general railroad strike, which was referred to the 
Committee on Interstate Commerce. 

Mr. PHELAN presented petitions of the Chamber of Com
merce of San Fernando and of the Chamber of Commerce of 
Redlands, in the State of Californi~, praying for th~ settlement 
:Qf the difficulties between the raih·oad!) and their employees by 
the Interstate Commerce Commission, which were referred to 
the Committee on Interstate Commerce. 

REPORTS OF COMMITTEES. 

1\Ir. JAMES, from the Committee on Patents, to which was 
referred the bill (H. R. 13618) to amend section 4931 of the 
Revised Statutes of the United States, reported adversely there
on, and the bill was postponed indefinitely. 
· Mr. WALSH, from the Committee on the Judiciary, to which 

. was referred the bill (H. R. 15807) to provide for holding ses
sions of the United States district court. in' the district of Maine 
and for dividing said district into divisions, and providing for 
offices of the clerk and marshal of said district to be maintained 
in each of said divisions, and for the appointment of a field 
deputy marshal in the division in which the marshal does not 
reside, reported it with amendments and submitted a report 
(No. 786) thereon. · 

l\fr. REED, from the Committee on the Judiciary, to which 
was referred the bill (8. G843) to amend an act entitled ".A.n act 
to create a Commerce Court, and to amend an act entitled '.A.n 
act to regulate commerce,' approved February 4, 1887, as here
tofore amended, and for other purposes," approved June 18, 
1910, reported it without amendment and submitted a report 
(No. 787) thereon. 

He also, from the same committee, to which was referred the 
bill ' (S. 4500) to incorporate the World's Sunday School .A.sso
_ciation, reported it with amendments an'd submitted a report 
(No. 788) thereon. · 

· · l\!r. SHEPPARD, from the Committee on 1\Iilitary Affairs, to 
which was referred the bill (S. 3180) to authorize the appoint
ment of Clarence C. Kress to the grade ·of captain, United States 
Army., Medical Corps, reported it without amendment and sub
mitted a report (No. 789) thereon. 

l\Ir. SWANSON, from the Committee on Public Buildings and 
Grounds, to which Wfl:S referred the bill (S. 4356) to enlarge, 
extend, remodel, and repair · the· United States post-office ·and 
_courthouse building located at Baltimore, Md., reported it with 
an amendment and submitted a repoi't (No. 790) there~m. 

LIII--789 

AIDS TO NJ..TIGATION. 

l\lr. CLARKE of Arkansas. From the Committee on Com
merce I report back favorably with an amendment the bill (H. R. 
14338) to authorize aids to navigation and for other works in 
the Lighthouse Sen·ice, and for other purposes. 

·I ask unanimous consent for the present consideration of the 
bill, and in connection with the request I will make a short 
statement. 

This is what is known as the lighthouse bill. It contains pro· 
vision for certain needed establishments in connection with that 
service. The Senate passed a bill and the House _passed a bill 
on the same subject, hut it did not contain all the provisions in
cluded in the Senate bill. The Senate bill is now on the House 
Calendar. The chairman of the House Committee on Interstate 
and Foreign Commerce advises me that there will be no further 
meeting of that committee at this session, and the only way the 
matter can be properly brought before the House of Representa
tives in the absence of a reference to the committee is bv the 
com·se we propose to take now-to strike out the House bill and 
to insert the Senate bill. 

There being no objection,·the Senate, ~s in Committee of the 
Whole, proceeded to consider the bill.-

The amendment of the committee was to strike out all after t11e 
enacting clause and to insert: 

That tbo Secretary of Commerce is hereby authorized to establish, 
provide, or improve the following aids to navigation and other works 
in the. Lighthouse Service, under the Department of Commerce, in 
accordance with the respective limits of costs hereinafter respectively 
set forth which shall in no case be exceeded : . 

Light keepers' dwellings and appurtenant structures, including sites 
therefor, within the limit of cost fixed by the act approved February 
26, 1907 (34 Stats., p. 996), $75,000. 

Constructing and equipping light vessels for general service on the 
Great Lakes, or for general service, $150,000. 

SECOND LIGHTHOUSE DISTRICT. 
Constructing and equipping a lighthouse depot for the second light· 

bouse district, $85,000. . 
THillD LIGHTHOUSE DISTRICT. 

Constructing, or purchasing, and equipping a lighthouse tender to 
replace tenders worn out in service in the third lighthouse district, · 
$120,000. . 

Improving th~ light station, moving the fog signal, and construct· 
ing a keeper's dwelling at Great Salt Pond Light Station, R. Iil $25,00.0. 

Improvement of the offices and laboratory at the general ghthouse 
depot at Tompkinsville, Staten ·Island, N. Y., $21,000. 

Improving the aids tG navigation on the East River, N. Y., $16,000. 
FIFTH LIGHTHOUSE DISTRICT. 

Constructing and equipping a light vessel for station otr Cape 
Charles, Va., or for general service, $130,000. 

Improving lights and fog signals leading to Cape Charles City, Va., 
$12,800 . . 

Improving aids to navigation and establishing new aids on the east· 
ern shore of Chesapeake Bay and tributaries, Maryland and Virginia, 
$29,000. -

NINTH LIGHTHOUSE DISTRICT. 
Removal and rebuilding on another site of the light station and 

dwelling at or near Point Borinquen, Porto Rico, $_85,000. 
TENTH LIGHTHOUSE DISTRICT. 

Aids to navigation at Huron Ha-rbor, Ohio, $4,500. 
Improving the aids to navigation at Fairport Harbor, Ohio, $42,000. 

ELEVENTH LIGHTHOUSE DISTRICT. 
Improving aids to navigation and establishing new aids at or near 

the entrance to Keweenaw Waterway Harbor of Refuge, Portage River. 
Mich., $110,000. 

TWELFTH LIGHTHOUSE DISl'RICT. . 
Improving the light and fog-signal. . station at Manitowoc North 

Breakwater, Wis., $21,000. 
SIXTEENTH LIGHTHOUSE DISTRICT. 

· Aids to navigation and improvement of existing aids in Alaska, 
$60,000. 

SEVENTEENTH LIGHTHOUSE DISTRICT. 
For the establishment of aids to navigation and improvement of 

existing aids in Washington and Oregon, seventeenth lighthouse dis
trict, $35,000. 

NINETEENTH LIGHTHOUSE DISTRICT. 
Constructing and equipping a temporary lighthouse depot at Hono

lulu, Territory of Hawaii pending the establishment of a permanent 
depot, $5,000 j and authority is hereby granted to erect such temporary 
depot on lana to be leased . 

Construction nnd equipment of a lighthouse depot for the nineteenth 
lighthouse district, $90,000: Provided, That arrangements shall be 
made to use for the purposes herein lands and property now belonging 
to the United States and being used by the Navy for naval purposes. 

SEc. 2. That hereafter the Secretary of Commerce is authorized, 
whenever he shall deem it advisable, to exchange any right of way of 
the United States in connection with lands pertaining to the Light
house Service for such other right of way as may be advantageous to 
the service, u_ndcr such terms and conditions as he may deem to be 
tor the best mtere&ts of the Government; and in case any expenses 
nre incurred by the United States in makin? such exchange the same 
shall be payable from the appropriation ' General expenses, Light· 
house Service " for the fiscal year during which such exchange shall 
be effected. · . 

SEc. 3. That hereafter post lantern lights and other aids to navi
gation may be established and maintained, in the discretion of the 
Commissioner of Lighthouses, out of the annual appropriation for 
the Lighthouse Service on the 1\lobile, Tomblgbee, Warrior, and Black 
Warrior Rivers, Ala. · 
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SEc. 4. That the appropriation " General expenses, Lighthouse 
Service" shall be available for the purchase and necessary equipment 
of one motorcycle and the repair and operation of the same for use 
of the Lighthouse Service in the Hawaiian Islands. 

SEc. G. That hereafter light keepers and assistant light keepers of 
the Lighthouse Service shall be entitled to medical relief without 
charge at hospitals u.nd other stations · of the Public Health Service 
under the rules and regulations governing the care of seamen of the 
mel'Chant marine : Provided, That this benefit shall not apply to any 
lreeper or assistant keeper who receives an original appointment after 
the passage of this act unless the applicant passes a physical exam1na
tion in accordance with rules approved by the Secretary of Commerce 
and the Secretary of the Treasury. 

The amendment was agreed to. 
The bill was ·reported to the Senate, and the amendment was 

concurred in. 
The amendment was ordered to be engrossed and the bill to be 

1·ead a third time. 
The bill was read the third time and passed. 

BILLS INTRODUCED. 

Bills were introduced, read the first time, and, by unanimous 
consent, the second time, and referred as follows : 

By Mr. ASHURST: 
A bill (S. 6857) for the relief of John Flanigan; to the Com

mittee on Indian Affairs. 
By 1\Ir. WADSWORTH (by request): 
A bill (S. 6858) to state the rights of nations and to lay the 

foundations for the establishment of a Court of Nations, a Con
gress of Nations, and an International Army and Navy, and for 
other purposes ; to the Committee on Foreign Relations. 

A bill (S, 6859) to amend section 8 of the act of April 26, .1910, 
entitled "An act for preventing the manufacture, sale, or trans
portation of adulterated or misbranded Paris greens, lead ar
senates, and other insecticides and also fungicides, and for regu
lating traffic therein, and for other purposes''; to the Committee 
on Agriculture and Forestry. 

By Mr. CHAMBERLAIN: 
A bill (S. 6860) granting an increase of pension to Jonas H. 

Upton (with accompanying papers); to the Committee on Pen
sions. 

By Mr. CUMl\IINS : . 
A bill (S. 6861) granting an increase of pension to David Gal

braith (with accompanying papers) ; to the Committee on Pen
sions. 

By 1\Ir. CHAMBERLAIN: 
A bill ( S. 6862) for the relief of Amos Dahuff ; to the Com

mittee on Military Affairs. 
CIVIL EMPLOY.EES IN THE NATIONAL GUARD. 

1\Ir. PENROSE. I introduce a joint resolution which I ask to 
have read for the information of the Senate and then referred to 
the Committee on Military Affairs. 

The joint resolution (S. J. Res . .164) for the relief of civil 
employees of the Federal Government who are members of the 
National Guard or Naval Militia of the several States, Terri
tories, or the District of Columbia was read the first time by its 
title and the second time at length and referred to the Com
mittee on 1\Iili tary Affairs, as follows : 

Resolved, eto.J That the President be, and he is hereby, authorized to 
grant a leave or absence, with pay, to all civil employees of the United 
States of America, who, being members of the National Guard or Naval 
Militia of any State or Territory, or of the District of Colum.hia, by 
reason thereof, shall have been or shall hereafter be summoned and 
received into the military or naval service of the United States during 
the continuation of such service a.nd until his discharge therefrom. 

RELIEF OF FLOOD SUFFERERS IN WEST VIRGINIA. 

1\ir. CHILTON. ~ introduce a joint resolution making an 
appropriation for the temporary relief of the flood sufferers in 
West Virginia. I ask that the joint resolution be read. 

The joint resolution ( S. J. Res. 165) for relief of the flood 
sufferers in West Virginia, was reaQ. the first time by its title 
and the second time at length, as follows: 

Resol-z;ed, etc., That the sum of $200,000, or so much thereof as may 
be necessary, is hereby appropriated out of any money in the Treasury 
not otherwise appropriated, for the relief of persons su.trering by reason 
of the recent tloodt' on the waters of the Kanawha, Mud, and Coal 
Rivers in West Virginia. The Secretary of War, under such regulations 
as he may prescribe from time to time, is authorized to expend said 
sum, or so much thereof as may be necessary, in relieving destitution 
and caring for the injurecl and hom~ess who are suffering from the 
result of said flood and providing sanitary conditions ; and he shall 
keep accounts of his expenditures· hereunder and shall report the same 
to Con""ress; and shall. as far as possible, cooperate with local and 
State authorities, relief associations., and organizations; and be may 
use any Army tents, equipment, or supplies which ne may deem 
proper in affording adequate and immediate relief. 

Mr. CHILTON. Mr. President, in connection with the joint 
resolution I \Visll to hnve , placed in the RECORD some telegrams 
. which I have recei\""ed from the governor and other officials and 
prominent citizens of the Stnte of West Virginia. · 

TheJ.:e being no objection, the matter referred to was ordered 
to be printed in the RECORD, as follows: 

Hon. W . E. CHILTON, 
CHARLESTON, W. VA., August 1~, 1916. 

United States Senate, Washington, D. 0.: 
Have just returned from visit through Cabin Creek and Coal River 

districts. Newspaper reports of the situation are not exaggerated, ex
cept possible loss of life, which is approximately 75. More than 5,000 
people are homeless u.nd without food and clothing. Thirty to fifty 
thousand dollars is needed for immediate relief work. I have issued 
an appeal to people of the State for funds; provisions are being dis
tributed efl'e<'tively through heroic efforts. of 500 men of West Virginia 
National Guard. West Virginia will be glad to receive any aid from the 
Federal Government in this disaster, the most destructive in the history 
of the State. 

H. D. HATFIELD, {}overnot". 

Hon. W. E. CHILTO~, 
CHAB.LESTO:'i", w. VA., August 13, 1916. 

United States Senate, Wasllingtou, D. 0.: 
Flood victims have been given temporary relief in way of food sup

plies and shelter. Nearly 1t000 families lost ev.erything. By using 
National Guard we have reacned practically all victims witb .food sup
plies and there is no actual suffering. Permanent relief needed in an
other week in way of clothing and house furnishings. On orders of 
governor, I am purchasing and forwarding supplies for immediate 
needs, but, as you know, there is no appropriation from which to pay 
for such purchases. About $50,000 needed for permanent relief. Gov
ernor has called upon people for relief fund. 

' BOND, Adjutant General. 

W. E. CHILTON, 
Washington, D. 0.: 

ST. ALBANS, W.VA., A"gust 13, 1916. 

Coal River Lumber & Coal Co. rulned. Four drowned. Heavy relief 
will be needed. 

A. W. WHEATON, Mayor. 

CHARLESTON, W. VA., August 18, 1.916. 
Hon. W. E. C:arLTON, 

United States Senate, Washington, D. 0.: 
Lo::;s of life will reach about 60 ; property loss. will exceed $5,0001~00. Losses are on the Horse Creek, Mud River, portion of Little ~oal, 

Big Coal River for about 80 miles, and all of main L'abin L"'reek. 
About 1,000 families homeless, without clothing or food, are being 
cared for by liberal contributions. Food and clothing being distributed 
by the soldiers now encamped at Kanawha City by pack trains; rail
road and wagon roads gone. It will take $150,000 to take care of 
needs of homeless population. Can you do anything to help the people 
there? · 

DAVID A. JAYNE, 
Genera~ Manager Charleston Daily Gazette. 

CilARLJilSTON, w_ VA., August 13, 1.916. 
w. E. CHILTON, 

United States S"enate,. Washingtot~, D. 0.: 
Just returned from Racine and Peytona. Two drowned at Peytona; 

600 bQmeles3 from Seth to Ashford, with nothing left; 1,500 in this 
d.istrict. Can you get temporary mall service established from Marmet 
to Peytona via Racine? Great relief. Wire in care Ruffnt>r Hotel. 

W. M. OSBORNJ!l, 
United States Marshal. 

Hon. W. E. CHILTON, 

WHITE SULPHUR SPRINGS, W. VA., 
.august 18, 1.916--5.15 p. m. 

United States Senate, Washington, D. 0.: 
Your wire roy arrival here this morning. Have just returned from 

walk and ride mouth to head of Cabin Creek. About 700 families have 
lost all but clothes on their backs. Hundred thousand dollars should 
be raised quick in our State to buy beds. bedding, clothing, cooking 
utensils, etc., to start these people. Though company's loss Is ap
palling, believe they will see that all are fed, but Impossible for them 
to do more. Appreciate your sympathy. 

J. R. THOMAS. 

C:aARLESTON, W. VA., August 13, 1916. 
Hon. W. E. CHILTON, 

United States Senate, Washington., D. 0.: · 
:More than 1,000 families made homeless and left without food or 

clothing. Roads and railroads washed away. Food taken to them by 
pacl( route with di.fliculty across mountains. This work is hei.ng done 
by members of the National Guard encamped at Kanawha City. Con
tribution~ are liberal, but not sufficient to meet the needs of these 
homeless and destitute people. For 80 miles on Big Coal River not 
a home left in the bottom lands. From my lntlmat~ knowledge of this 
territory it will take $200,000, in addition to what will be raised here, 
to take care of these people. I hope you may be able to help people. 

"SA.ML. STEPHE~SON. 

Mr. CIDLTON. I have just received a telegram from R. G. 
Hubbard, of Charleston, W. Va., which I also ask to have in.- · 
corporated in the RECORD. 1\lr. Hubbard is a partner in one of 
the large wholesale firms in Charleston and is most conserva
tive in his statements. 

The VICE PRESIDENT. Without objection, it is so ordered. 
The telegram is as follows : 

CHARLESTON, W. VA., August .14, 1916. 
Hon. W. E. CHrLToN, 

Wa.shington., D. 0.: 
We are trying to raise here not less than $100,000 for the homeless 

1n Cabin Creek and Coal River. Every new investigation shows situ
ation worse than yet reported. Amount needed not less than $500,{)00 • 
This is a ease where Government a.id is needed. 

R. G. IIU1mAJiQ. 
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1\lr. OHILTOX. I ask that the joint resolution be referred to 

the Coffiitlittf'e ou _-\ppropriations. I do not see the chairman of 
the committee here, out I sincerely hope that the committee 
will make an early report. 

l\lr. President, I hesitate to ask Congress to help the State of 
West Virginia in this direct way, out I wish to state in this 
connection that our people are responding liberally in this 
catastrophe. The newspapers of that section are raising large 
fund . One, I see, has raiseti two or three thousand dollars. 
The State government has responded promptly, out the extent 
of the disaster is such that it is impossible for local help to be 
adequate. The flood extends over a distance of probably 100 
miles. It has destroyed millions of dollars of property and a 
great many lives and bas rendered many thousands of our peo
ple homeless. The situation is but partially covered by these 
telegrams. In addition to the telegrams from Gov. Hatfield 
and Adjt. Gen. Bond, I call attention to that of Mr. J. R. 
Thomas, a prominent citizen; who is a great sufferer financ.ially 
himself, who has been personally over that part of the flooded 
area on Cabin Creek, and he speaks from actual observation ; 
and I know that his statements can be relied upon. Mr. Os
borne is the United States marshal and Mr. Stephenson is a 
prominent citizen, and both are well ·acquainted with the ·coal 
Ri\er section which was inundated, and speak from actual 
·knowledge. Mr. Jayne, of the Gazette, is one of those con
nected with relief work, and is in a position to have reliable 
Information. Mayor Wheaton, of St. Albans, is in a position to 
speak with knowledge of the lower Coal River section. In ad
dition to these, I have information, through ex-Gov. Mac
Corkle and other friends, communicated by telephone and tele
grams, which enables me to say that the situation is critical 
and the Government should extend aid not alone from the 
promptings of humanity, but in the interests of the public 
health. 

Mr. PENROSE. The Senator is not very easy to hear on this 
side of the Chamber. Does he ask for an appropriation? 

Mr. CIDLTON. Yes. I ask that the joint resolution be 
referred to the Committee on Appropriations. 

l\Ir. PENROSE. How much does the Senator ask for? 
1\Ir. CHILTON. I ask for $200,000. 

. Mr. PENROSE. I thought I would move to amend the joint 
1·esolution so us to give several hundred thousand dollars to 
Pittsburgh. I have here a newspaper clipping which I should 
like to have read by the Secretary for the information of the 
Senate and the Senator. 

The VIdE PRESIDENT. Is there objection? The Ohair 
bears none. _ 

Mr. PENROSE. Of course the Senator will accept the amend
ment in his benevolence, I ha\e no doubt. 

Mr. CHILTON. The joint resolution goes to the committee. 
I can not accept an amendment. 

Mr. PENROSE. I should llke to have the clipping read. 
The Secretary read as follows : 

$1,000,00') STORM J.OSS IN PITTSBURGH DISTIUCT-SO!Ill:l STREETS COVERED 
Wl'rii 2 FEET OF Dl!JBRIS AND SUBURBAN TRAFFIC CRIPPLED-TWO LIVES 
TOLL OF DELUGE-FAMILIES IIIADiil HOMELESS AND RELIEF MOVE!IlE~T 
STARTED TO ALLEVIATE DISTRESS. 

PITTSBURGH, August 6, 1916. 
- Follo,ving "the destructive storm which swept this region Saturday 

afternoon, causing two deaths, endangering many others, and causing 
more than $1,000,000 loss by fire, lightning, and rain, thousands of 
men have been put to work repairing damage. The west and south 
hills Ulstrict of the city suffered most. Many streets are covered 
with 2 inches to 2 feet of debris and mud. Traffic will be crippled 
In Hays, Homestead, West Homestead, Braddock, Turtle Creek, Mun
hall, ll'airhaven, :md other suburbs for several days. 

Search in Saw Mill Run from the nineteenth ward to the Ohio River 
by Peter Bandel i!isclosed no trace of the body of his daughter, Mary 
Bandel, aged 15, who was drowned near her home in Edgebrook Ave
nue dm·ing the storm, when she went into a chicken coop on the brink 
of the swollen creek to save chickens. 
- Edward Duncan, aged GO, was killed instantly by li@tning in his 
home nt Trotter while the storm was at its height. His home was 
damaged. . 

In Hays, across the Monongahela River from Pittsbm·gh, where many 
families were made homeless when the Glass Run Creek overflowed 
its bunks during the tempest, a movement was started to-day to raise 
n relief fund. Neighbors last night provided shelter for the families 
.whose homes were destroyed. 

The foundations of more than a score of houses were washed away 
in the vicinity of Glass Rtm. Fifty carloads of debris were removed by 
the Baltimore & Ohio Railroad to-day from Rand Station, where the 
$torm caused a landslide. 

Munhall was without water last night and to-day as a result of the 
South Pittsburgh water main, near Hays, having burst. 

Six children who were reported missing from their home in Hays 
during the storm, and were believed to have perished, were found in 
the homes of neighbors to-day. Mothers became almost frantic when 
their children failed to rehun home during the storm. They hurried 
t~ police haadqnartcrs, and a squad of police was detailed to inYestlgate. 

1\f!'. CHILTON. Mr.- President, I should like to ask the Sena
tor if he is in good faith about this request? The Senator has 
joked so mucll with the Senate of late that I never can tell, at 

least by his expression, '\lhether he is in earnest or whether he 
is making fun. 

1\fr. PENROSE. No, l\Ir. President; if $200,000 is to go to flood 
sufferers in West Virginia, I want a similar amount to go to 
Pittsburgh, and other cases I think will occur to me between now 
and to-morrow to further amend tl1e joint resolution. 

l\fr. CHILTON. 1\Ir. President, I apprehended just what the 
Senator's motive \Yas. I want to say to him that West Virginia 
has had a great many floods, a great many misfortunes, a great 
many terrible things in the way of water catastrophes and fire 
losses. This is the first time she has ever presented a mutter 
of this kind to Congress, and it was only on the representation 
of an official character from the goyernor and other prominent 
people of the State that many thousands of people were in danger 
of losing their lives as a result of this terrible catastrophe that 
I introduced the joint resolution. . I want to call the attention 
of the Senate to the fact that many appropriations of this kind 
have been made, some of them during the present session. I do 
not think this request on the part of the officials and prominent 
people of the State, people who are contributing of their. own 
means to the extent of their ability, who come with a petition 
saying that thousands of children and women are in dish·ess, 
should be met in the contemptuous or the laughing way sug-

. gested by the remarks of the Senator from Pennsylyania and 
the newspaper clipping he bud read at the desk. I do not think 
it is a time when we should, be making merriment over the 
distress of thousands of women and children. I am introducing 
the joint resolution in good faith. I ask the committee for 
prompt work in disposing of it, and I shall ask the Senate to 
consider it seriously, not in the light _ \ein suggested by the 
remarks of the Senator from Pennsylvania. 

Mr. OLIVER. l\Ir. President, as a resident of Pittsburgh I 
think I ought to say the suggestion of my colleague dill not 
emanate from that city. 'Ve are not asking for any Federal 
help at this time. 

The VICE PRESIDENT. The joint resolution v;·ill be re
fel-red to the Committee on Appropriations. 

THE BEVEKUE. 

l\lr. HITCHCOCK. Mr. President, _I nsk that an amendment 
to be proposed to the revenue bill (H. n. 16763), which I send to 
the desk, may be read for the information of the Senate. 

The Secretary read as follows : 
That on and after the passage of this net there shali be levied, col

lected, aud paid on all certificates of stock or investment securities 
imported from any foreign counh·y to the United States or into any 
of its possessions the rates and duties as follows: 

Upon bonds or time obligations of foreign Governments the customs -
duty of 1 per cent upon the par value. 

Upon bonds or time obligations extending more than one year of all 
companies incorporated under the laws of the United States or of 
any State thereof or of the District of Columbia or of any foreign 
country 1 per cent of the par value thereof. 

Upon certificates of capital stock whether common or preferred in all 
companies incorporated in foreign countries or in the United States or 
in any State thereof or in the Dish·ict of Columbia the customs duty of 
2 per cent upon the par value thereof. . 

The above rates of duty shall apply whether the actual bonds or 
actual certificates of stock are imported or whether only certificates of 
beneficial interest or legal ownership are imported nnd they shall 
apply whether said stocks, bonds, or certificates are imported for or 
upon purchase and sale or whether they are imported only for the pur
pose of security for loans or borrowed for use of any sort. 

Any person whether owner or consignee or agent acting in the impor
tation of said stocks, bonds, or certificates shall enter them as pre
scribed by the Secretary of the Treasury and make a declaration upon 
a form to be prescribed by him and filed with the collector of the port 
at the time of entry, similar to what is required in tlte case of the 
entering of merchandise by invoice. Any attempt to import such 
stocks, bonds, or cer_tificates in any other way for the purpose of avoid
ing the payment of customs duty by con·cealing the fact of said impor- 
tation from the customs authorities shall be deemed a violation of law, 
and any person so violating shall upon conviction be fined for each 
offense the amount not exceeding 50 per cent of the market Yalue of 
the stocks, bonds, and certificates so imported or sought to be im
ported, or be imprisoned for a time not exceeding two years, or both, 
at the discretion of the court. 

AMENDMENT TO DEFICIEXCY APPROPIU.ATION DILL. 

1\lr. Sl\IITH of South Carolina submitted an amt>ndment pro~ 
posing to appropriate $7,055.94, being the unpaid part of the 
appropriation heretofore made to Benjamin Harry Rutledge, 
administrator of Adam .Tunno, surviving partner of Tunno & 
Co., on the ship Leeds Pacl-vct, Richard Btmce, master, in the 
act of Congress approved 1\Iarch 3, 1899, etc., intended to be 
proposed by him to the general deficiency approprintion biJl, 
which -was referred to the Committee on Appropriations anti 
ordered to be printed. 

COMPE~SATIO:\ 0~ IXJURED EMPLOYEES. 

1\lr. GALLINGER submitteu an mi1enum{'nt intended to l>e 
proposed by him to the bill (H. R 15316) to provide compemm
tion for employees of the United States sufrpr·ing injuries ·while 
in the perform·ance of their duties, and fur other purposes, 
which was ordered to lie on the table and be prmteu. 
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THE MERCHA~""T MARINE. 

1\Ir. GALLINGER submitted an amendment intended to be 
proposed by him to tl1e bill (H. R. 15455) to establish a United 
States .shipping board for the purpose of encouraging, develop
ing, and creating a naval auxiliary and naval reserve and a mer
chant marine to meet the requirements of the commerce of the 
United States with its Territories and possessions and with for
eign countries; to regulate carriers by water engaged in the 

-foreign and interstate commerce of the United States; and for 
other purposes, which was ordered to lie on the table and be 
printed. 

WITHDRAWAL OF PAPERs-OSCAr: W. LOWERY. 

On motion of Mr. CUMMINS it was 
01·dered, That leave be granted to withdraw from the files of the 

Sen.ate the papers in the ease of S. 1181,- a bUl granting an increas~ 
of pension to Oscru.: W. Lowery,_ no adverse .report having b~n made 
thereon. 

CHARLESTO:s- & NORFOLK STEAMSHIP CO. 

.Mr. SMITH of South Carolina. I offer a resolution which I 
send to the desk in reference to sundry petitions of certain cor
porations and individuals in the city of Charleston, S. C., look
ing to a rehearing of a rate proposition. I ask that the resolu
tion be read and referred to the -committee on Interstate 
Commerce. 

The resolution (S. Res. 249) was read and referred to the 
Committee on Interstate Commerce, as follows: 
Whereas the Charleston & Norfolk Steamship Co., a corporation duly 

empowered by charter from the State of South Carolina to acquire, 
by purchase or otherwise, steamships and operate the same ns com
mon carriers ; and 

Whereas said company petitioned the Interstate Commerce Commission 
to put into elrect certain proportional rates from Cincinnati, Louis
ville, etc., to Norfolk and Newp(lrt News on traffic destined to 
Chn.rleston, S. C., such proportional now being applied by aforesaid 
railway companies in connection with rail lines leading south into 
Carolina territory ; and 

Whereas the Interstate Commerce Commission, in an opinion dated 
June 30, 1916 (docket 8081), dismissed said petition on the ground 
that the petitioner was not a common carrier; and 

Whereas the Interstate Commerre Commission, in Flour City Steam
ship Co. v. the L . V. R. R. C<J. (l. C. C. R-ept. No. 24, pp. 179-
186), defined the status of a common carrier by water, such as pro
posed to operate under nondiscriminatory traffic arrangements, in 
specific t~rms; and 

Whereas the position of the Charleston & Norfolk Steamship Co. is the 
Ramt' us that of the Flour City Steamship Co., in that said company 
can not afford to make en<Jrmous expenditures in equipment. pend
ing a decision as to whether or not it is entitled to the nondiscrim
inatory traffic arrangements with the rail carriers leading into Nor
folk; and 

'Vh£-rcas subs{'(}uent to the decision of th~ Interstate Commerce Com
mission in the Flour City Steamship Co. case, the act to r~gulate com
merce has been further strengthened by the passage of the Panama 
Canal act, under date of August 24, 1912, which empowers the Inter
state C<lmmeree Commission to establish proportional rates over rail 
lines when property may be or ts transported to or from port by ran 
carriers ; and . 

"\Vherea this act confers additi-onal powers upon the Interstate Com
merce Commission to those it exercised when 1M Flour City case 
was decided ; and 

Whereas the Charleston & Norfolk Steamship Co. has been organized 
by the merchants of Charleston for the express purpose of bringing 
rcliel from an unduly discriminatory rate adjustment and for a..tiord
ing a.n economical means of transportation; and 

Whereas the Interstate Commerce Commission, ln its decision in th~ 
Flour City case, established the principle that the company was enti
tled to a decision on the merits of the ease before the said company 
made large expenditures in equipment: Therefore be it 
PtA: oh:ed, That the Interstate Commerce Commission be requested to 

initiate an in-.estigation upon its own motion, and in conjunction with 
this proceeding, reopen the case of the Charleston & Norfolk Steamship 
Co. il. the Chesapeake & Oh1o Railway Co. et al. (docket 8081), and 
give all parties an opportunity to submit any further testimony or 
arguments, and that an opinion be rendered by the Interstate Com
merce Commission as to wheth& or not the proportional rates prayed 
for by the petitione1· will or wm not be granted, in advance of the 
actual purchase of the ~teamships. 

EXEMPTIONS FROM CIVIL-SERVICE REQUIREMENTS. 

l\lr. PENROSE. I submit a Senate resolution, and, as it 
merely asks for information from one of the departments, per
haps there will be no objection to its present consideration. I 
n. k Umt the resolution be read. 

The resolution (S. Res. 246) was re~d as follows: 
RcsoZuoa, That the United States Civil Service Commission be, and it 

is hereby, requested to send to the Senate a list of the Executive orders 
i sued since March 4, 1913, exempting appointees in the Federal service 
from ciVil-service requirements; or ~lacing em~loyees under the civil 
~l;fiCSe~·~cj~oc~~~ffs~~~ed outslde o any ellgib e list prescribed by the 

The VTCE PRESIDENT. Is there objection to the present 
consideration of the resolution? 

Mr. POMERENE. J w.;k that the resolution lie over until to
morrow. 

The VICE PRESID1~'· T. The resolution goes over under the 
rule. 

APPOINTMENTS IN THE STATE DEPAil.TMENT. 

1\Ir. PENROSE. Then, Mr. President, I offer the resolution 
which I send to the desk and ask to have it read, considered_, 
and passed, if there is no objection. The resolution merely asks 
for information. 

The resolution (S. Res. 247) was read as follows: 
to f~g;~eath;'~~~!~i ~se~~'if~~ ~f State be, and he is hereby, requested 

First. The number of employees who have been appointed to positions 
in the State Department since July 1, 1913. 

Second. What increase in the force of employees in the State Depart
ment has been made since July 1, 1913. 

Third. The number of employees appointed since July 1~ 1913, from 
eligible lists upon certification by the United States Civil ~:~ervice Com
mission. 

Fourth. The -number of employees appointed temporarily without any 
civil-service examination or certification by the Civil Service Commis
sion and who subsequently were covered into the civil service under 
an Executive order dated Mn.y 18, 1916~ being Executive order No. 2883. 

The VICE PRESIDENT. Is there objection to the present 
consideration of the resolution? · 

Mr. POMERENE. I ask that the resolution go over under the 
rule. 

The VICE PRESIDENT. The resolution goes over under the 
rule: 

OOLLECTION OF DISCRIMINATING DUTIES. 

1\.lr. JONES. I offer a Senate resolution which I send to the 
desk, and I a.sk unanimous consent for its immediate considera
tion. 

The resolution ( S. Res. 248) was read, as follows : 
Resolved, That the Secretary of the Treasury be directed to furnish 

the information called for by Senate Resolution 133 of March 16, 1916, 
or report to the Senate promptly why such information can not be 
furnished. 

The VICE PRESIDENT, Is there objection to the present 
consideration of the resolution? 

Mr. SMITH of Georgia. Yes, Mr. President, I object to the 
present consideration of the resolution and ask that it lie over. 

The VICE PRESIDENT. The resolution 'vill lie -over· under 
the rule and be printed. The mm-ning business is closed. 

ADDBESS BY HON. JOHN A. MAGUIRE. 

l\fr. HITCHCOCK. I ask to have printed as a public docu
ment an address delivered by former Representative John A. 
Maguire on the p1·actical workings of the Congress, which was 
a very popular address. 

Mr. SMOOT. Let the matter be referred to the Committee 
on Printing. 

Mr. IDTCHCOCK. I have no particular objection to that. 
Mr. FLETCHER. Under the law the address should be 

referred to the Committee on Pl'inting. 
Mr. HITCHCOCK. It is a small matter, and the addl·ess is 

a very popular exposition of how Congress operates. 
Mr. SMOOT. I object to its being printed as a public docu

ment without a reference to the Committee on Printing. 
l\1r. FLETCHER. Under the law the resolution will have to 

go to the Committee on Printing. 
The VICE PRESIDENT. Under the law the address wm be 

referred to the Committee on Printing. 
GOVERNMENT OF THE PHILIPPINES-{)()NFERE "'CE REPORT (S. UOC. 

NO. 530). 

Mr. IDTCHCOCK. Mr. President, I ask unanimous consent, 
on behalf of the conference committee on the Philippine bill, to 
withdraw the report filed by me a few days ago. I shall submit 
another report later in the day. 

The VICE PRESIDENT. Is there objection? The Chair hears 
none, and the conference report is withdrawn. 

Mr. HITCHCOCK subsequently said: I submit the conference 
report on the bill S. 381, known as the Philippine government bill. 

The VICE PRESIDENT. The report will lie on the table and 
be printed. 

The conference report is as follows : 

The committee of conference on the disagreeing votes of the 
two Houses on the amendments of the House to the bill ( S. 381) 
to declare the purpose of the people of the United States as to 
the future political status of the people of the Philil)pine Islands, 
and to provide a more autonomous government for those islands, 
having met, after full and free conference have agreed to recom
mend and do recommend to their respective Houses as follows : 

That the Senate recede from its disagreement to the amend
ments of the HoU6e numbered 2, 3, and 4, and agree to the sa.me. 

That the Senate recede from its disagreement to the amend
ment of the House numbered 1, ancl agree to the same with an 
amendment as follows: In lieu of the matter proposed by the 
House insert the following : 

"That the provisions of this act and the name 'the Phil
ippines • as used in this act shall apply to and include the Phil-
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ippine Islands ceded to the United States Government by the 
treaty of peace concluded between the United States and Spain 
on the 11th day of April, 1899, the boundaries of which are set 
forth in Article III of said treaty, together with those islands 

. embra ced in the treaty between Spain and the United States 
concluded at Washington on the 7th day of November, 1900. 

" SEc. 2. That all inhabitants of the Philippine Islands who 
were Spanish subjects on the 11th day of April. 1899, and then 
r esiued in said islands, and their children born subsequent 
thereto, shall be deemed anQ. held to be citizens of the Philip
pine Islands, except such as shall have elected to preserve their 
allegiance to the Crown of Spain in accordance with the pro
visions of the treaty of peace between the United States and 
Spain, signed- at Paris, December 10, 1898, and except such 
others as have since become citizens of some other country: 
Prot ided, That the Philippine Legislature, herein provided for, 
is hereby authorized to provide by law for the acquisition of 
Philippine citizenship by those natives of the Philippine Islands 
who do not come within the foregoing provisions, the natives of 
the insular possessions of the United States, and such other per
sons residing in the Philippine Islands who are citizens of the 
United States, or who could beeome citizens of the United States 
nnder the laws of the United States if residing therein. 

"SEc. 3. That no law shall be enacted in said Llands which 
shall deprive any person of life, liberty, or property without due 
process of law, or deny to any person therein the equal protec
tion of the laws. Private property shall not be taken for public 
use without just compensation. 

'' That in all criminal prosecutions the accused shall enjoy 
the right to be heard by himself and counsel, to demand the 
nature and cause of the accusation against him, to ha-ve a speedy 
nnd public trial, to meet the witnesses face to face, and to have 
compulsory process to compel the attendance of witnesses in his 
behalf. 

"That no person shall be held to answer for a criminal of
fense without due process of law; and no person for the same 
offense shall be twice put in jeopardy of punishment, nor shall 
be compelled in any criminal case to be a witness against him
self. 

... That all persons shall before conviction be bailable by suf
ficient sureties, except for capital offenses. 

" That no law impairing the obligation of contracts shall be 
enacted. , · 

" That no person shall be imprisoned for debt. 
" That the privilege of the writ of habeas corpus shall not 

be suspended. unless when in cases of rebellion, insurrection, or 
invasion the public safety may require it, in either of which 
events the same may be suspended by the President, or by the 
Governor General. wherever during such period the necessity 
for such suspension shall exist. 

" That no ex post facto law or bill of attainder shall be enacted 
nor shall the law of primogeniture ever be in force -in the 
Philippines. · 

"That no law granting a title of nobility shall be enacted, 
nncl no person holding any office of profit or trust in said islands 
shall, without the consent of the Congress of the United States, 
aceept any present, emolument, office, or title of any kind wlmt
e•er· from any king, queen, prince, or foreign State. 

"That excessive bail shall not be required, nor excessive fines 
imposed, nor cruel and unusual punishment inflicted. 

" That the right to be secure against unreasonable searches 
and seizures shall not be violated. 

" That slavery shall not exist in said islands; nor shall in
Tolunun~y servitude exist therein except as a punishment for _ 
crime whereof the party shall have been duly convicted. 

"That no law shall be passed abridging the freedom of speech 
or of the press, or the right of the people peaceably to assemble 
and petition the Government for redress of grievances. 

"That no law shall be made r~J>ecting an establishment of 
religion or prohibiting the free exercise thereof, and that the 
free exercise and enjoyment of religious profession and worship, 
without discrimination or preference, shall forever be allowed; 
and no religious test shall be required for the exercise of civil 
or political rights. No public money or property shall ever be 
appropriated, applied, donated, or used, directly or indirectly, 
for the use. benefit, or support of any sect, church, denomination, 
sectarian institution, or system of religion, or for ·the use. benefit, 
or support of any priest, preacher, minister, or other religious 
teacher or dignitary as such. Contracting of polygamous or 
plural marriages hereafter is proWbited. That no law shall 
be construed to permit polygamous or piural marriages. 

" That no _ money shall be paid out of the Treasury except in 
pursuance of an appropriation by law. 

" That the ru}e of taxation in said islands shall be uniform. 

"That n ,. bill which may be enacted into law shall embrace 
more than one subject, and that subject shall be expressed i.n the 
title of the bill. · 

"That no warrant shall issue but upon probable cause, sup
ported by oath or affirmation, and particularly describing the 
place to be searched and the person or things to be seized. 

"That all money collected on any tax levied or assessed for a 
special purpose shall be treated as a special fund in the treasury 
and paid out for such purpose only. 

"SEc. 4. That all expenses tl~at may be incurred on account of 
the Government of the Philippines for salaries of officials and 
the conduct of their offices and departments, and all expenses 
and obligations contracted for the internal improvement or de
velopment of the islands, not, howeYer, including defenses, bar
racks, and other works undertaken by the United States, shall, 
except as otherwise specifically provided by the Congress, be paid 
by the Government of the Philippines. 

" SEc. 5. That the statutory laws of the United States here
after enacted shall not apply to the Philippine Islands, except 
when they specifically so provide, or it is so provided in this act. 

" SEC. 6. That the laws now in force · in the Philippines shall 
contin11e in force and effect, except as altered, amended, or 
modified herein, until altered, amended. or repealed by the legis
lative authority herein provided or by act of Congress of the 
United Stutes. 

" SEc. 7. That the legislative authority herein provided shall 
have power, when not inconsistent with· this act, by due enact
ment to amend, alter, modify, or repeal any law, civil or criminal, 
continued i.n force by this act as it may from time to time see fit. 

"This power shall specifically extend with the limitation herein 
provided as to the tariff to all laws relating to revenue and 
taxation in effect in the Philippines. 

"SEc. 8. That general legislative power, except as otherwise 
herein provided, is hereby grant~ to the Philippine Legislature, 
authorized by this act. 

"SEc. 9. That all the property and rights which may have 
been acquired in the Philippine Islands by the United States 
under the treaty of peace with Spain, signed December 10, 1898, 
except such land or other property as has been or shall be des
ignated by the President of the United States for military and 
other· reservations of the Government of the United States, and 
all lands which may have been subsequently acquired by the 
government of the ·Philippine Islands by purch?-Se under the pro
visions of sections 63 and 64 of the act of Congress approved 
July 1. 1902, except such us may have heretofore been sold and 
disposed of in accordance with the provisions of said act of 
Congress, are hereby placed under the control of the government 
of said islands to be administered or disposed of for the benefit 
of the inhabitants thereof, and the Philippine Legislature shall 
have power to legislate with respect to all such matters as it 
may deem advisable; but acts of the Philippine Legislature with 
reference to land of the public domain, timber, and mining, 
hereafter enacted, shall not have the force of law until approved 
by the President of the United States: Provided, That upon the 
approval of such an act by the Governor General, it shall be by 
him forthwith transmitted to the President of the United States, 
and he shall approve or disapprove the same within six months 
from and after its enactment and submission for his approval. 
and if not disapproved within such time it shall become a law 
the same as if it had been specifically app1~oved : P·rovided tur
tner, That where la.hds in the Philippine Islands have been o:
may be reserved for any public purpose of the United States, 
and, being no longer required for the p11rpose ·for .which re
served, have been or may be, by order of the PresiUent, placed 
under the control of the government of !Said islands to be ad
ministered for the benefit of the inhabitants thereof, the ord -:: 
of the President shall be regarded as effectual to give the gov
ernment of said islands full control and power to administer 
and dispose of such lands for the benefit of the inhabitants of 
said islands. 

" SEc. 10. That while this act provides that the Philippine 
government shall have the authority to enact a tariff law the 
trade relations between the islands and the United States shall 
continue to be governed exclusively by laws of the Congress of the 
Unite-d States: Pmv-ided, That tariff acts or acts amendatory to 
the tariff of the Philippine Islands shall not become law until 
they shall receive the approval of the President of the United 
States, nor shall any act of the Philippine Legislature affecting 
immigration or the currency or coinage laws of the Philippines 
become a law until it has been approved by the President of the 
United States: P,rovided further, That the President shall ap
prove or disapprove any act mentioned in the foregoing proviso 
within six months .from and after its enactment and submission 
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for his approval, and if not disapproved within such time it shall 
become a law the same as if it had been specifically approved. 

"SEc. 11. That no export duties shall be levied or collected on 
exports from the Philippine Islands, but taxes and assessments 
on property and license fees for franchises, and privileges, and 
internal taxes, direct or indirect, may be imposed for the pur
poses of the Philippine government .and the provincial and mu
nicipal governments thereof, respectively, as may be provided 
and defined by acts of the Philippine Legislature, and, where 
necessary to anticipate taxes and revenues, bonds and other 
obligati-ons may be issued by the Philippine government or any 
provincial or municipal government therein, as may be pro
vided by Ia w and to protect the public credit : Provided, however, 
That the entire indebtedness of the Philippine government cre
ated by the authority conferred herein shall not exceed at any 
one time the sum of $15,000,000, exclusive of those obligations 
known as friar-land bonds, nor that of any Province or munici
pality a sum in excess of 7 per cent of the aggregate tax valua
tion of its property at any one time. 

"SEc. 12. That general legislative powers in the Philippines, 
except as herein otherwise p:covided, shall be -vested in a legis
lature which shall consist of two houses, one the senate and 
the other the house of representatives, and the two houses 
shall be designated ' The Philippine Legislature ' : Provided, 
That until the Philippine Legislattu·e as herein provided shall 
have been organized the existing Philippine Legislature shall 
have all legislative authority herein granted to the government 
of the Philippine Islands, except such as may now be within the 
exclusive jurisdiction of the Philippine Commission, which 
is so continued until the organization of the legislature herein 
provided for the Philippines. When the Philippine Legislature 
shall ha\"e been organized, the exclusive legislative jurisdic
tion and authority exercised by the Philippine Commission 
shall thereafter be exercised by the Philippine Legislature. 

" SEc. 13. That the member$ o~ the senate of the Philippines, 
except as herein provided, shall be elected for terms of six 
and three years, as hereinafter provided, by the qualified elec
tors of the Philippines. Each of the senatorial districts de
fined as hereinafter provided shall have the right to elect two 
senators. N<' person shall be an elective member of the senate 
of the Philippines who is not a qualified elector and over 30 
years of age, and who is not able to read and write either the 
Spanish or English language, and who has not been a resident 
of the Philippines for at least two consecutive years and an 
actual resident of the senatorial district from which chosen for 
a period of at least one year immediately prior to his election. 

"SEc. 14. That the members of the house of representatives 
shall, except as herein provided, be elected triennially by the 
qualified electors of the Philippines. Each of the representative 
districts hereinafter provided for shall have the right to elect 
one representative. No person shall be an· elective member of 
the house of representatives who is _not a qualified elector and 
over 25 years of age, and who is not able to read and write 
either the Spanish or English language, and who has not been 
an actual resident of the district from which elected for at 
least one year immediately prior to his election: Provided, That 
the members of the present assembly elected on the first Tuesday 
in June, 1916, shall be the members of the house of repre
sentatives from their respective dish·icts for the term expiring 
in 1919. 

"SEc. 15. That at the first election held pursuant to this act, 
the qualified electors shall be those having the qualifications of 
voters under the present law: thereafter and until otherwise 
provided by the Philippine Legislature herein provided for the 
qualifications of voters for senators and representatives in the 
Philippines and all officers elected by the people shall be as 
fo11ows: 

" Every male person who is not a citizen or subject of a for
eign power 21 years of age or over--except insane and feeble
minded persons and those convicted in a court of competent 
jurisdiction of an infamous offense since the 13th day of August, 
1898-who shall have been a resident of the Philippines for one 
year and of the municipality in which he shall offer to vote for 
six months next preceding the day of voting, and who is com
prised within one of the following classes: 

"(a) Those who under existing law are legal "Voters and have 
exercised the right of suffmge. 

"(b) Those who own real property to the value of ~00. or 
who annually pay P'30 or more of the established taxes. 

" (c) Those who are able to read and write either Spanish, 
English, or a native language. 

" SEc. 10. That the Philippine Islands shall be divided into 
12 senate districts, as follows: 

" First dish·ict: Butanes, Cagayan, Isabela, Ilocos Norte, and. 
Ilocos Sur. 

" Second district: La Union, Pangasinan, and Zambales. 
"Third district: Tarlac, Nueva Ecija, Pampanga, and llu-

lacan. 
"Fourth district: Bataan, RizaJ, Manila, and Laguna. 
" Fifth district: Batangas, Mindoro, Tayabas, and Cavitc. 
" Sixth district: Sorsogon, Albay, and Ambos Camarines. 
" Seventh dish·ict : Iloilo and Capiz. 
"Eighth district: Negros Occidental, Negros Oriental, An· 

tique, and Palawan. 
" Ninth district: Leyte and Samar. 
" Tenth district : Cebu. 
" Eleventh district: Surigao, Misamis, and Bohol. 
"Twelfth district: The Mountain Province, Baguio, Nueva 

Vizeaya, and the Department of Mindanao and Sulu. 
"The representative districts shall be the 81 now provided by 

law, and 3 in the Mountain Province, 1 in Nueva Vizcaya, and 5 
in the Department of Mindanao and Sulu. 

" The first election under the provisions of this act shall be 
held on the first Tuesday of October, 1916, unless the Governor 
General in his discretion shall fix another date not earlier than 
30 nor later than 60 days after the passage of t ', 1S act: Pro
vided, That the Governor General's proclamation shall be pub· 
lished at least 30 days prior to the date fixed for the election, 
and there shall be chosen at such election one senator from each 
senate district for a term of three years and one for six years. 
Thereafter one senator from each district shall be elected from 
each senate district for a term of six years : P1·ovided, That the 
Governor General of the Philippine Islands shall appoint, with· 
out the consent of the senate and without restriction as to resi
dence, senators and representatives who will, in his opinion, 
best represent thf' senate district and those representative dis· 
tricts which may be included in the territory not now repre
sented in the Philippine Assembly: Provided turthe1·, That there
after elections shall be held only on such days and under such 
regulations as to ballots, voting, and qualifications of electors 
as may be prescribed by the Philippine Legis I a ture, to which is 
hereby given authority to redistrict the Philippine Islands and 
modify, amend, or repeal any provision of this section, except 
such as refer to appointive senators and representatives. 

"SEc. 17. That the terms of office of elective senators and rep· 
resentatives shall be six and three years, respectively, and shall 
begin on the date of their election. In case of vacancy among 
the elective members of the senate or in the house of representa
tives special elections may be held in the districts wherein such 
vacancy occurred under such regulations as may be prescribed by 
law, but senators or representat_ives elected in such cases shall 
hold office only for the unexpired portion of the term wherein 
the vacancy occurred. · Senators and representatives appointed. 
by the Governor General shall hold office until removed by the 
Governor General. • 

"SEc. 18. That the senate and house of representatives, re
specthrely, shall be the sole judges of the elections, returns, ·and 
qualifications of their elective members, and each house may 
determine the rules of its proceedings, punish its members for 
disorderly behavior, and, with the concurrence of two-thirds, 
expel an elective member. Both houses shall convene at the 
capital on the 16th day of October next following the election 
and organize by the election of a speaker or a presiding officer, 
a clerk, and a sergeant at arms for each house, and such other 
officers and assistants as may be required. A majority of ench 
house shall constitute a quorum to do business, but a smaller 
number may meet, adjourn from day to day, and compel the 
attendance of absent members. The legislature shall hold an
nual sessions, commencing on the 16th day of October, or, if the 
16th day of October be a legal holiday, then on the 1st day fol
lowing which is not a legal holiday, in each year. The legis
lature may be called in special session at any time by the Gov
ernor General for general legislation, or for action on such specific 
subjects as he may designate. No special session shall continue 
longer than 30 days, and no regular session shall continue longer 
than 100 days, exclusive of Sundays. The legislattu·e is h~reby 
given the power and authority to ci:Jange the date of the com· 
mencement of its annual sessions. 

"The senators and representatives shall receive an _ annual 
compensation for tlwir services, to be ascertained by law, and 
paid out of the treasury of the Philippine Islancls. The sena
tors and representatives shall, in all cases except treason, fel
ony, and breach of the peace, be privileged from arrest during 
their attendance at the session of their respective houses and 
in going to and returning from the same ; and for any speech or 
debate in either house they shall not be quesUoned in any other 
place. 

"No senator or representative· sbali. cluring the . time for 
which he may have been elected, be eligible to any office th~ 
election to which is -vested in the legislature, nor shall be ap· 
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pointed to any office of trust or profit which shall have been 
created or the emoluments of which shall have been increased 
during such term. 

"SEc. 19. That eac-h house of the legislature shall keep a 
journal of its proceedings and, from time to time, publish the 
same ; and the yeas and nays of the members of either house, 
on any question, shall, upon demand of one-fifth of those pres
ent, be entered on the journal, and every bill and joint resolu
tion which shall have passed both houses shall, before it be
comes a law, be presented to the Governor General. If he 
approve the same, he shall sign it ; but if not, he shall return 
it with his objections to that house in which it shall have origi
nated, which shall enter the objections at large on its journal 
and proceed to reconsider it. If, after such reconsideration, 
two-thirds of the mE'..mbers elected to that house shall agree to 
pass the same, it shall be sent, together with the objections, to 
the other house, by which it shall likewise be reconsidered, and 
if approved by two-thirds of all the members elected to that 
house it shall be sent to the Governor General, who, in case he 
shall then not approve, shall transmit the same to the President 
of the United States. The vote of each house shall be by the 
yeas and nays, and the names of the members voting for and 
against shall be entered on the journal. If the President of the 
United States approve the same, he shall sign it and it shall 
become a law. If he shall not approve same, he shall return it 
to the Governor General, so stating, and it shall not become a 
law: Provided, That if any bil1 or joint resolution shall not be 
returned by the Governor General as herein provided within 
20 days (Sundays excepted) after it shall have been presented 
to him the same shall become a law in like manner as if he 
had signed it, unless the legislature by adjournment prevent its 
return, in which case it shall become a law unless vetoed by the 
Governor General within 30 days after adjournment : Provided 
further, That the President of the United States shall approve 
or disapprove an act submitted to him under the provisions of 
this section within six months from and after its enactment 
and submission for his approval; and if not approved within 
such time, it shall become a law the same as if it had been spe
cifically approved. The Governor General shall have the power 
to veto any particular item or items of an appropriation bill, 
but the veto shall not affect the item or items to which he does 
not object. The item or items objected to shall not take effect 
except in the manner heretofore provided in this section as to 
bills and joint resolutions returned to the legislature without his 
approval. · 

"All laws enacted by the Philippine Legislature shall be re
ported to the Congress of the United States, which hereby 
reserves the power and authority to annul the same. If at the 
termination of any fiscal year the appropriations necessary for 
the support of government for the ensuing fiscal year shall not 
have been made, the several sums appropriated in the last 
appropriation bills for the objects and purposes therein speci
fied, so far as the same may be done, shall be deemed to be 
reappropriated for the several objects and purposes specified 
in said last appropriation bill ; and until the legislature shall 
act in such behalf the treasurer shall, when so directed by the 
Governor General, make the payments necessary for the pur
poses aforesaid. 

" SEc. 20. That at the first meeting of the Philippine Legis
lature created by this act and triennially thereafter there shan 
be chosen by the legislature two Resident Commissioners to 
the United States, who shall hold their office for a term of three 
years beginning with the 4th day of 1\Iarch following their elec
tion, and who shall be entitled to an official recognition as such 
by all departments upon presentation to the President of a cer
tificate of election by the Governor General of said islands. 
Each of said Resident Commissioners shall, in addition to the 
salary and the sum in lieu of mileage now allowed by law, be 
allowed the same sum for stationery and for the pay of neces
sary clerk hire as is now allowed to the Members of the House 
of Representatives of the United States, to be paid out of the 
Tt·easury of the United States, and the franking privilege 
allowed by law to Members of Congress. No person shall be 
eligible to election as Resident Commissioner who is not a 
bona fide elector of said islands and who does not owe allegi
ance to the United States and who is not more than 30 years 
of age and who does not read and write the English lan
guage. The. present two Resident Commissioners shall hold 
office until the 4th of March, 19~7. In case of vacancy in the 
position of Resident Commissioner caused by resignation or 
otherwise, the Governor General may make temporary ap
pointments until the next meeting of the Philippine Legisla
ture, which shall then fill such vacancy ; but the Resident Com
mis ioner thus elected shall hold office only for the unexpired 
portion of the term wherein the vacancy occurred. 

"SEc. 21. That the supreme executive power shall be vested in 
an executive officer, whose official title shall be ' the Governor 
General of the Philippine Islands.' He shall be appointed by 
the President, by and with the advice and consent of the Sen
ate of the United States, and hold his office at the pleasure of 
the President and until his successor is chosen and qualified. 
The G~vernor General shall reside in the Philippine Islands 
during his official incumbency, and maintain his office at the 
seat of government. He shall, unless otherwise herein provided, 
appoint, by and with the consent of the Philippine Senate, such 
officers as may now be appointed by the Governor General, or 
such as he is authorized by this act to appoint, or whom be may 
hereafter be authorized by law to appoint; but appointments 
made whl1e the senate is not in session shall be effective either 
until disapproval or until the next adjournment of the senate. 
He shall have general supervision and control of all of the de
partments and bureaus of the government in the Philippine 
Islands as far as is not inconsistent with the provisions of this 
act, and shall be commander in chief of all locally created arm-ed 
forces and militia. He is hereby vested with the exclusive power 
to grant pardons and reprieves and remit fines and forfeitures, 
and may veto any legislation enacted as herein provided. He 
shall submit within 10 days of the opening of each regular ses
sion of the Philippine Legislature a budget of receipts and ex
penditures, which shall be the basis of the annual appropriation 
bill. He shall commission all officers that he may be authorized 
to appoint. He shall be responsible for the faithful execution of 
the laws of the Philippine Islands and of the United States 
operative within the Philippine Islands, and whenever it becomes 
necessary he may call•upon the commanders of the military and 
naval forces of the United States in the islands, or summon 
the posse comitatus, or call out the militia or other locally 
created armed forces, to prevent or suppress lawless violence, 
invasion, insurrection, or rebellion; and be may, in case of 
rebellion or invasion, or imminent danger thereof, when the 
public safety requires it, suspend the privileges of the writ of 
habeas corpus, or place the islands, or any part thereof, under 
m-artial law : Provided, That whenever the Governor General 
shall exercise this authority, he shall at once notify the Presi
dent of the United States thereof, together with the attending 
facts and circmnstances, and the President shall have power to 
modify or vacate the action of the Governor General. He shall 
annually and at such other times as he may be requ_ired make 
such official report of the transactions of the government of the 
Philippine Islands to an executive department of the United 
States to be designated by the President, and his said annual 
report shall be transmitted to the Congress of the United States; 
and he shall perform such additional duties and functions as may 
in pursuance of law be delegated or assigned to him by the 
President. 

" SEc. 22. That, except as provided otherwise in this act, the 
executive departments of the Philippine government shall con
tinue as now authorized by law until otherwise provided by the 
Philippine Legislature. When the Philippine Legislature ~erein 
provided shall convene and organize, the Philippine Commission, 
as such, shall cease and determine, and the members thereof 
shall vacate their offices as members of said commission : Pro
vided, That the heads of executive departments shall continue 
to exercise their executive functions until the heads of depart
ments provided by the Philippine Legislature pursuant to the 
provisions of this act are appointed and qualified. The Philip
pine Legislature may thereafter by appropriate legislation in
crease the number or abolish any of the executive departments, 
or-make such changes in the names and duties thereof as it may 
see fit, and shall provide for the appointment and removal . of 
the heads of the executive departments by the Governor Gen
eral : Provided, That all execUtive functions of the government 
must be directly under the Governor General or within one of 
the exeeutive departments under the supervision and control of 
the Governor General. There is hereby established a bm·eau, 
to be known as the bureau of non-Christian tribes, which said 
btrreau shall be embraced in one of the executive departments to 
be designated by the Governor General, and shall have general 
supervision over -:.he public affairs of the inhabitants of the terri
tory represented in the legislature by appointive senators and 
representatives. 

" SEc. 23. That there shall be appointed by the President, by 
and with the advice and consent of the Senate of the United 
States, a vice governor of the Philippine Islands, who shall have 
all of the powers of the Governor General in the case of a va
cancy or temporary removal, resignation, or disability of the 
Governor General, or in case of his temporary absence; and the 
said vice governor shall be the head of the executive department, 
known as the department of public instruction, which shall in
clude the bureau of education and the bureau of health, and he 
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may be assigned such other executive duties as the Governor 
General may designate. 

"Other bureaus now included in the department of public in
struction shall, until otherwise provided by the Philippine Leg
islature, be included in the department of the interior. 

" The President m:iy designate the head of an executive de
partment of the Philippine government to act as Governor Gen
eral in the case of a vacancy, the temporary removal, ·resigna
tion, or disability of the Governor General and of the vice gov
ernor, or their temporary absence, and the head of the depart
ment thus designated shall exercise all the powers and per
form all the duties of the Governor General during such va
cancy, disability, or absence. 

"SEc. 24. That there shall be appointed by the President an 
auditor, who shall examine, audit, and settle all accounts per
taining to the revenues and receipts from whatever source of 
the Philippine government and of the provincial and municipal 
governments of the Philippines, including trust funds and funds 
derived from bond issues; and audit, in accordance with law 
and administrative regulations, all expenditures of funds or 
property pertaining to or held in trust by the government or the 
Provinces or municipalities thereof. He shall perform a like 
duty with respect to all government branches. 

" He shall keep the general accounts of the government and 
preserve the vouchers pertaining thereto. ' 

"It shall be the duty of the auditor to bring to the attention 
of the proper administrative officer expenditures of funds or 
property whi<'"b., in his opinion, are irregular, unnecessary, exces
sive, or extravagant. 

"There shall be a deputy auditor appo'nted in the same man
ner as the auditor. The deputy auditor shall sign such official 
papers as the auditor may designate and perform such other 
duties as the auditor may prescribe, and in case of the death, 
resignation, sickness, or other absence of the auditor from his 
office, from any cmu;e, the deputy auditor shall have charge of 
such office. In case of the absence from duty, from any cause, 
of both the auditor and the deputy auditor, the Governor Gen
eral may designate an assistant, who shall have charge of the 
office. 

" The administrative jurisdiction of the auditor over accounts, 
whether of funds or property, and all vouchers and records per
taining thereto, shall be exclusive. With the approval of the 
Governor General he shall from time to time make and promul
gate general or special rules and regulations not inconsistent 
with law covering the method of accounting for public funds and 
property, and funds and property held in trust by the govern
ment or any of its branches: P'ro1J-ided, That any officer account
able for public funds or property may require such additional 
reports or returns from his subordinates or others as he may 
deem necessary for his own information and protection. 

"The decisions of the auditor shall be final and conclusive 
upon the executive branches of the government, except that ap
peal therefrom may be taken by the party aggrieved or the head 
of the department concerned within one year, in the manner 
hereinafter prescribed. The auditor shall, except as hereinafter 
provided, have like authority as that conferred by law upon the 
several auditors of the United States and the Comptroller of the 
United States Treasury and is authorized to communicate di
rectly with any person having claims before him for settlement, 
or with any department, officer, or person having official relations 
with his office. · 

" As soon after the close of each fiscal year as the accounts of 
said year may be examined and adjusted the auditor shaH sub
mit to the Governor General and the Secretary of War an an
nual report of the fiscal concerns of the government, showing 
the receipts and disbursements of the various departments and 
bureaus of the government, and of the various Provinces and 
municipalitie , and make such other reports as may be required 
of him by the Governor General or the Secretary of War. 

" In the execution of their duties the auditor and the deputy 
nuditor are authorized to summon witnesses, administer oaths, 
and to take evidence, and, in the pursuance of these provisions, 
may issue subprenas and enforce the attendance of witnesses, 
us now provided by law. 

"The office of the auditor shall be under the general super
vision of the Governor General and shall consist of the auditor 
and deputy auditor and such necessary assistants as may be pre
scribed by law. 

" SEC. 25. That any person aggrieved by the action or decision 
of the auditor in the settlement of his account or claim may, 
within one year, take an appeal in writing to the Governor Gen
eral, which appeal shall specifically set forth the particular 
action of the auditor to which exception is taken, with the reason 
and authorities relied on for reversing such Q.ecision. 

" If the Governor General shall confirm the action of the 
auditor, he shall so indorse the appeal and transmit it to the 

auditor, and the action shall thereupon be final and conc1usive. 
Should the Governor General fail to sustain the action of the · 
auditor, he shall forthwith transmit his grounds of disapproval 
to the Secretary of War, together with the appeal and t11e papers 
necessary to a proper understanding of the matter. The decision 
of the Secretary of 'Varin such case shall be final and conclusive. 

" SEc. 26. That the supreme court and the courts of first in
stance of the Philippine Islands shall possess and exercise 
jurisdiction as heretofore provided and such additional juris
diction as shall hereafter be prescribed by law. The municipal 
courts of said islands shall possess and exercise jurisdiction as 
now provided by law, subject in all matters to such alteration 
and amendment as may be hereafter enacted by law; and the 
chief justice and associate justices of the supreme court shall 
hereafter be appointed by the President, by and with the ad
vice and consent of the Senate of the United States. The 
judges of the court of first instance shall be appointed by the 
Governor General, by and with the advice and consent of the 
Philippine Senate: Provided, That the admiralty jurisdiction of 
the supreme court and courts of first instance shall not be 
changed except by act of Congress. That in all cases pending 
under the operation of existing laws, both criminal and civil, 
tl:e jurisdiction shall continue until final judgment and deter
mination. 

"SEc. 27. That the Supreme Court of the United States shall 
have jurisdiction to review, revise, reverse, modify, or affirm the 
final judgments and decrees of the Supreme Court of the Philip
pine Islands in all actions, cases, causes, and proceedings now 
pending therein or hereafter determined thereby in Which the 
Constitution or any statute, treaty, title, right, or privilege of 
the United States is involved, or in causes in which the value 
in controversy exceeds $25,000, or in which the title or posses
f:ion of real estate exceeding in value the sum of $25,000, to be 
ascertained by the oath of either party or of other compe
tent witnesses, is involved or brought in question; and such 
final judgments or decrees may and can be reviewed, revised, 
reversed, modified, or affu·med by said Supreme Court of the 
United States on appeal or writ of error by the party aggrieved 
within the same time, in the same manner, under the same 
regulations, and by the same procedure, as far as applicable, as 
the final judgments and decrees of the district courts of the 
United States. 

"SEc. 28. That the government of the Philippine Islands may 
grant franchises and rights, including the authority to exer
cise the right of eminent domain, for the construction and opera
tion of works of public utility and service, and may authorize 
said works to be constructed and maintained over and across 
the public property of the United States, including streets, high
ways, squares, and reservations, and over similar property of 
the government of said islands, and may adopt rules and regu
lations under which the provincial and municipal governments 
of the islands may grant the right to use and occupy such pub
lic property belonging to said Provinces or municipalities : P1·o
vided, That no private property shall be damaged or taken for 
any purpose under this section without just compensation, and 
that such authority to take and occupy land shall not authorize 
the taking, use, or occupation of any land except such as is re
quired for the actual necessary purposes for which the franchise 
is granted, and that no franchise or right shall be granted to any 
individual, firm, or corporation except under the conditions that 
it shall be subject to amendment, alteration, or repeal by the Con
gress of the United States, and that lands or right of use and 
occupation of lands thus granted shall revert to the govern
ments by which they were respectively granted upon the termi
nation of the franchises and rights under which they were 
granted or upon their revocation or repeal. That all franchises 
or rights granted under this act shall forbid the issue of stock 
or bonds except in exchange for actual cash or for property at a 
fair valuation equal to the par value of the stock or bonds so 
issued; shall forbid the declaring of stock or bond dividends, 
and, in the case of public-service corporations, shall provide for 
the effective regulation of the charges thereof, for the official 
inspection and regulation of the books and accounts of such cor
porations, and for the payment of a reasonable percentage of 
gross earnings into the treasury of the Philippine Islands or of 
the Province or municipality within which such franchises are 
granted and exercised: Provided f'Ltrthe1·, That it shall be un
lawful for any corporation organized under this act, or for any 
person, company, or corporation receiving any grant, franchise, 
or concession from the government of said islands, to use, em
ploy, or contract for the labor -of persons held in involuntary 
servitude; and any person, company, or corporation so violat
ing the provisions of this act shall forfeit all charters, grants, 
or franchises for doing business in said islands, in an action or 
proceeding brought for that purpose in any court of competent 
jw·isdiction by any officer of the Philippine government, or on 
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the complaint of any citizen of the Philippines, under such regu
lations and rules as the Philippine Legislature shall prescribe, 
and in addition shall be deemed guilty of an offense, and shall 
be punished by a fine of not more than $10,000. 

"SEc. 29. That, except as in this act otherwise provided, the 
salaries of all the officials of the Philippines not appointed by 
the President, including deputies, assistants. and other em
ployees, shall be such and be so paid out of the revenues of the 
Philippines as shall from time to time be determined by the 
Philippine Legislature ; and, if the legislature shall fail to make 
an appropriation for such salaries, the salaries so fixed shall 
be paid without the necessity of fm·ther appropriations there
for. The salaries of all office1·s and all expenses of the offi
ces of the various officials of the Philippines appointed as 
herein provided by the Preside.nt shall also be paid out of the 
revenues of the Philippines. The annual salaries of tlie follow
ing-named officials appointed by the President and so to be paid 
shall be : The Governor General, $18,000 ; in addition thereto he 
shall be entitled to the occupancy of the buildings heretofore 
used by the chief executive of the Philippines, with the furni
ture and effects therein, free of rental; vice governor, $10,000; 
·chief justice of the supreme court, $8,000; associate justices of 
the supreme com·t, $7,500 each; auditor, $6,000; deputy auditor, 
$3,000. 

" SEc. 30. That the provisions of the foregoing section shall 
not apply to provincial and municipal officials ; their salaries 
and the compensation of their deputies, assistants, and other 
help, as well as all other expenses incurred by the Provinces and 
municipalities, ·shall be paid out of the provincial and municipal 
revenues in such manner as the Philippine Legislatm·e shall 
provide. · 

"SEc. 31. That all laws or parts of laws applicable to the 
Philippines not in conflict with any of the provisions of this act 
are hereby continued in force and-effect." 

GILBERT M. HITCHCOCK, 
JOHN F. SHAFROTH, 

Managers 011- the part of the Senate. 
w. A. JONES, 
JoE J. RussELL, 

Managers on the pat·t of the House. 
HOUSE BILLS REFERRED. 

The following bills were severally read twice by their titles 
and referred to the Committee on Military Affairs: 

H. R. 1093. An act for the relief of James Anderson; 
H. R. 1867. An act for the relief of John Berrin; 
H. R. 3223. An act for the relief of John W. Baggott; 
H. R. 4360. An act for the relief of George W. Laland ; 
H. R. 5221. An act for the relief of Thomas E. Philips ; 
H. R. 5318. An act for the relief of Frederick Chateau; 
H. R. 5385. An act for the relief of William A. Steward; 
H. R. 5386. An act for the relief of James Campbell ; 
H. R. 5689. An act for the relief of Thomas J. Temple; 
H. R. 6145. An act for th~ relief of Edward F. McDermott, 

alias James Williams ; · 
H. R. 7045. An act for the relief of Caleb T. Holland; 
H. R. 7763. An act for the relief of StepheJ.l J. Simpson; 
H. R. 8411. An act for the relief of James R. McGuire; 
H. R. 8945. An act for the relief of John P. Chesley; 
H. R. 8970. An act for the relief of James H. C. Mann ; 
H. R. 10697. An act for the relief of S. Spencer Carr; 
H. R. 14245. An act for the relief of Edward Looby; 
H. R. 14927: An act for the relief of William H. Boyer; 
H. R. 15718. An act for the relief of Thomas Baker ; 
H. R. 16590. An act for the relief of George Le Clear ; 
H. R.16719. An act for the relief of John P. Sutton; and 
H. R.16974. An act for the relief of John L. Kelley. 
The following bills were severally read twice by their titles 

and referred to the Committee on Post Offices and Post Roads : 
H. R. 1571. An act for the relief of Albert T. Huso; 
H. R. 2544. An act for the relief of Thomas P. Darr; 
H. R. 12135. An act to reimburse D. H. Carpenter, postmaster 

at Seddon, Ala., for money and stamps stolen from said post 
office at Seddon, Ala., and repaid by him to the Post Office 
Department ; 

H. R. 13788. An act for the relief of Joseph A. Prat ; 
H. R. 14826. An act for the relief of F. M. Barfield; and 
H. R. 16519. An act for the relief of Joseph F. Mitchell. 
The following bills were severally read twice by their titles 

and referred to the Committee on Claims: -
H. R. 1358. An act for the relief of Everett H. Corson ; 
H. R. 1568. An act for the relief of N. Ferro; 
H. R. 1963. An act for the relief of .John E. Keys ; 
B. R. 3238. An act for the relief of Sarah E. Elliott ; 
D. R. 3296. An act for the relief of Gertrude Becherer; 

H. R. 9968. An act for the relief Qf the legal representatives 
of W. H. Mills, deceased; 

H. R. 10007. An act for the relief of Williatn H. W oo<ls ; 
H. R. 10173. An act for the relief of Anna C. Parrett; 
H. R. 11685. An act for the relief of Ivy L. Merrill; 
H. R. 117 45. An act for the relief of s: E. Bennett ; 
H. R. 12145. An act for the relief of Joseph Manning; 
H. R. 12240. An act for the relief of John Brodie ; 
H. R. 13106. An act for the relief of the trustee and parties 

who are now or who may hereafter become interested in the 
estate of James A. Chamberlain under the terms of his will; 

H. R. 13820. An act for the relief of Mrs. Jennie Buttner ; 
H. R. 14571. An act for the relief of the Milwaukee Bridge 

Co.; 
H. R. 14572. An act for the relief of Gertie Foss; 
H. R. 14784. An act for the relief of Alma Provost; 
H. R. 14978. An act for the reljef of Ida Turner ; and 
H. R. 15109. An act for the relief of Catherine A. Fox. 
The following bills were each read twice by their titles and 

referred to the Committee on Public Lands : 
H. R. 8844. An act for the relief of H. B. Rogers ; and 
H. R.ll860. An act for the I'elief of Halvor Nilsen. 
H. R.11288. An act for the relief of S. S. Yoder was read twice 

by its title and referred to the Committee on the District of 
Columbia. 

THE :MERCHANT :MARINE. 

Mr. FLETCHER. I move that the Senate proceed to the 
consideration of House bill 15455, being the shipping bill. 

The motion was agreed to; and the Senate, as in Committee 
of the Whole, resumed the consideration of the bill (H. R. 15455) 
to establish a United States shipping board for the purpose of 
encouraging, developing, and creating a naval auxiliary and 
naval reserve and a merchant marine to meet the requirements 
of the commerce of the United States with its Territories and 
possessions and with foreign countries ; to regulate carriers by 
water engaged in the foreign and interstate commerce of the 
United States; and for other purposes. 

[Mr. WEEKs resumed and concluded the speech begun by him 
on Saturday last. The entire speech is as follows:] 

Saturday, August 12, 1916. 

Mr. WEEKS. Mr. President, yesterday the junior Senator 
from Ohio [Mr. IlARDING], in that fluent diction which is char
acteristic of him, in describing the desires of the newspaper 
man, said that what he wanted was novelty. If that is a correct 
description-and I assume it is--of what the press require in 
order to attract public attention, they certainly would find mate-
rial enough for that purpose in the legislation that is now pend
ing before the Senate. It really should be entitled "A bill to save 
the face of the administration." 

I am one of those who believe that it is a somewhat better 
bill than the one which did not receive favorable consideration 
by the Senate in th~ second session of the Sixty-third Con
gress. It has one or two ·features which in some form would 
be operative and beneficial, but in its present form it is 
pretty difficult to see how it can be beneficial to anyone. Yet 
I ought not to say that, because while the bill has been uni
versally condemned by every trade organization in the United 
States and by everyone, I think, who has any particular knowl
edge of the subject which is under consideration, yet in two or 
three instances individuals have been found who were willing 
to indorse the general proposition, and by so doing they have 
really received some direct benefit. 

Within the last two or three weeks we have confirmed the 
board appointed to administer the rm·al-credits bill. Two mem
bers of that board are Mr. Herbert Quick and Mr. George W. 
Norris. Of all the literature that I have been able to collect 
I have found but three instances where individuals of stand
ing and prominence have been willing to subscribe to this 
kind of legislation, and two of these three instances are repre
sented by Mr. Quick and Mr. Norris. Mr. Quick's article, pub-

· Ushed in the Saturday Evening Post of February 5, 1916, is 
really not an indorsement of the legislation. It is entitled, 
'.'Shall We Give Up the Ship? How the Administration Pro
poses to Build Up a Merchant Marine," and it does say a few 
kind words about the general proposition. The result is a 
$10,000 place for l\Ir. Quick. 

Mr. Norris indorses the proposition with a little more em
phasis. I have a personal acquaintance with 1\Ir. Norris, and 
I believe that he will make a good commissioner ; but he, too, 
has received his reward-a $10,000 place--for an address which 
he delivered in Philadelphia when the bill which preceded this 
one, on the same _subject, was under consideration. 

' 

' 
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'Vith the exception of one other individual, who shall be nume
les , I do not know uny prominent man in this country who 
has either written an article or delivered an address in favor 
of this kind of legislation. Of course it will benefit five other 
individuals, and those will be the fi-ve ·commissioners who 
will be appointed to the positions provided for in the bill, 
who will also receive salaries of $10,000 a year; but I think 
it has been or can be demonstrated that it will not benefit any
one else. 

The character of this legislation to me is extremely ob
noxious. It is the kind which the administration seems to be 
willing to stand for. The President, in his address to Congress 
on December 8, 1914, used this expression in referring to eco
nomical administration : 

But my point is that the people of the United States do not wish to 
curtail the activities of this Government. They wish rather to enlarge 
them. 

In that statement, Mr. Pre ident, is found the basis of much 
of the legislation advocat~ by this administration and acted 
on by this Congress. It covers not only this ship legislation 
but the armor-making propo ition, the projectile-making plant, 
the construction of the Alaska railroad, and numerous other 
instances where the Government is more or less gradually being 
invol-ved in active business operations, sometimes not in com
petition with our own citizens, but too frequently in comr>eti
tion with them. In this particular case we are not only going 
to put the Gove1·nment or the Gove1·nment's money into active 
competition with that of our own citizens, but we are going to 
put it in charge and under the control of a board which shall 
not only administet· this fund but shall also have control, and 
almost complete control, o-ver those activities which are in com
petition with the Government in this particular operation. 

I can not remember any instance of any kind anywhere in 
which such a course has been taken. I never ha ye been able 
to understand, Mr. Presiuent, why the Government should not 
follow the course which is followed by individuals and by or
ganizations of individuals in developing its affairs, anu espe
cially its business affairs. No business man, no organization of 
bu ·iness men, would ever consider undertaking a new proposi
tion on a large scale, especially if it had not been tried by 
some one else and found to work successfully, or reasonably so. 
If that had not been done, they would try it out, experiment a 
little here and there, and finally develop a basis on which a 
general project could be undertaken. But this Government 
seems determined to undertake unusual things without any com
petent authority having giyen them appro-val. 

Why should we not follow the course of European countries 
in the construction of armor for our ships, for instance? Why 
do we not follow their course in the manufacture of projec
tiles? Why do we not follow their course in the attempt to 
build up an American merchant marine, applying what they 
have done to the conditions which we find in this country? 
That would be the sensible course to follow. 

I wish to say that I am and always have been intensely in
terested in this question, having had some personal seafaring 
experience and being interested in the kind of life which goes 
with a merchant marine, and I am in part representing a State 
which at one time had large investments and a large portion 
of its people directly interested in the foreign trade. To some 
extent that is true now; but it is the wish of the people of my 
State to try to have developed in this country a merchant ma
rine which will not only be sufficient for our carrying trade, or 
that part of the carrying trade which will conform very largely 
with what is being done by other first-class maritime nations 
for themselves, but at the same time will be an auxiliary for 
the Navy. For all of these reasons I hope to be able to sup
port legislation of this character, and shall do so when there 
is any progpect of its success, which I can not believe exists in 
this case. Incidentally, lest I forget it, I want to suggest that 
that appeal which appears in the title of the bill and in the 
bill itself, that it is an attempt to construct auxiliaries for our 
Navy, does not seem to me to be justified. 

Something like two and a half years ago I introduced a bill 
providing for a steamship line through the Panama Canal to 
the west coast of South America, the vessels- to be used for 
this purpose to be Army or naval auxiliary vessels. I had 
three puropses, at least, in introducing that proposition. One 
was that it did not seem to me that the Government should 
spend nearly $400,000,000 in the construction of the Canal and 
not have some means ready as soon as the canal was opened to 
make a beneficial use of it; and there was no private organiza
tion prepared to take advantage of the trade through the canal 
to the west coast of South America. 

Again, I believed then and I believe now that if t11e Army 
and Navy had sufficient auxiliaries for all their war pur
poses, in time of peace many of those yessels would not be use
fully or necessarily in use with either the Army or Navy, and 
they would be laid up or might be employed, and it did seem to 
me then, and does now, that it would be wise to have them 
employed in commercial pursuits instead of being tied up at 
their docks and gradually going to pieces. 

Furthermore, I knew, Mr. President, that neither the Army 
nor the Navy had auxiliaries that were at all efficient; I knew 
that we were exceedingly limited in om· supply, and that there 
should be some kind of public sentiment developed which would 
bring about appropriations by Congress for an increase in the 
number of auxiliaries. It ·seemetl to me that the way to bring 
about such development was to demonstrate by actually put
ting such carriers as we had in this service with South Amer
ica, showing how ill equipped and prepared they were for per
forming either the service as auxiliaries for the navy or as 
cargo-carrying ships. 

I have suggested that no other country of the ·world has ever 
undertaken any such legislation as this. It is sometimes con
tendeu that Germany and Japan and England have been inter
ested directly in the merchant marine of those counh·ies. I 
think this statement is not justified in any. respect. .Germany, 
through its ownership of railroads and through its control o\er 
industrial affair , uoes make rates in such a manner that some 
particular object like a railroad or a steamship line or a port 
or a dock even may be directly benefited, but that does not 
mean that the German Government has any money in-vested in 
merchunt ships. It neYer has had, and has not to-day. 

As far u.s I know the only money that the English Government 
has in-vested in merchant ships is a loan made to the Cunard 
Co. for the building of the Lusitania and the Mauretania. 
Those ships were constructed -very largely with money provi<led 
by the English Government, at a low rate of interest, of course 
with the untlerstanding that they were subject to call in case of 
nece sity. 

The same general statement is h·ue of Japan. 'Vhile the 
relations between the Government and the merchant sen·ice 
of Japan are exceedingly clo e, there is not any instance in 
which the Japanese GoYernment has had a direct investment in 
merchant ships. 

I ha-ve suggested that practica.lly every commercial body in 
the United States which has given any consideration to this 
subject has reported against it, either unanimously or prac
tically so. Almost everyone is familiar with the action taken 
by the Chamber of Commerce of the United States. It was 
one of the most effective referendums on any subject which has 
been taken in this country, and the returns show that from 
90 to 95 per cent of the bodies represented in this Chamber were 
opposed to this legislation. 

Mr. FLETCHER. 1\Ir. President--
The PRESIDING OFFICER (Mr. liAnDWICK in the chair). 

Does the Senator from Massachusetts yield to the Senator from 
Florida? 

Mr. WEEKS. I yield. 
Mr. FLETCHER. I suggest to the Senator that the action of 

the Chamber of Comme1·ce of the United States was taken with 
referen,ce to the bill first introduced in the House. There has 
been no referendum on the bill as it now appears before the 
Senate. I think the Senator will agree that that body did not 
pass upon the bill as it is now submitted. and I do not know 
of any other commercial organization that has passed on it. 

Mr. WEEKS. I presume the Senator means that the bill 
which it acted on is the bill that came over from the ;i:ouse, 
which has been amended by the Senate Committee on Com
merce. If that is the case, I want to say to the Senator that in 
my judgment the Senate committee bill is infinitely more dan
gerous in some respects than the House bill. The provision 
in section 9 putting these ships into the coastwise service is 
obnoxious to every interest, commercial, industrial, or political 
as far as this side of the Chamber is concerned. There is not 
an excuse for that, in my opinion, and even if there had been 
improvements made in other features of the bill, I am con
fident the action taken by any commercial body would condemn 
that particular phase of the Senate committee bill. 

Mr. FLETCHER. I will call the attention of the Senator fur
ther to the communication of 1\Ir. Fahey, the former president 
of the Chamber of Commerce of the United Stutes, indorsing 
this bill and approving its passage. 

Mr. WEEKS. That is purely an individual opinion ev1dently, 
because the Chamber of Commerce itself and its marine com
mittee made a very strong report against it. r will not take the 
space in the RECORD to insert the report, because I think i~ has 
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been sent to all Senators, and the public is generally familiar 
with it, but the chairman of that committee in malting his 
report did not. mince his words. Let me quote one or hYo things 
tlmt he said: 

The proposed appropriat ion, therefore, of $50,000,000 to be oiJtaiued 
by the ~mle of Panama Canal bonds will make impossible the securing of 
hundreds of millions of the people's money which might be devoted to 
the upbuilcling of a merchant marine if a fair chance were given. 

\Vc believe that, no matter what may be the sentiments of 
the reader regarding the points involved, the method of present
ing these points will be applauded. There is, for instance, no 
beating about the bush here. 

The people are not afraid of the words " subvention " and " sub
sidy." The expenditure of a few million dollnrs a year would have 
enabled us to meet at least some of the illfficulties we have en
countered with shipping in the past 18 months. The President, after 
his tour, during which he heard the voice of the people, wants the 
greatest navy ever seen. 

Says the committee's spokesman; and he adds: 
I hope he will make another tour. After be comes back he will realize 

the people want the greatest merchant marine. 

The New York Produce Exchange is another and the only 
other commercial body which I will quote in this connection. 
The Produce Exchange in its membership includes a larger 
percentage of concerns actively engaged in the shipping busi
ness than any other organization in the United States. The 
exchange had a meeting June 5, 1916, at a time when the pro
visions of the Senate committee bill were pretty well known, 
and made a report which is acquiesced in by 432 out of 440 
members ; and the other 8 members assented in general terms, 
but dissented from one or two provisions of the report. It 
can not be possible that a more complete condemnation of the 
bill could be found than this one of the Produce Exchange, 
coming, as it does, from men who are perfectly competent to 
pass on this question. 

I will ask to put this report of the Produce Exchange in the 
RECORD in connection with my remarks. 

The PRESIDING OFFICER. Without objection, it will be 
so ordered. 

The report referred to is as follows : 
NEW YORK PRODUCE EX:CIIANGE, 

' Ne10 York, August 2, 1~16. 
To the Members of the Senate and. IIottse of Representati-ves: 

The New York Produce Exchange probably includes in its member
ship a larger percentage of conc~rns actively engaged in the shipping 
and in the export anu import business than is found in any other 
commercial organization of the United States. It is natural then that 
its members should be very deeply interested in all legislation having 
for its purpose the building up of the American merchant marine. In 
order to obtain and give expression to the opinion of the members on 
this important subject, the board of managers of the eJcchauge, in N:o
vember last

1 
appointed a committee of seven members " to study mat

ters connected with American shipping and report back to. the board 
a plan the adoption of which would, in its judgment, result in the de
velopment of an adequate American merchant marine." 

Pursuant to these instructions, and after some months of study and 
discussion, the following report was prepared by the special com
mittee and submitted to the boartl of managers on June 5, 1916: 

NEW YORK, Jtme_ 5, 1916. 

To the BOARD OF MANAGERS OF THE NEW YORK PRODUCE EXCHANGE. 
GENTLEMEN: Your special committee on American merchant marine 

beg to report * * * the following resolutions as their conclusions 
in the matter. • * • 

First. In order to provide for a constructive national policy that 
shall be consistent and progressive in the upbuilding of the American 
me1·chant marine and to give greater efficieney to the administration of 
the laws of the United States relating to shipping, a permanent Federal 
shipping board, to be composed of five members, none of whom shall 
hold any other Government position, should be appointed by the Presi
dent, with the approval of the Senate. 

The shipping board should have general supervision of the American 
merchant marine, and should take over the duties now performed by 
the Steamboat-Inspection Service and the Bureau of Navigation, and 
should have full charge ·of the administration and enforcement of the 
navigation laws of the United States. 

The shipping board should have authority to investigate the naviga
tion laws of this and other countries and all ·conditions affecting Amer
ir.an sWpping, and should as promptly as possible and from time to 
time recommend to Congress such changes in the navigation laws of the 
Unitetl States as will place ships of American registry on a competing 
basis with ships under foreign flags. -
. •'econd. We favor a thorough revision of our navigation laws, having 

as its purpose the repeal of all laws imposing unnecessary restrictions 
on the construction and operation of American ships in the over-seas 
trade, antl the adoption of such laws as will permit the development of 
a merchant mariue. · 

Third. Government ownership and operation of vessels, direct or in
direct, fo1· commercial purposes, is not consistent with a sound Amedcan 
shipping policy. The restoration of the American merchant marine to 
the over-seas trade can be best uccomplishetl through private initiative, 
ownt•rship, and operation. The greatest possible freedom of action 
should be given private enterprise for the purchase and building of 
American ships and their operation under the American flag. 

ll'ourtb. We believe that the regulation of ocean rates should be left 
to the natural Jaws of supply and demand, and that the powet• of. the 
Federal shipping boaru in connection with rates should be confined to 
the investigation and prohibition, with proper penalties, of unfair 
practices and unjust discriminations. 

Fifth: We favor measures that will build ·UP a naval reserve of officers 
and men, under such regulatio-ns as may be prescribed by the Hecre
tary of the Navy and approved by the shipping board, and providing 
appropriate retainers to such officet·s and men of American citizenship 
who serve on American vessels and who shall volunteer for this service. 

Sixth. We favor measures to establish direct and regular commDni
cation under the American flag with important trade ports in foreign 
lauds, and approve mail sub>entions if necessary for that purpose. 

Respectfully submitted. 
E. R. CARHART, 

Chairman. 
W. H. DOUGLAS, 
R. A. CLAYBROOK, 
D. H. E. JONES, 
WELDING RING, 
JOHN P. TRUESDELL, 
J AS. WARD WARNEll, 
JOHN ASPEGREN, 

SpeciaZ Comutittee on Amer·ican Merchant Marine. 
This report having been approved by the board of managers without 

a dissenting voice, was then submitted to the members of the exchange, 
with the result that of the 440 members voting, 432 gave their full 
approval and 8 members · dissented· from one or more provisions of 
the report. 

The board of managers respectfully submits to the Members of 
Congress the report of the special committee as containing, in the 
judgment of this exchange, the principles that should prevail in all 
legislation having for its purpose the encouragement and building 
up of the American merchant marine. 

Respectfully, 
WILLIAM H. KEMP, Preside11t. 

1\Ir. WEEKS. 1\lr. President, this bill proposes to regulate 
ships which are commQn carriers, stating that it covers all 
vessels engaged in foreign b·ade running on regular routes, 
and in another paragraph that the term " common carrier by 
water" means a common carrier by water in foreign commerce 
or a common carrier by water in interstate commerce on the 
high seas and the Great Lakes. Presuming that "common 
carrier" covers the usual acceptance of the term, that it fur
nishes a means of transportation at • reasonable rates .. to all 
those who desire to use it for freight or passenger service, it 
is difficult to understand what the limitation would be us far 
as water b·ansportation is concerned. 

Ships engaged in foreign commerce are, generally speaking, 
divided into two classes: What are termed " liners," which 
have a fixed point of departure at both ends of a route and 
carry passengers and freight over such routes; and " tramps," -
the movements of which are most irregular, dependent en
tirely on the business offering and frequently going from one 
port to another in ballast looking for a cargo. 

The ships of the liner class usually have a comparatively fixed 
schedule of rates, varying, of course, with general conditions, 
but not changing greatly from time to time. Vessels of the 
b·amp· class have no schedule of rates, a rate depending on the 
volume of freight offering. If freight exceeds in volume at any 
particular time the amount of shipping in a port, the rate which 
may be charged greatly exceeds the rates which could be ob
tained if the tonnage exceeded the demands of that particular 
port ; otherwise, a loss of time and effort would be required for 
some part of such shipping to get to another port where freight 
was cffered. The classes of freight carried by the two kinds 
of shipping vary, those of a higher grade requiring a quick 
passage usually going hy liners, where there are ocean lines, 
and freight of the coarser and lower grade going by tramp 
steamers. 

While these two general classes of vessels exist they are not 
a fixed quantity, because ships may be transferred without 
notice from one class to the other, undertaking the service 'vhich 
for the time being is most profitable. Of course, this does not 
directly apply to a few of the great passenger ships, but we 
frequently see that vessels are transferred from one locality 
to another and tmdertake an entirely different class of service. 

It is difficult fo1· me to understand whether or not the " com
mon carrier" treated in the bill. applies to both classes. If it 
applies to the one class which compares to some degree with a 
common carrier on land, the comparison is not without force ; 
yet, the number of \essels employed in that service, as I have 
suggested, is a very uncertain quantity. If the term "common 
carrier" does not apply to the tramp steamer, then the regula
tion which is proposed in this bill concerning common carriers 
by water affects but a lesser part of the shipping engaged in 
foreign transportation. _ 

In what kind Of position is the shipping board to be placed 
if it must b·eat both classes us common carriers? 'rhe one is 
immobile to a degree, the other has unlimited mobility. But if 
the term "com~on carrier" applies to liners only, any action 
on the part of a board inimical to the earnings of such liner 
would necessarily and immediately drive it into another class of 
business not affected by the action of the shipping board. 

In this bill common carriers by water are forbidden to pay 
rebates or t.:» retaliate in nny way against shipt)ers, such as by _ 
refusing accommodations, and so forth. They are forbidden 
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to make unfair discriminations against one class of shippers in 
fa•or of another. They are forbidden to discriminate in fa\or 
of localities, per ·ons, or traffic, or to carry at less than a regu
lar rate by issuing false bills or classifications. Also they are 
forbidden to make rates prejudicial to American exporters and, 
moreol'er, if any agreement or arrangement is undertaken re
lating to rates, it must be submitted to the board and not 
changed without the approval of the board. 

Mr. FLETCHER. Mr. President-
Mr. WEEKS. I yield to the Senator. 
1\Ir. FLETCHER. Will the Senator permit me to make a sug

gestion at that point? Perhaps I should have raised the question 
the other day when the Senator from Minnesota [:Mr. NELSON] 
was discussing the bill and made that part of it a very con
siderable ground of criticism, because he held that the tramps 
ought not to be subject to the regulatory features set forth in 
sections 18 and 19 of the bill. At the time I was under the 
impre~sion that tramps were not included under the terms " com
mon carriers," but I did not interrupt the Senator from Minne
sota, and now that the Senator from Massachusetts refers to it 
again, I think it well to say that the opinion of, I think, 
all the committee, certainly my opinion, anyhow, is that the 
tramps are not included under the provisions of sections 18 and 
19; tllat tramps are not common carriers within the meaning and 
definition set forth in the bill. 

If the Senator will refer to the report of the hearings before 
the Committee on Merchant Marine and Fisheries, at page 194. 
he mil find a discussion of that proposition, wherein it is con
tended, and with very sound logic and the cita.tion of authori
ties, that the legal status of a tramp vessel is not that of a 
common carrier. When the bill undertakes to define the term 
" common carrier " by water in foreign commerce it says that 
it means a common cartier engaged in transportation by water. 
Therei'ore a tramp is not a common carrier ; that is not its legal 
status; and it is not affected by the provisions of sections 18 
and 19 of the bill. I think that is a sounu position. I do not 
believe tramp vessels would be affected by the provision. 

Mr. WEEKS. I do not intend to attempt to pass an what the 
legal construction of a common carrier by water would be, 
whether it would include tramps or not. It would be absolutely 
ineffective, of course, to attempt to put under the control of any 
board making rates the operations of a tramp steamer, because 
they change as often almost as the rising and the setting of the 
sun and depend entirely, as I ha\e suggested, on the volume of 
trade that may be offered at any particular point at any par-
fuulM~~ . 

If the tramp is not a common carrier and tramps do not come 
under the control of this board. then the minute the board at
tempts to take any action relating to a regular liner included 
as a common carrier which will militate against the earning 
power of such a ship, it would undoubtedly immediately change 
its operations and become one of the tramp class. 

Therefore I say that the general course of procedure which 
is followed in connection with railroads can not be appUed with 
any degree of certainty to ocean traffic. When we get beyond 
the 3-mile limit we are in competition with the rest of the world. 

This is one of the particular criticisms I have of the bill, 1\lr. 
President, that we are attempting to do at sea substantially what 
we have done on shore in the case of transportation companies. 

I am one of those who believe that very much that has been 
done by the Interstate Commerce Commission has been wise and 
beneficial. I doubt if there are many who would repeal the law 
providing for that commission. Yet the very fact that we have 
put such power in the hands of the Interstate Commerce Com
mission has had the effect of putting our transportation com
panies in a strait-jacket, because they can not obtain addi
tional rates except after great public pressure, and as the cost 
of operation is constantly inCI-.easing, the result is, as I pointed 
out two or three days ago, the net returns obtained by our 
transportation companies are getting less and less. so that even 
now they have reached a point where capital does not readily 
go into the development of railroads. Now, we are proposing 
to take the same course in cases where we are in direct competi
tion with all foreign nations ; that is, we are going to attempt to 
put under similar restrictions our ocean-carrying trade. What 
these interests need is a free hand. What our· individual invest
ors need is a fair opportunity with the rest of the world to do 
this service, not to be put in a strait-jacket under conditions 
which do not obtain in any other country and under which, in 
my judgment, they can not compete with the shipping of any 
ether country. 

1\fr. FLETCHER. Mr. President--
The PRESIDING OFFICER. Does the Senator from l\Iassa

chusetts yield to the Senator from Florida? 
Mr. "WEEKS. I do. 

?ilr. FLETCHER. Allow me to suggest that there I think the 
Senator is in error. I think he proceeds upon a wrong premise, 
because I do not finu in the bill any such power in this board 
as can be compared to the power and authority of the Inter
state Commerce Commission over railroads. I think that the 
operation here is limited, as provided in section 18, to pre\enting 
any charge or rate "which is unjustly discriminatory between 
shippers or ports, or unjustly prejudicial to exporters of the 
United States as compared with their foreign competitors." 
That is the end of it as far as foreign commerce is concerned. 
There is no provision authorizing the board to fix freight rates 
on foreign shipping. The whole power is to prevent unjust 
discrimination against American shippers in favor of foreign 
competitors, and that does not involl'e the fixing of rates at alL 

As applied to interstate shipments, to coastwise business, un
<ler section 19 the authority is more extended. There the board 
would have the power to fix the maximum rate, but that does 
not apply to ships engaged in foreign commerce, it only applies 
to the coastwise trade, and the maximum rate. There is no 
provision in the bill against a carrier changing the rate; he 
may file a schedule with the board, provided he does not in
crease the rate upon the maximum. 

There again a misapprehension appru·ently has been lo<lged 
in the minds of som~ Some criticize that provision because 
they say when the carrier shall file a schedule with the board 
and it is open to public inspection as to the form and manner 
of freight and fares, and so forth, they can not change it; but 
such a provision is not there at all. It says that "no carrier 
shall demand, chru·ge, or collect a greater compensation for such 
transportation than the rates, fares, and charges." He can 
charge less ; he can change his rates from uay to day and from 
hour to hour, provided he does not charge more than the rate 
that has been fixed as the maximum rate; and that only ap
plies to coastwise business, not to foreign business. It simply 
undertakes to say that the rate shall not be unjustly discriminat
ing between shippers or ports or unjustly prejudicial to ex
porters of the United States as compared with their foreign 
competitors. No power is given at all to fix rates and require 
the filing of schedules, and so forth. 

Mr. HARDING. l\1r. President--
The PRESIDING OFFICER. Does the Senator from Massa

chusetts yield to the Senator from Ohio? 
Mr. WEEKS. I yield to the Senator. 
1\fr. HARDING. While the Senator from Florida is on his 

feet I should like to have him explain the provisions of sec
tion 20. 

Mr. FLETCHER. That refers likewise to carriers of inter
state commerce. It has nothing to do with cmTiers of foreign 
commerc~ That simply refers to interstate commerce, and I 
do not see that it applies at all to the objection raised by the 
Senator from Massachusetts that this board is given much 
power with reference to our foreign carriers. 

1\fr. WORKS. Mr. President--
The PRESIDING OFFICER. Does the Senator from Mas

sachusetts yield to the Senator from California? 
Mr. WEEKS. I do. 
Mr. WORKS. If I rightly understand this discussion, the 

right of regulation in the bill is confined to common carriers. 
Mr. WEEKS. That is a matter that has not been settleu. My 

own judgment would be that it is confined to common carriers. 
1\Ir. WORKS. Then I understand the Senator from Florida 

to contend that it does not refer to tramp steamers, that they 
are entirely out of the regulations provided for in the bill. 

Mr. WEEKS. That is the contention that I recently made. 
Mr. WORKS. What is the contention of the Senator from 

Massachusetts respecting that feature of it? It seems to me. 
after reading the bill with as much care- as a layman can give 
to it, that tramp steamers do not come properly under the head 
of common carriers, and therefore could not be within the pro
vision of the act. The Senator is familiar with the subject 
and I am not. Can the Senator inform me to what extent 
tramp steamers participate in the coastwise trade? 

Mr. WEEKS. Unless they comply with all the requirements 
of American registry, of course, they can not engage in the 
coastwise trade at all. A very large percentage of the carrying 
trade along our coast is done by vessels that come within the 
definition of tramp steamers-that is to say, the regular lines 
are not considerable in tonnage compared with all vessels en
gaged in this service. I have not before me the exact figures. 

Mr. GALLINGER. The regular lines, if the Senator will 
permit me, are now one-seventh of the entire coastwise tonnage. 

Mr. WEEKS. That is my recollection. 
Mr. WORKS. Assuming that they have complied with the 

registry law, the question in my mind is whether they would 
be subject to the provisions of the bill we nre now considering. 
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Mr. WIDEKS. I have strong doubt about that. There are 
about SO such lines operating along our coast that would come 
under the provisions of the bill. 

Mr. GALLINGER. When I said one-seventh I meant in ton
nage, but there is much less than that in the number of ships. 

Mr. WEEKS. When I say that this board will put the ship
ping interests in a strait-jacket I do not mean that the powers 
of the board would be equivalent to those of the Interstate 
Commerce Commission, but I want to point out by reading sec
tion 18 of the bill what I do mean, that the investor who is 
thinking of putting his money into this somewhat hazardous 
undertaking is likely to hesitate when he sees how 1;he opera
tion may result owing to the possible interference of the ship
ping board acting under the provisions of section 18. And, mind 
you, ships in this class are going to be in competition with 
th~ ships of the world and a free hand is given the ships of 
every other nation. 

SEc.lS. Thfl.t no com'llon carrier by water in foreign commerce shall 
demand, charge, or collect any rate, fare, or charge which is unjustly 
discriminatory between shippers or ports, or unjustly prejudicial to 
exporters of the United States as compared with their foreign com
petitors. 

Well, if we had an all-wise board to pass on such questions, 
that provision might not do any harm, but I ~n say to Sena
tors that I know men hesitate about maldng investments under 
such conditions, for the foolish action of the board may bring 
such results as to ren1'ler their investments unprofitable. I 
now continue to read from section 18: 

;whenever the board finds that any such rate, !are, or charg~ is de
manded, charged, or collected it may alter the sam~ to the extent 
necessary to conect such unjust discrimination or prejudice--

In other words, the board may change the rate charged by 
ships engaged in the foreign trade-
and make an order that the carrier shall discontinue demanding, charg
ing, or collecting any such unjustly discriminatory or prejudicial rate, 
faNJ, 01:. charge. 

Every such carrier and every other person subject to this act shall 
<'Stabllsh, observe, and enforce just and reasonable rPgulations and 
prnctices reillting to or connected with the receiving, handling, Rtoring, 
or delivering of property. Whenever the boaid finds that any such 
regulation or practice is unjust or unreasonable, it may determine, 
prescribe, and order enforced a just and reasonable regulation or 
practice. 

If that does not put powers ln the hands of the board which 
may embarrass, and seriously embarrass, the operations of our 
shipping, in competition with foreign vessels, I can not under
stand the English language. It may not do so, but, in my judg
ment, it will embarrass such operations. In this bill, under 
this form of legislation, what we are trying to do is to build 
up an American merchant marine, a result which we have not 
been able to accomplish up to the present time; but in this 
attempt to. build it up we are putting restrictions around it 
which are more severe than are placed around the shipping of 
any other country in the world. 

Mr. WORKS. Now, may I ask the Senator whether, in his 
judgment, the provisions of that particular section of this bill 
apply to tramp ships? 

Mr. WEEKS. I do not think so. . 
Mr. WORKS. To what extent, if the Senator knows, is the 

foreign business being carried on by tramp steamships? 
Mr. WEEKS. It is difficult to state; but the tonnage of 

foreign ships employed as tramps is very much more than 
one-half the total. I think something like three-fifths of the 
tonnage engaged in the foreign b·ade of the world is of the 
tramp class, and, of course, that includes substantially all of 
the cargo carriers. 

Mr. WORKS. Does the Senator think that the power to 
regulate the regular steamers, as we may call them, the common 
carriers, is going to be detrimental to them as compar.ed with 
the tramp ships that are not controlled or regulated? 

Mr. WEEKS. Oh, undoubtedly. 
1\Ir. WORKS. Then we shall have a part, and what may be 

called the legitimate part, of the steamship service under con
trol and limitations that may be hurtful to that trade as com
pared with the tramp-steamer business? 

Mr. WEEKS. Undoubtedly. That is exactly what ·I have 
been trying to point out. 

Mr. WORKS. The Senator from Massachusetts may have 
done so when I was not here; but it struck me as being an in
teresting feature of the investigati-on. 

Mr. WEEKS. I do not believe it would be possible for a com
mission like the one proposed in this bill-a shipping board
to make rates for b·amp steamers. 

Mr. CUMMINS. Mr. President--
The PRESIDING OFFICER (1\ir. JoHNSON of South· Dakota 

in the chair). Does the Senator from Massachusetts yield to 
the Senator from Iowa? 

1t.1r. WEEKS. I do. 

Mr. CUMMINS. I have asked more than once with regard 
to section 18, wheth.er or not it applie to forejgn hips? The 
Senator from Florida IMr. FLETCHER] said ye terday, I think, 
that it did. I should like to put to the Senator from Massa
chusetts this inquiry: Discriminatory rates are forbidden. Sup
pose that we have an exporter shipping goods to Hongkong; 
Great Britain has an exporter shipping goods to Hongkong; and 
the rate from Liverpool to Hongkong d.iscl'iminates against the 
shipper who is compelled to ship from New York to Hongkong. 
Some instance of that kind is the only one of which I think now 
that section 18 would apply to. Does the Senator from Massa
chusetts think that we could prescribe the rate from Liverpool 
to Hongkong, either by raising it or lowering it, so that the New 
York exporter could enjoy a rate that was comparatively just? 
I confess that I do not understand how those who are advo
cating this bill intend to apply its provisions to foreign ships. 

Mr. WEEKS. Mr. President, I do not think they intend to 
apply it. I think they intend to pass this bill to save their 
own faces, and then they expect a Republican administration, 
which will repeal the law before it takes effect. I do not 
think they care very much about the questions which we are 
now considering. 

Mr. CUMMINS. The effect of that construction, if that be 
the proper construction, would be that our ships, under the 
necessity of competing with foreign ships, would be subject to 
this law; the foreign ship would be free from any regulation; 
and -our ships, not being aple to meet the competition, would have 
to go out of business. 

Mr. WEEKS. That is it exactly, Mr. President, if we have 
any ships on the ocean, we can regulate them off the ocean 
by putting restrictions around their operations, but we can 
not in any way control the foreign ship, except when it is within 
our S-mile limit. We have not been able to compete successfully 
against foreign shipping in recent years for various reasons 
which I am not going to now discuss. If we have not been 
able to compete when our ships had all the latitude that was 
possible, how are we going to be able to do so when they are 
restricted to some degree, as they must be under this bill, and 
foreign ships escape all such restrictions? 

Mr. FLETCHER. Mr. President, did I understand the Sen
ator from Iowa to refer to section 18? 

Mr. CUMMINS. I was referring to section 18. 
Mr. FLETCHER. I ask the Senator from Massachusetts if 

he doubts the power of Congreses to -enact legislation of this 
kind and to enforce it? Do I understand the Senator to 
question whether Congress has the power to enact this kind of 
legislation and to enforce it? 

Mr. WEEKS. I do not think, Mr. President, that the Sen
ator from Iowa made any suggestion about Congress not having 
the power to enact such legislation. I did not so under
stand him. 

Mr. CUMMINS. I have no doubt about our power to ena.ct 
such legislation so far as our own ships are concerned, but I am 
waiting to hear some discussion of the way in which we can 
apply the regulation of section 18 to foreign ships. 

Mr. FLETCHER. In that connection-and I shall not inter
rupt the Senator to enlarge on that now-I will call the atten
tion of the Senator to page 128 of the hearings before the Com
mittee on Merchant Marine and Fisheries of the >Other House 
to the ·statement of Mr. J. Parker Kirlin, who is a. lawyer in 
New York engaged extensively in the practice of .admiralty 
and maritime law there, and a member of the subcommittee 
of the chamber of commerce. He came down here and .ap
peared before the committee of the other House. I ask the 
Senator to look at Mr. Kirlin's statement upon that subject. 

I may say now that I believe I am absolutely within the 
facts when I report what has been said to me, that section 18 
is in accordance with the suggestions of Mr. Kirlin before the 
House committee. If it is not precisely so, it is so in sub
stance. 

Mr. CUMMINS. Jdr. President, if th-e Senator from M~ssa
chusetts will permit me, I wish to make this suggestion: I have 
not read the testimony or statement of Mr. Kil·lin, but some
body in the Senate ought to be able to explain the application 
of this section. Apparently it is intended to protect our ex
porters against discriminatory rates which may be given by 
some steamship company to the exporters of foreign countries. 
They would need no protection unless they were endeavoring 
to reach the same markets substantially. If anyone can show 
me how the United States can control .a rate from some foreign 
port to a foreign market in order that our exporters may be 
able to reach that market upon comparatively a.en terms, I 
could see some good in the section; but I have been utterly 
unable to discover how it could be applied in any way, except 
to embarrass and to restrict our own ships. 
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1\Ir. WEEKS. That is exactly the conclusion to which I 
have come. 

Now, l\Ir. President, I wish to say. something about the 
shipping board. 

1\lr. NORRIS. Will tlle Senator, before he leaves that point, 
allow me to make an inquiry for information? Regardless of 
what the regulations might be and what are necessary to be 
:considered, this idea struck me in listening to the colloquy be
tween the Senators : In the first place, the · suggestion made by 
the Senator from Iowa [1\Ir. CuMMINS] is, in my judgment, 
unanswerable; that is, we can not legislate to regulate traffic 
betweeq one foreign port and another foreign port; that is 
certainly beyond our jm·isdiction ; but, notwithstanding that, 
would not section 18 still apply to transportation either by an 
A.merican vessel or by a foreign vessel from a foreign port to 
an American port or from an American port to a foreign port ; 
and if such regulation is desirable, ought we not to protect 
such shippe_rs the same as we protect railroad shlppers against 
any extortionate rate or rule or practice? 

1\Ir. CUMMINS. l\Ir. President, I agree we ought to do it 
if we can ; but' we are trying to protect the exporters of the 
, United States in this section of the bill, because the section 
specifically limits its operations to those rates or charges or 
practices which are unjustly prejudicial to exporters of the 
United States. When we export a thing we export it to some 
foreign port; ftnd, if our shippers are discriminated against, it 
must be because some other shippers can reach that foreign 
port at a rate which is· comparatively low; that is, our ex
porters are charged more for reaching that port than are their 
competitors in some foreign country. In order to carry out 
the provisions of the section we have got to control the rates 
from the foreign country in which the goods may be manu
factured to the foreign market in which they are sold. I quite 
agree with the Senator from Nebraska that our ex]?Ort business
should be as carefully protected as our domestic business, but 
I l1ave not been able to discover how this section will do it. 

l\Ir. FLETCHER Mr. President, I will say to the Senator 
that section 18 applies to all ships coming in or going out of 
United States ports, whether American vessels or foreign ves
sels. Of course, the section does not attempt to regulate vessels 
trading between Liverpool and a foreign port. We can not do 
that; but it only refers to ships passing in and out of our own 
ports. 

l\Ir. NORRIS. 1\Ir. President, will the Senator from l\Iassa
chusetts permit me to ask the Senator from Florida a question? 

1\fr. WEEKS. Yes. 
1\Ir. NORRIS. I agree with the Senator that we can not regu

late t11e rates, the rules, or other matters in connection with 
ships passing fr_om one foreign port to another foreign port, but 
yet it seems to me that there is some foundation for the criticism 
of the Senator from Iowa in regard to section 18, because (loes 
it not attempt to do that very thing? Section 18 provides: 

That no common carrier by water in foreign commerce shall dem..'1nd, 
chargc, or collect any rate, fare, or charge which is unjustly discrimi
natory between shippers or ports, or unjustly prejudicial to el.."Portcrs of 
the United States as compared with their foreign competitors. 

I should like the Senator from Florida, or some other Senator, 
to explain what that language means. It says the rates shall 
not be so discriminatory that they will injure our foreign com
merce; or, in the language of the bill, rates shall not be " liD
justly prejudicial to exporters of the United States as ~ompared 
with their foreign competitors." American eX!)prters are men 
who ship out of t11e country, and their foreign _competitors are 
men who ship out of a foreign country to the same market to 
which American exporters ship. How can we regulate the rates 
of our foreign competitors in that case? 

1\Ir. FLETCHER. Of comse, we can not regulate rates so 
far as our foreign competitors are concerned, but we can go so 
far as to say that they can not discriminate against our ex
porters by affording unjust ad>:mtages to the foreign com
petitor. That goes really to the question of conference agree
ments and arrangements whereby the ships are operateu for 
the benefit of certain interests in other countries that are 
directly prejudicial to the interests of shippers in this country. 
We can not, of course, regulate the rates from a f&reign coun
try to another foreign port, but we can provide that ships shall 
not discriminate against our exporters by way of entering into 
arrungements and agreements which afford rebates, and what 
not, favoring the foreign competitor. 

Mr. NORRIS. That is true; but the Senator from Flori<la 
does not answer the question which I propounded. I concede 
that we can and th·at we ought to regulate foreign commerce 
just so far as we can do so; but tile Senator from Florida 
agrees with me that we can not regulate foreig-n commerce be
tween one foreign port aml another forei~ port. Yessels must 

come into our ports before they are subject to our jurisuiction. 
In the case I put and in the question I asked, I took the case 
of an exporter from the Unite<l States. Let us take a particu
lar port. Suppose there is an exporter at San Francisco send
ing his goods to Hongkong, China, and there is a firm in Liver
pool ex."porting from Liverpool to Hongkong, China. ·This sec
tion says: 

Or unjustly prejudicial to the exporters of the United States as com
pared with their foreign competitors. 

There is a case where the provision will apply, it seems to me 
if I understand the language. How, then, could we protect th~ 
exporter at San Francisco from any injustice of any kind 
either because of a rate or a rule or a rebate or a regulatio~ 
of any kind existing in favor of the exporter from Liverpool to 
Hongkong? 

1\Ir. WEEKS. l\Ir. President, this whole question--
Mr. GALLINGER. Will the Senator from Massachusetts 

permit me to make an announcement? 
Mr. WEEKS. Yes. 
Mr. GALLINGER. Mr. President, on yesterday I gave notice 

that I would continue the discussion of this bill to-day. I un
derstand that an early adjournment has been arranged, and I 
now give notice that on Monday morning--

Mr. NORRIS. Mr. President, may I ask the Senator at that 
point why is an early adjournment necessary to-day? 

Mr. GALLINGER. I can not nnswer the question, but I have 
been informed that there is to be an early adjournment. 

1\Ir. NORRIS. Perhaps the Senator from Florida can tell us 
why it is necessary to adjom·n at 2 o'clock. Is that because 
there is to be a Democratic caucus at that hour? 

Mr. GALLINGER. l\Ir. President, I will complete my notice. 
In \iew of what I understand to be the purpose of the majority 
to have nn early adjournment, I will conclude what I have to 
say on this bill on Monday morning. 

l\1r. WEEKS. I can tell the Senator from Kebraska t11e 
reason we nre adjourning at 2 o'clock. We are adjom·ning to 
enable the majority to hold a caucus. At th:it caucus they 
are going to consider the proposed finance bill, and in the 
secret caucus to be held they are going to bind eYery Demo
cratic Senator to vote for the bill which they are to report so that 
we can not change it in any way or shape when it comes before 
the Senate. That is the purpose of adjourning at 2 o'clock this 
afternoon. 

Mr. NORRIS. Does the Senator from 1\Iassacllusetts mean 
that the official body, the Senate, must aujourn in order that 
the unofficial body, the caucus, can get in its work! 

Mr. WEEKS. That is exactly what the Senator from Massa
chusetts means, when that caucus completes its work every 
Democratic Senator's hands will be tied, anu, so fur as the 
ultimate result is concerned, the finance bill will have passell 
the Senate. 

1\Ir. FLETCHER Mr. Pres.i<lent, I can not quite admit that 
what the Senator from Massachusetts says is entirely accurate. 
It may or may not be that there will be held a caucu • I pre
sume that is likely to follow, but whether everybody is going 
to be bound by what is done there and everybody's hands will 
be tied in the manner the Senator from Massachusetts suggests 
is quite another proposition. He may know more about that 
than I do; but I imagine it is ,entirely agreeable to the other 
side to adjourn at 2 o'clock. \Ve have been adjourning on 
Saturdays somewhat before the usual hour. If the other side 
desires to vote on ti1is bill in the meantime, we on this side arc 
perfectly willing to do so, and will be Yery glad to do so. We 
will continue the discussion, anyhow, until 2 o'clock, and per
haps we can get a vote on ti1e bill; o,r, if Senators on the other 
side will agree to fix a time when they will agree to vote on 
the bill, I am willing to do that. If the other side is willing 
to fix a time on Monday to vote on this bill, I will be glad to 
have that done. 

Mr. GALLINGER. Mr. President, with tile penni sion of 
the Senator from Massachusetts, I will say to the Senator 
from Florida that we will not be prepared to vote on the bill, 
nor will we be prepared to make an agreement to vote· on it, on 
Monday. There are to my knowledge four or fi\e Senators who 
want to speak on l\Ionday ; !Jut, I think, on Monday we cau 
easily get an arrangement to vote probably on Tuesday. 

l\lr. FLETCHER I am very glad to hear the Senator giye 
tlJUt assurance. 

Mr. CUl\11\liNS. l\lr. President, is the suggestion jnst made 
by the Senator from Florida upon the hypothesis that this bill 
is not going- to be changed in any way? I have some amend
ments which I intend to propose to the bill, and I had hoped I 
coulu propose them to open minds. I think it would take an 
llour or two to place tlwse amendments before tile Senate. 
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Mr. FLETCHER. I have not suggested that no amendment 

would be considered or that the bill could not be changed at 
all. What I mean by voting on "the bill is to vote on it in the 
regular way. 

Mr. CUMl\fiNS. I thought the suggestion of· the Senator 
from Florida that we might before 2 o'clock or by 2 o'clock 
vote on the bill must be based upon the idea that there was to 
be no change in the bill. I am very sure that I can point out 
some modifications that will appeal to every mind that is not 
foreclosed by some prior arrangement or decree. 

Mr. WEEK~. Of course, Mr. President, the Senator from 
Iowa knows that the mind of every Democratic Senator is fore
closed on this subject and that the bill is going to be passed as 
it is now pending before the Senate. 

Mr. FLETCHER. I do not know of any conclusion to that 
effect ; in fact, I have one or two amendments which I intend 
to offer myself. They will not interfere materially with the 
substance of the bill, but I think they will improve it a little. 

Mr. CUMMINS. I should like to ask the Senator from 
Florida whether the amendments which will be proposed by 
him have been submitted to the Democratic caucus? 

Mr. FLETCHER. They have not. 
Mr. SMITH of Georgia. This bill has never been submitted, 

Mr. President, to any Democratic caucus_ If so, I never heard 
of it. 

Mr. CUMMINS. Then the newspapers gave a very false and 
misleading account of the proceedings of the caucus, b~ause it 
has been published that certain members of the majority who 
were opposed to the bill a year ago had, after conference with 
their fellow members, found in this bill a measure which they 
could support. 

Mr. FLETCHER. I think that is true. It was announced 
this morning by the Senator from Alabama [Mr. BANKHEAD] 
in his address that they would su-pport this bill, and, so far as 
I know, he stated it as fully as anybody could. 

Mr. SHAFROTH. Mr. President, I will say to the Senator 
from Iowa that there has been no caucus on this bill by Demo
cratic Senators; that every Senator- is entitled to present any 
amendment he desires and to have it acted upon, and I have 
no doubt, if it is a good amendment, it will be adopted. 

Mr. CillfMINS. I am delighted to hear that, because I have 
some meritorious amendments, and, if my friends upon the other 
side will listen to them when they are proposed and will feel 
perfectly free to act~ I know they will be adopted. · 

Mr. FLETCHER. Mr. President, getting back to the inquir-y 
of the Senator from Nebraska [Mr. Nomus] with reference to 
this bill, of · course I can not presume to interrupt the remark-s 
of the Senator from Massachusetts by entering upon a full dis
cussion of the question; but I suggest this is a matter to be 
thought of by the Senator from Nebraska. To state it very 
briefly, what is meant by section 18, as I understand, is this: 
Suppose, for instance, a ship sailing from Liverpool to Buenos 
Aires, in order to benefit an English merchant, puts down its 
rates so that it can undersell American merchants. In such a 
case the shipping board would have sqmet:Q.ing to say as to the 
rates on ships sailing from New York to Buenos Aires in order 
to prevent that sort of discrimination. That can be elaborated, 
and will be later ; but I can not interrupt, of course, the Sena
tor from Massachusetts further than to make the suggestion. 

Mr. WEEKS. Mr. President, the discussion has gone some
what afield from the line which I was taking; but I want to 
say that I do not subscribe personally to the general p-rinciple 
of regulation of foreign shipping which this bill proposes. Some 
Senators have said· that the principle accords, with theilr ideas; 
but in my judgment, in the case of foreign shipping, we have 
got to follow the methods of other nations or we are not going 
to get satisfactory results. 

Competition is as free as the ocean ·in the foreign carrying 
trade of all nations, and competition has been sufficient in the 
past, except under unusual conditions, to meet the demands of 
the shipping public, and meet those demands on a basis which 
did not bring large or certainly extravagant returns to the capi
tal invested in the shipping. 

For example, to show how variable the returns on capital 
invested in this way may be, I read from the London Fair Play 
under date of July 1, 1915: 

The rates paid are the average rat.es paid to British shipping engaged 
in a regular service--

That is, line service--
for a period from 1904 to 1914. 

In 1904 the net return was 1.7 per cent; in 1905, 2.52 per cent; in 
1906, 0.68 per cent; in 1907, 0.29 per cent; in 1908, 1.53 per cent. 

It will be noted that in those five yea1:·s the average rate 
obtained by British line service was not more than 1! per cent 
on the money invested. Now, of course money never would go 

into shipping or anything else unless there were a possibility of 
a larger return under some conditions that might develop. Are 
we going to regulate our shipping so that when that possibility 
does develop we are going to say that the rate is unfair and 
should not be charged? If we are, then there is an end of our 
merchant marine engaged in the foreign trade. We might just 
as well recognize that now as later. 

I continue to read the returns to British shipping: 
In 1909, 3.87 per cent; in 1910, 3.78 per cent; in 1911, 0.66 per cent. 

Now we come to a period when shipping became very 
profitable : · 
ce~r. 1912, 11.11 per cent; in 1913, 33.27 yer cent; in 1914, 18.79 per 

In other words, for that 11-year period the average return 
was not very far from 6 per cent, and may have justified the 
investment of capital in that kind of service. But if our ship
ping board were to say, during the years 1912, 1913, and 1914, 
that a return on the capital of 33 or 18 or 11 per cent is un
warranted, and should be reduced, the possibility of making up 
for the lean years by the large profits made in the years like 
those which I have last instanced would cease. In other words, 
if we are going to restrict the shipping to a limited rate which 
it may charge in years when business is good, we will not have 
any shipping at all, because the probable average net result 
would.. not be a fair teturn on the capital reqUired. 

Let us go back over the course of shipping for the last 100 
years in periods of unusual conditions. During the period b& 
tore the peace of 1815 we had an embargo which continued 
seven years, during which time om· manuiacturing development 
was very considerable in the United States-; but our shipping 
was tied up, the docks rotting. At the end of that period, 
or in 1815, we had an entire reversal of these conditions. Our 
people needed the kind of goods which were produced abroad 
which they had been unable to get for so many years, many of 
which were not produced in this country. The- result was that 
the available shipping made enormous pro.fits for practically a 
year. At the same time many goods came in which were in 
competition with our own manufacturing which had been deve~ 
oped during the embargo period and practically shut down the 
mills of this country; this caused the tariff of 18l6. 

Similar conditions have developed at· other times. In 1900, 
for example, when the Boer War was being fought, when it 
was necessary to transport a million or more men from Eng
land, and all the supplies and other things that are necessary 
in carrying on the operations of an at·my of that size, there was 
a great dearth of shipping. The. result was that the rates 
charged by ships engaged in that kind of trade doubled and 
in some cases trebled. But as soon as the war was over tllose 
rates took a tumble, going down to rates ·which could not have 
been profitable. The b·uth of the matter is that for- the 
period after the Boer War, say- from 1902 to 1912, there was a 
great quantity of idle shipping the world over, and the resnlts 
were unprofitable in the case of all nations. 

We are going to have to meet exactly the same result when 
this war is over, Mr. President. The amount of shipping av~til
able in the world has not deereased very materially. Perhaps 
there has been a million tons destroyed since the beginning of 
this war; not more than that. There has been so.mething like 
6,000,000 tons of German and Austrian shipping tied up, and 
Russian shi-pping to some degree has been tied up. At the 
largest estimate not more than 9,000,000 tons out of, say, 
48,000,000 tons of shipping has been destroyed or tied up or 
diverted during this war ; but that has been sufficient with the 
increased trade which the war has developed, ·especially with 
the United States, to boom rates beyond any. figure which we 
have heretofore known. But we are building, and every coun
try in the world is building, more than ever before. · We have 
more than a million tons of shipping contracted for or on the 
stocks in this country to-day ; and for the first time within 
the memory o:f any Senator in this body we are able to build 
ships in this country cheaper than they can be built abroad, 
largely because of the pressure on the other side for vessels 
to be used for war purposes. Now, if we are building more 
rapidly and other countries are building as rapidly as pos
sible, if there has been only a million tons of shipping de
stroyed~ which will be replaced and more before the war is 
over, if there is a slackening in trade, which e'Veryone who 
has followed trade conditions believes will be the result at the 
end of the war, the shipping of the world whi-ch will then 
exist will be sufficient, and probably will be more than suffi
cient, for the needs, and therefore it will become unprofitable 
again. 

So we may rest with absolute assurance on this statement
that if we build ships under these conditions they wm cost 
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us substantially twice as much as they would - if they were 
built under normal conditions. If we buy them, we will buy 
them on the same basis. We will pay substantially twice 
the price that those ships should command under normal con
ditions. Therefore we are going to make a very great loss 
on the capital investment in this shipping if we go into it; and 
if we keep the ·ships and do not sell them, undoubtedly we will 
be operating them after this war is over at a loss, as they will 
be in competition with all the shipping of the world. So 
from any standpoint it is not a promising prospect to engage 
in this busiD!>SS from the purely financial point of view. 

I \Tant to add a word about the shipping board. I am in 
fayor of a shipping board, limited to certain definite purposes. 
I think it is or.e of the boards which we have really needed. 
'Ve are doing very many things through other agencies which 
the shipping board might do better. 

The head of the British Board of Trade is a cabinet officer, 
and it has to do 'vith all of the great industrial affairs of the 
Empire. One of its branches represents the merchant marine 
of Gl'eat Britain; it is noticeable that this bureau has no power 
oyer the merchant marine which is of a restrictive character, 
especially in the case of rates, but devotes its activities to those 
policies which -nill develop the efficiency and the profits obtained 
by the merchant marine. We should have n board of. that gen
eral character. We have now a Bureau of Navigation, we haye 
a Stet1mboat-Inspection Service, we have certain functions con
nected with the Treasury Department that would come within 
the province of this board, as well as the Bureau of Foreign 
and Domestic Commerce of the State Department, the Immi
gration Set·vice, or some features of it, and some of the work 
connected with the Department of Justice. All of those activi
ties might properly, at least to some degree, be put under the 
control of a board of this character. 

Furthermore, if the board will study the questions involved 
in shipping, and will submit to Congress its recolll.Ipeildations 
as to what should be dune about our navigation laws, if it will 
devote the expert knowledge which its members should have to 
a study of the real fundamental reasons, if they exist, on which 
a law of this kind, or any other kind, should be based, then 
such a board will ha\e ample opportunity to perform good 
service, avoiding the kind of duty which some of the features 
of this bill provide, which I think will be inimical to the best 
interests of our merchant service. 

As to the shipping board, the bill develops unusual condi
tion. \Ve put $50,000,000 into the hands of this board of five 
men, unknown to any Senator now, I assume, with powers to 
buy, sell, lease, charter, and many other things. It is really a 
trading brokerage and managerial board, an in one, under the 
provisions of this bill. 

It has, to be sure, with the formal appro\al of the President, 
the right to buy ships, the right to sell ships, the right to lease 
ships, the right to charter ships. It has greater powers than 
any board connected with our Government or any board con
nectE'd with any government in the world that I know anything 
about. More than that, l\Ir. President: It may not only spend 
$50,000,000, which the Government will furnish-because I can 
not imagine any private individual who will be eccentric enough 
or unwise enough to put any money into this operation as a 
minority stockholder-it will not only furnish that $50,000,000, 
but, under this bill-and I hope the Senator from Florida will 
listen to this-as I read it, the board is not limited in the obli
gations which it may incur. In other words, it could buy 
$100,000,000 in value of ships, or $200,000,000, and give the obli
gation of the board for their purchase. I do not see anything in 
the bill which would prevent incurring an indebtedness of that 
kind. 

If that is the case, 1\lr. President, there being no minority 
stockholders, the Government might not only be in\olved for 
this $50,000,000, but for a tremendous amount in addition 
thereto. I am going to discuss later with some comprehensive
ness the question of the coastwise trade and the undesirability, 
I belieYe, of allowing these ships to go into the coastwise trade; 
but I want to make this comment at this point: If my general 
conclusion about the powers conferred by this bill is correct, 
not only may this board spend $50,000,000, every dollar of which 
may go into ships which may be used in the coastwise h·ade, 
but it might buy $50,000,000 worth of ships, sell them to peo
ple who might use them in the coastwise trade, go abroad and 
buy ships to tile extent of $50,000,000 .more, and continue that 
process until the American shipyard would be a thing of the 
pas t. We could not build ships in this country under tbnt con
dition. Under the best conditions it will militate so greatly 
against American shipyards, and· the tens of thousands of men 
employed in them, that we will hear from both without any 
question as soon as this bill is put into effect. But unless there . 

is a limitation on the power of selling, the $50,000,000 which may 
be invested in ships, enabling the board to sell as it pleases, to 
buy more and sell at once might mean that 'iYe would have one 
or even hYo hundred million dollars invested in ships of foreign 
construction -engaged in our coastwise trade. 

I do not say that the board will iake that action. I do not 
know whether they will do it or not; but under the terms of this 
law it seems to me that it may. do so, and such a possibility is 
one which I do not think the Senate ought to consider fayorably 
for a moment. 

1\Ir. FLETCHER. 1\Ir. President, I take it the Senator l1as 
observed the proYi ·ions of section 1-±: • 

That for the purpose of canying out the provisions ol sections u and 
11, no liability shall be incurr~d exceeding a total of $u0,000,000. 

That is the provision with reference to the total liability which 
the board shall incur. 

Mr. 'VEEKS. I take that, 1\Ir. President, to mean liability 
as far as stock is concerned. 

l\1r. !PLETCHER. Oil, no. 
l\lr. 'YEEKS. I will read that again, with plea ure; but thnt 

was my conclusion after reading it. 
l\lr. FLETCHER. I tl1ink not. It specifies that " for the 

purpose of carrying out the provisions of sections 5 and 11," the 
Senator will observe, the liability is limited to $50,000,000; and 
section 5 is the section which authorizes the construction and 
purchase of ships. 

1\lr. WEEKS. In any case that would not prevent the board 
taking the action which I have just described. It is proposed, 
Mr. President, to form a corporation under the laws of the Dis
trict of Columbia to operate these vessels. The board must hold 
at least 51 per cent of the stock. The directors are to be dum
mies. So are the officials of the company to be dummies. The 
board is going to manage the affairs of this corporation. On the 
dissolution of the corporation, which must come in five years, 
the ships are going to revert to the board, and the board is the 
Go\ernment. So that we have in . a '\Yay the Government, the 
board, and the corporation, which are really the same thing. 
You might just as well appoint a general manager for the cor
poration, directly representing the Government, as to go through 
these steps of forming a corporation which is to have no effect 
whatever, unless it has some unwary citizen to put his money 
into the stock and the officers of which are to be dominated by 
the members of the board. 

What an outcry there would be, 1\lr. President, if we were 
going to turn over to the Interstate Commerce Commission a 
billion dollars, authorizing that commi sion to use the money to 
buy railroads, to sell railroads, to .lease railroads, ·or to do all 
of the other things tllat may be connected with the operation of 
railroads. 

It \Yould be just as logical' and a great deal more sensible, in 
my judgment, to do t11at, because the .railroads are \Yithin our 
territory ; they are under our control, while the shipping pro
vided under this bill is going to be away from our control yery 
much of the time. 

No one would think for a moment of appropriating a billion 
dollars and putting it into the hands of an unknown board to 
buy and sell railroads. If that is the case, why should we under
take this \ery unusual procedure ·of spending $50,000,000, at 
least, putting it into the hands of five men about whom we know 
nothing, and telling them to go on and operate as they please 
without our imposing any restriction on their activities? I want 
to call attention to the fact, too, that money does not have to be 
appropriated from year to year for the purposes of this board; 
but when the money is once appropriated and im·esteu in ships, 
Congress absolutely loses control over it. When a ship is sold, 
the money goes into the Treasury to the credit of the board, and 
the board may spend it for the purposes provided under the law 
at any time it sees fit. In other words, this is a general trading 
proposition, without the possibility of any restriction whatever 
on the part of Congress after the first step has been taken. 

Under the provisions of this law the American citizen may buy 
a ship abroad, but when he wants to sell that ship he can not 
sell it abroad without the permission of the board. The board 
may be broad minded ; it may be all wise in handling such ques
tions, and its judgment about the price at which the ship should 
be sold may be quite to the interest of the owner. But, .on the 
other hand, the board may be narrow-minded ; it may be preju
diced, and having permitted our citizen to buy the ship abroad 
and put it into operation where it may have been in competition 
with the operations of the board, which operations have mnde 
it unprofitable, it may say: "You can not sell that ship abron<l, 
where you purchased it, without our permission." 

All of these steps, while they may seem minor in themsel \'($, 

are going to ha\e an influence on tile inYestment of cnpital in 
operations of this kind. Capital is timid at best; but it certainly 
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is r)ot going into an operation like shipping unless there is an 
assurance that there is going to be a suitable return on the 
investment. And I think we are providing every assurance 
which may produce a doubt in the minds of capital and probably 
pren~nt doing just exactly what the framers of this bill hope will 
be done. -
_ Let us suppose that the board has purchased ships to the 

value of $50,000,000 and put them into operation. It is a part 
of the general proposition that this is going to benefit somebody. 
Benefit whom? Benefit the shippers? How is it going to benefit 
the ,_·hippers? If it is going to benefit them, it must be by reduc
ing rates-reducing rates in competition with our own citizens 
who nre operating ships which year in and year out do not give 
them more than an adequate return. 

It should be understood by everyone who favors this legisla
tion that the competition which is proposed here is going to be 
very largely agninst our own citizens, anu a kind of competition 
against which they will have no redress. In other words, I 
think it will drive private capital mmy from the shipping busi
nes!'l instead of encouraging private capital to go into the ship
ping business. 

There is one thing in the bill which I want to commend, be
cause I think it has a distinct advantage over the original prop
osition. This bill in its present form, as I understand, provides 
that the five members of the board shall in no case be connected 
with the administration. That was a distinct error in the bill 
which was considered a yeal' ago lnst winter. In the first place, 
the administration officers, if they are attenuing to their duties, 
have sufficient work laid out for them to employ all their time 
to the advantage of the Government; and in cases where mem
bers of the Cabinet or others connected with the administra
tion are members of a board at the same time it is the history 
of such operations that t11ey do not give any detailed attention 
to the work of the board. This has to be done by some one 
else. Then, necessarily, the members of the administration are 
part · of a political organization, and it is impossible when a 
-Secretary of the Treasury or a Secretary of Commerce or any 
other member of a Cabinet is a member of a board that that 
fact shall not have some influence on the activities of the board. 
Such boards like the shipping !Joarcl, if they are going to be of 
any Yalue at all, must be entirely remo\ed from the immediate 
political influence 'vhich happens to be in control of the GoY
ernment. 

1\Iy judgment is that one of the weakest phases of the Fed
eral-reserve law is tl1e proyision insel'ted in the bill by the in
sistence of the administration that the Secretary of the Trens
ury and the Comptroller of the Currency should be members 
of the Federal Reserve Bonrd. It has been the history of that 
bonrd that they have been a disturbing element in it; that they 
lla\e not given any detailed attention to the work of the board; 
antl, \ery largely, it has been the orders issued by the comp
troller· that have prevented State banks from coming into the 
Fetleral Reserve System. I have no doubt this well-known con
dition was given considemtion by the committee in framing 
this IJill, and it came to a wise conclu ·ion. I distinctly approve 
of lln\ing this board entirely removed from any administration 
influence. 

The board has power to have constructed ships in American 
shipyards, navy yards, and elsewhere, giving preference to 
American shipyards, other things being _equal. What other 
things being equal? The cost of construction, e\idently. There 
ne\er has been an instance in the history of our Go\ernment 
nntil within a year's time when we -could construct ships in this 
country as cheaply as they could be constructeu in foreign 
yards, rn:1d that will be t11e condition again as soon as this war 
is over. Paying the wages which we do in this country and 
paying the prices for materials which we do, we can not per
manently compete with foreign shipyards in the con-struction 
of ships. The result will be that "·e will not construct any 
ship~ in our ship~·ards after this war is over. Neither will we 
constmct ships in our shipyards before the war is over, because 
the~~ have all the orders they can hanclle for the next two years. 
So '"e may be sure that this $50,000,000, instead ~f being spent 
in American shipyards, is going to be spent in foreign ship-· 
yurds, or we are going to buy foreign ships which were built in 
foreign shipyards. In other words, the American shipbuiluer 
is going to get no benefit whate\er, it seems to me, from the 
provisions of tllis bill. · 

l\Ir. SHAFROTII. l\fr. Pre ·ident--
The PRESIDING OFFICER (Mr. l\ilRT:c\E of New Jersey in 

tbe chair). Does the Sen a tot· from Massachusetts yicltl to the 
SPml tor from Colorado? 

l\1t·. WEEKS. I do, with plen ·ure. 

LIII--790 

l\Ir. SHAFROTH. Is it not a fact that we can manufacture 
steel at n lower price than in any other country in the world? 

l\fr. WEEKS. Some types of steel products undoubtedly we 
can. 

1\lr. SHAFROTH. Can we not manufacture the steel at a -
low price that enters into ships? Most ships are now steel 
ships. Will not that give .us an advantage in constructing 
ships in the future? 

1\lr. WEEKS. I do not think the Senator is correct in say
ing that we can manufacture or produce the average quality of 
steel thnt goes into ships cheaper than it can be done abroad 
in normal times. · 

l\Ir. SH.-\.FROTH. - I have so understood. I may be mistaken, 
howe\er. 

1\Ir. WEEKS. By doing work on a large scale we have de
veloped some lines of business in steel products, like bridge 
building, in which we have been competing successfully with 
Euro11e. . 

l\fr. SHAFROTH. Are we not and have we not for a number 
of years IJeen exporting large quantities of steel that goes in 
the con truction of ships and bridges and other things? _ 

1\ll·. WEEKS. I do not want to admit anything on that line 
without looking up the conditions under which the exports were 
made, and what the condition of the market was abroad, and 
other similar matters which may have a bearing on whether lre 
coulu do so or not. Of course, we are shipping more ancl more 
products, due to the fact that we manufactm·e on a larger scale 
tllan we used to do; due also to the fact that we have per
fected machinery to a degree which has enabled us to compete 
with foreign countries. For example, we have de\eloped all the 
machinery used in making shoes in the United States, and much 
of this cia s of machinery is now used in making shoes in 
Europe. In other wor<ls, our shoemaking machinery has ex
celled any that has been de...-eloped elsewhere in the world; 
so that we do compete with other countries in shoemaking. 
That is the only reason why we have been able to export shoes 
"'hich we do, to the extent of EeYen or eight million dollars a 
year. It is because_ our machinery has been so much better than 
the machinery which was produced abroad that we could make 
the shoes and ship them abroad in competition with their own 
products. nut now our shoe machinery is going into those coun
trlc ·, replacing foreign mnrhinery; :mu whatever other .concli
tions may be, we are almost sure to lose the exportation . of 
shoes which 'Ye have enjoyed for the last 10 o1· 15 years. 

Under the provisions of the bill which we considered a year 
ago last winter, a vigorous effort was made by opposition Sena
tors to prevent the purchase of ships belonging to belligerents. 
Those who were in control of the bill-the majority of the 
Senate--at that time refused to consider an amendment which 
\YOuld prevent t11e purchase of a belligerent ship. I believe(} 
then, and I believe now, that the original purpose of that legis
lation was to buy the interned ships in this country, the German 
ships very largely, and that the legislation would never have 
been considered if it had not been for that purpose. That is 
my per. onal belief. It did seem to me extremely unwise that we 
should buy belligerent ships under the conditions which then 
prc,·ailecl, and I greatly regretted that tho e in charge of the 
bill at that time were not willing to consider an amendment 
which would prevent the possibility of our buying a quarrel. 
Now they have exactly reYersed their position at that time, 
and \Ye find that the principle of not buying belligerent ships is 
considered sufficiently sound, so that they refuse to permit the 
selling of our ships when v1·e are engaged in a war. I commend 
that change at least. 

The shipping board, which I have cliscusseu somewhat, has a 
dual function, and it is to that particular point I want to bring 
t11e nttention of those who are listening to me. 

First. It regulates the American merchant marine and its 
operations. 

Secondly. It manages a part of it which may be uirectly in 
competition with the privately owned portion. 

In other words, the duties of the board must necessarily be 
conflicting in this respect. Suppose we spent a half billion dol
lars for the purchase of a great railroad system in this country 
nn<l Yre put it under · the control of the Interstate Comm(>rce 
Commission and that this railroad "·ere in direct competition 
with three or four other lines running between Chicago and the 
Pacific const, the other lines being priYately owned and pri
Yately managed would be under the control, as far as rate making 
is concemed and in other ways, of the Interstate Commerce Com
mi. sion, an.d the road that we bought were operated by the In
terstate Commerce Commission. There would be great pre. sure 
on a Gon•rnmeut road ns there will be on Government ships for 
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low rates, and no board can withstand, in my judgment, the po
litical pressure which will be brought. 

An illustration of this condition is indicated in the European 
countries where the Governments own the railroads. The pas-

, senger rates are relatively low, while freight rates in those coun
tries aJ·e relatively high. The number of shippers is not great, of 
course, compared with the number of passengers who travel. 
The pressure of the great traveling public is so great that rates 
are constantly reduced: for that service, while the freight ~ates 
are maintained in many cases to twice the level that obtains in 
this country. 

That would be the case if we owned one railroad and put it 
in the bands of the Interstate Commerce Commission to operate 
in competition with privately operated roads. They would feel 
a pressure which would compel the reduction of rates on the 
Government line and which would probably affect the rates 
made for privately owned lines, so that all such investments 
would be unprofitable. . 

The same result will obtain in the case of shipping, if we 
buy ships and operate them under the control of a board, the 
board at the Rame time controlling the operations of privately 
owned ships directly in competition with them. We are going 
to have the result of a dual operation, a conflicting operation, 
and one in which the Government's investments are going to 
bring a less and less return as the pressure for lower rates con
tinues. 

I said some little time ago the board is given the power to 
buy and sell and charter and lease or do any other act which 
it sees fit along those lines. The limitation is put in the bill 
that the act of selling shall have the approval of the President. 
Of course that would be an absolutely formal action on his part. 
So in effect we are turning over to this board this $50,000,000 
with the power to trade as it pleases. 

Fifty million dollars undet· present conditions would probably 
build about 500,000 tons of the kind of ships which should be 
built for the purposes which this bill contemplates. In normal 
times $50,000,000 would build about 1,000,000 tons, or about 
twice as much tonnage as now. So we may assume that we will 
lose 50 per cent of our investment as soon as conditions become 
normal after the war. But even if we build 500,000 tons · of 
ships, that is only a small element in the total shipping of the 
United States. We have some eight and a half million tons 
:flying our :flag at this time, so that the 500,000 tons would be 
about one-seventeenth of our total shipping. There are about 
48,000,000 tons of shipping in the world. Therefore the 500,000 
tons would be about one ninety-sixth of the total shipping of 
th~ world, not a large element in either case, either in connec
tion with our own shipping or the shipping of the world. 

The fact . is that, undoubtedly, when the war is over there 
will be ample shipping for all needs without this unusual con
struction, even if we could get the ships constructed. So this 
measure will simply add that additional amount of tonnage 
to reduce the possibility of the shipping which is ah·eady con
structed earning decent returns on the money invested. 
' When the bill wa~ under consideration in the Sixty-third 
Congress an amendment was offered providing that ships pur
chased under the provisions of the bill should. be used in the 
coastwise service and a fUrthe.J:. amendment that such· service 
should be opened to foreign ships of all kinds. 

Mo11.day, .August .t.;, 1.916. 

1\Ir. WEEKS. Mr. President, when I yielded the :floor on 
Saturday last on account of the early adjournment of the 
Senate I had reached that point in the discussion to which 
section 9 refers-that is, the question of the admission of Gov
ernment owned and operated ships into the coastwise trade-and 
it is that subject I now wish to discuss at some length. 

The question will be asked in connection with the amend
ment to section 9, Wily should not the Government have the 
right to employ its own ships in any trade it pleases? 

The question is a plausible one, but it ignore some impor
tant considerations. One is fair play on the part of the Fed
eral Government toward American citizens. Another is the 
maintenance of the national defense. 

There is no lack, and in normal times there is no pretense of 
any lack, of sufficient tonnage in the great domestic trade of the 
United States. Unlike the over~eas trade, this coastwise trade 
has always- been a protected. industry-absolutely protected for 
1.00 years, because Federal law has forbidden foreign shipown
ers, with their- low-wage crews and, perhaps, with subsidies and 
bounties, to engage in it. This home trade has been left to 
American private capital and enterprise, with the result that, 
unlike the over-seas trade, where for· many years there has been 
no protection except to a few ocean mail lines, American ships 
employed in coastwise carrying have steadily increased in ton-

nage until this American domestic :fleet o:f 6',852,536 tons in 1914 
exceeded by 1,500,000 tons the entire coastwise and over-seas 
fleet of the German Empire, and, next to the vast :fleet of Great 
Britain, was the largest merchant shipping ·in the world. 

American coastwise shipping has grown and prospered in the 
same way in which agriculture and manufactures have grown 
and prospered, and there is no more need of Gov3rnment par
ticipation in ·this than in the other great national indusb·ies. 
There is no more need of it and there is no more justice in it in 
the one case than in the other. Government ownership and 
operation of merchant ships in the over-seas or foreign trade 
is defended on the plea that private capital and enterprise have 
failed to provide tonnage sufficient for more than one-tenth of 
the value of our export and import coinm.erce--the fact being 
wholly ignored that shipowning in this over-seas b·ade is the one 
American. industry that has had no share in the general system 
of national protection~if the few mail lines already :mentioned 
are excepted:. · 

But any such defense for Government ownership and opera
tion of merchant vessels in the coastwise· trade is wholly im
possible. This means Government ownership and operation for 
the sake of Government ownership and operatio·n, and it puts 
the Federal Treasury into direct competition with an industry 
that has grown with th.e growth of the country and' successfully 
met all the needs of the American people. 

It is as if Congress were to propose to set the Government up 
into competition with the cotton planters of the Southern States 
or the corn or wheat producers of the Middle West-establishing 
a certain number of Government cotton plantations or corn or 
wheat growing farms in every county, and operating them by 
Federal money, without regard to profit, in rivalry with the 
planters and farmers who have to pay interest on the money 
USfd, and earn a livelihood for their- famiHes and themselves. 

If such a proposition were seriously made in Congress, it 
would be fought to the last extremity by all Senators and Rep
resentatives from the cotton and grain growing States as an 
intolerable abuse of the power and wealth of the Federal Gov
ernment. But why should the same proposition, involving the 
same element of injustice, be made toward the shipowners and 
shipbuilders of the ocean and the Lakes?· All that is wrong and 
indefensible in it in the one case is equally wrong and inde
fensible in the other, and fair-minded men of all sections of the 
country ought to stand together against any invasion by the 
Government of any normal business in which any part of the 
American people is engaged. · 

There is no more reason why the Government should purchase 
and operate coastwise merchant vessels than why it should pur
chase and operate plantations or fa1·ms or factories. In any case 
it would be a usurpation of the natural rights of private capital, 
enterprise, and labor. The question, Why should not the Gov
ernment use its ships in any trade it pleases? is no more con
vincing than the question why the Government, having once 
acquired plantations, farms, and factories, sh-ould not use them 
in any way it pleases. It is not the function of the Government 
to compete with and destroy the established business of any of 
its citizens, whether that business be on the land or on the sea. 
Even if the Government were forced by temporary conditions 
to acquire for its own auxiliary defense a :fleet of merchant 
steamers, those ships could. be most properly and advantageously 
employed not in the home trade of the United States, where 
there are enough .American ships, but in. the foreign or over
seas trade, where the great present lack of ships exists, and 
where, in chief part, the competition. would b~ with. alien :flags 
and alien cot·porations and not with the American fiag and 
American shipowners. 

It has been falsely urged that the coastwise shipping indu,stry 
is a" monopoly," and that thereby a Government attack upon it 
is justified. This is a " monopoly " of all American. citizens, 
made such by Washington, Jefferson. Madison, and· their con
temporaries, who deliberately sought to re.serve this domestic 
commerce to American-built ships, American owned. But it is 
a monopoly that is open to all of us. A report of the Committee 
on Merchant Murine and Fisheries of the Bouse of Representa
tives, presented in 1914 by Chairman A.LEUNDER as the result of 
a study of shipping combinations and conferences in the foreign 
and coastwise trade, has been hastily read and misunderstood 
by some Senators, and its real significance has been. misinter
preted. The pretext for every accusation that American coast
wise shipping is dominated by trusts and combinations is always 
found in a statement in volume 4, page 406, of the report, to the 
effect that the 30 lines of steamers on the Atlantic, Gulf, and 
Pacific coasts and the Great Lakes that are controlled by rail
roads or shipping combinations," operate 33() steamers of 868,741 
gross tons, or nearly 70 per. cent of the total number of steamers 
and 74 per cent of the tonnage." 
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This statement lw.s been repeatedly referrev to in Congress as 

equi..-alent to 70 per cent of the ve ·sels and 74 per cent of the 
tonnnge of the entire American merchant marine in coastwise 
trade. As a matter of fact, as the context of Chaii.·man ALEx
ANDER's report shows, and as he himself has repeatedly stated, 
this report related only to" the regular line services," which make 
up altogether only a fraction of t11e total coastwise tonnage of 
the United States. 

That total coastwise shiDping on March 31, 1916, con.sisted of 
23,593 vessels, of 6,363,149 ~ons, of which 14,796 vessels, of 
4,487,556 tons, were steamers. Thus the 330 steamers of 868,741 
tons descri):>ed in the Alexander report as controlled by railroads 
or shipping con~olidations constituted only about 12 per cent, 
and not 74 per cent, of the total coastwise tonnage of the United 
States, or only 18 per cent of the total steam tonnage. l\faking 
allowance for the tow barges owned by coal-carrying railroads 
on the AUantic coast, it is certain that fully six-sevenths of the 
entire coastwise tonnage is controlled by private shipowners, by 
individuals, firms, or corporations competing independently with 
each other. This is the industry which this blll proposes to 
attack by means· of Government owned and operated ships, in
cluding such foreign-built ships as the Government may acquire, 
though foreign-built ships can not now be lawfully operated in 
the home trade by American citizens. 

Such a proposition has never been made toward any other 
American business, in which there are thousands of independent 
proprietors acti"vely competing with each other all the time. 
The great bulk of American coastwise shipping is composed not 
of regular-line services carrying passengers and fast freight but 
of general-cargo or " tramp " vessels, steam or sail, of widely 
distributed ownership, designe<l particularly. for the carrying 
of lumber, grain, coal, an<l all kinds of heavy merchandise. 
These vessels, as a rule, are not controlled by great corpora
tions. Their competition is intense, their profits are moderate, 
anti their resom·ces will not admit of withstanding the wealth 
and power of the Federal Government. The " regular-line" 
ser-vices would suffer least from Go-rernment competition. The 
sharpest injury would fall upon the smaller coflcerns, the 
independent firms, the individual shipowners. Government 
competition in the general coastwise business would inevitably 
mean that in a few years most of the small shipowners woulu 
llave disappeared, leaving the business a monopoly of large 
rich combinations, which would, of course, have the best chanc~ 
of standing out against the Treasm·y in 'Vashington. 

1\Ir. FLETCHER. Mr. President--
The PRESIDING OFFICER (l\lr. B&Yru.~ in the cllair). 

Does the Senator from l\fassachu~etts yield to the Senator from 
Florida? 

1\Ir. WEEKS. Certainly. 
Mr. FLETCHER. If I may interrupt the Senator at this 

point, the Senator claims that the Government, as he expresses 
it, will be able to operate ships, including all that it may ac
quire -of foreign-built vessels. I think the Senator is falling 
into tlle same error as di<l the Senator from Washington [Mr. 
JO:;\'"ES] if his view is that under section 5, which provides for 
the construction, purchase, charter, or lease of vessels, the 
vessels so chartered or lem;ed may be employed as provided in 
section 7. If the Senator will examine carefully the two· sec
tions, he will fin<l that the only vessels which can be chartered, 
lease<l, or sold by the board are the -vessels that are purchased 
or constructed under section 5 or transferred under section 6. 
Those vessels that may be leased or chartered under section 5 
the board is not given power to charter, lease, or sell, as a read
ing of section 7 will show. 

The language of section 5 is : 
That the board, with the approval of the President, is authorized -to 

have constructed and equipped in American shipyards and navy yards 
or elsewhere, giving preferen<'e, other things being equal, to domestic 
yards, o~ to pur.chase, lease, or charter vessels suitable, as far as the 
commerC13.l reqrurements • • • may permit. 

But in section 7 the language is: 
That the board, ~pon terms and conditions p~~scril>cd by it and ap

provNl by the President, may charter, lease, or sell to any person a 
citizen of the United States, any vessel- ' 

Kot chartered or leased at all, but-
so purchased, constructed, or h·ansferred. 

So that the limitation is-as to the po\ver of Ute Go-rernment 
to charter, lease, or sell these vessels-to those which are pur
chased or constructed under section 5, and not to those that 
may be chartet·ed or leased under section 5. They are limited 
to tJtose which are purchasell or built, preferably, in American 
shipyards. 

So I think the Senator is in error when he assumes that all 
YI?S~Pis which may be acquired by the board may be chartered, 
lensed, or sold to other people by the board an<l operated in 

the coastwise trade. The authority to charter or lease un<ler 
section 7 is confined to those ye ·sels "·hich are purdwsell or 
built under section 5. 

1\Ir. WEEKS. Mr. President, I do not think I mist"inller
stancl the sections to which t11e Senator has referred. The 
provision that vessels may be built by the Government "at 
Government navy yards or at private shipbuilding establish
ments in the United States or elsewhere, other conditions being 
equal," means that as soon as the war is over other conditions 
will not be equal; that the foreign shipbuilder will be able to 
compete successfully "·ith our shipbuilders; and therefore, if 
they are to be built under those terms, otheJ: things not being 
equal, they will be built abroad. That is one of the definite 
objections to this legislation. 

But the Government is either going to build ships or it 'is 
going to buy them. If it builds- them within the next two 
years, it must build them abroad, because our shipyards are 
fully employed for that time. 

Something like 1,100,000 tons of shipping are being con
structed in the private shipyards of this country at this time. 
If the Government buys them, it must buy them abroad, under 
the provisions of this bill, unless possibly some regular liner 
is to be taken off the service which it is now performing. 
Therefore I .assume that the ships which the Government pur
chases or builds are going to be built by foreign labor and by 
foreign capital, and that under the provisions of this bill those 
ships may be leased or chartered or sold to others who may use 
them in the coastwise service. 

I do not know how much of tbi':~ is going to be done. If it 
is not going to be <lone to a considerable extent, it should be 
stricken out of the bill entirely. Jt is a radical step for us to 
take, and unless it has some definite plu-pose other than that 
indicated by the Senator from Florida, it ought not to be con-
sidered at ltll. . 

l\lr. CUl\Il\Ill.'\'S. Ur. President--
The PRESIDING OFFICER. Does the Senator from Massa

chusetts yield to the Senator from Iow·a? 
Mr. WEEKS. I yield to the Senator. 
Mr. CUl\Il\fiNS. It seems to me the Senator from Massa

chusetts is possibly admitting too much of the claim made by 
the Senator from Florida. 
. l\Ir. WEEKS. I did not intend to admit anytWng. 

:Mr. CUl\fMINS. I do not read the bill in the way he does. 
It is my opinion that any ship which is either bought from the 
board, chartered from the board, or lea$ed from the board is 
admitted to the coastwise traffic. 

l\lr. WEEKS. Undoubtedly. That is my understanding. 
Mr. CUl\fMil.~S. Now, ordinarily one would think that the 

boar<l would only have the authority to sell or charter or lease 
ships that it owned. That is not true. The board, in section 5, 
is authorized to acquire the possession of a ship either by pm·
chasc, construction, lease, or charter. Of course, in the two 
latter instances it would 0"-"11. only a qualified title; but if the 
bom·<l lenses a ship from some owner, so far as this bill is 
concerned, it can re-lease the ship to an operator, and tpe ship 
would be entitled to admission to the coastwise traffic. There 
can be no doubt about that construction of this act. 

1\lr. WEEKS. l\Ir. President, I had assumed that the board 
would not lease or charter vessels, generally speaking, because 
these •essels are to be a part of our naval auxiliaries; ancl it 
did not seem to me that in any case the board would lease a 
boat having a foreign ownership for that pm·pose, and probably 
it would not leuse vessels having a domestic ownersllip. 

Mr. CUl\BHNS. Well, these words must be in the proposed 
statute for some purpose. If the board is given the power to 
lease or charter from an owner a ship, it must be that those 
who stancl for the bill expect that in some instances the board 
will do that thing. Now, if the board does that thing, then it 
can lease or charter the ship to another corporation or person, 
a citizen of the United States, and the ship will be admitted to 
the coastwise business. That is inevitable under the language 
of the bill. 

l\I.r. FLETCHEll.. l\Ir. President, I think the Senator makes 
the same error UB did the other Senator in discussing that, be
cause in section 7 it will be found that the board is given the 
power to "charter, lease, or sell to any person a citizen of the 
United States any vessel so pm·chased, constructed, or trans
felTed," not "any vessel so chartered, leased, constructed, or 
transferred" b.ut only those that are purchased, constructed, or 
transferred to it under section 6. . 

Mr. CUl\fl\fiNS. 1\Ir. President, if the Senator from Massa
chusetts will allow me to reply to tllat--

1\Ir. WEEKS. Certainly. 
1\Ir. CUl\11\!INS. When the hoard takE's a Iea~e of n l"hip from 

an owner the Yessel is· transferred to the board, an<l the "·ords 
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" or transferred " must necessarily apply to that transaction, 
because •you have already used the words "purchased" and 
" constructed " ; and if the words " or transferred " do not cover 
the case of a transfer by lease or charter, they have no appli
cation whatever. 

Mr. FLETCHER. They have the application that follows 
necessarily from the preceding section, section 6 : 

That the President may transfer either permanently or for limited 
periods to the board such vessels belonging to the War or Navy De
partment. 

That is what is meant by the use of the word "transferred" 
in section 7. 

Mr. CIDfMINS. That may be the intent of the committe, but 
that would not be the construction of the act, in my opinion. 

Mr. WEEKS. Mr. President, I think there is proper ground 
for criticism in the suggestion which the Senator from Iowa 
has made ; but it is not likely that the Government will lease 
or charter yes els and then lease them or charter them to 
some one else. If it did not use them for its own purposes, it 
would naturally give up the charter or lease. I_ think, in the 
final result, it will be found that it is only the ships which are 
bought or built which will be put into the coastwise trade. How
ever, any possibility of getting any of these ships into the coast
wise trade is bad. 

Government competition with the 24,000 vessels in the coast
wise trade of the United States would be sufficiently unjust 
m·en if it were conducted on equal conditions, or conditions as 
equal as they could be made when the coll€ctive national 
wealth and infiuence are invoked against the resources of in
<lividual citizen , fu·ms, or corporations. But in the proposed 
bill the Government is definitely exempted from a.n important 
requirement of the national maritime law, which all American 
shipowners must obey unless, indeed, according to this bill, they 
in·e to be privileged to purchase or lease their vesseis from the 
Government. From the beginnings of our national life, first 
in 1789 by heavily discriminating tonnage taxes, and afterwards, 
in 1817, by absolute prohibition, the American coastwise trade 
has been constantly reserved to American-built ships owned 
by American citizens. This proposed bill for the first time 
breaks down the policy of Washington and his colleagues and 
successors in these words in section 9 : 

Provided, That foreign-built vessels admitted to American registry 
or enrollment and license under this act; and vessels owned, 'Chartered, 
or leased by any corporation in which the Un1ted States is a stock
holder, and vessels sold, leased, or chartered to any person a citizen 
of the United State. , as provided in this act, may engage in the coast
wise trade of the nlted States. 

.Already, by a provision in the emergency shipping act of 
August 18, 1914, foreign-built ships may be admitted free to 
American registry for the over~seas trade of the United States. 
This proposed bill, admitting foreign-built vessels free to Ameri
can enrollm€nt and license for the coastwise trade if owned by 
the Government or leased, chartered, or sold by the Government, 
breaks down the century-old policy of protection to American 
shipyards and establishes, in effect, a policy of absolute free 
trade. For it must be manifest that the fact that the Govern
ment is allowed to use foreign-built ships in the coastwise trade, 
and the further fact that it is authorized to lease or charter 
or sell foreign-built ships to private shipowners for employment 
in the sume trade, will create at once a condition so unequal 
that shipowners now employing American-built ships will be 
constrained to apply to the Government to secure foreign-built 
-vessels for them alsn; so that eventually American shipyards 
·wm f-ace the prospect of being reduced to the production of 
tugg, barges, lighters, and small local craft, which can not be 
safely brought across the ocean. 

The tariff duties, even under a policy of tariff for revenue 
only, like the present one, give some measure of protection to 
almost all forms of American manufacturing and to many 
branches of American agriculture. Tools, cutlery, clothing, rice, 
sugar, Angora-goat hail· can not be brought into this country on 
a free-trade basis ; but the proposed bill would provide, in effect, 
for absolute free trade in completed ships, which are the greatest, 
most costly, and most elaborate manufactured product in ~"ist
ence, the product which employs more labor and a larger number 
of different occupations than any other. 

Absolute free trade in ships is not only bitterly unjust to the 
thousands of American workmen and the millions of dollars of 
American capital engaged in shipbuilding, but is a direct menace 
to the national defense. The prime purpose of Washington and 
the other fathers of the Government in reserving the whole 
coastwise commerce of the new Nation to American ships built 
in American shipyards was to insure forever the existence in 
this country of a sufficient number of yards and a sufficient body 
of skilled mechanics to create and maintain an adequate NaVY 
in case of a foreign war. A few Government shipyards were 

at the same time established, but the fathers of the Nation 
recognized a fact that is just as true to-clay, that exactly as it 
bas been the national policy to reinforce the Regular Army in 
every war by a great body of volunteers, so in the same crisis 
the Government shipbuilding resources must be strengthene<l by 
the very IQ.uch greater facilities of commercia.! shipbuilding. 

As Thomas Jefferson, then Secretary of State in the Cabinet 
of President Washington, put the case, in 1794: 

To force shipbuilding is to establish shipyards; is to torm maga
zines; to multiply useful bands; to produce artists nnd workmen ot 
every kind who may be found at once for the peaceful speculations of 
commer-ce and for the terrible wants of war. • • • For a navi
gating pMple to purchase its marine afloat would be a strange specu
lation, as the marine would always be dependent on the merchants 
furnishing them. Placing, as a reserve, With a foteign nation or 1n 
a foreign shipyard, the carpenters, blacksmiths, calkers, sailmakers, 
and the vessels of a nation, would be a singular commercial combina
tion. We must, therefore, build them for ourselves. 

What Jefferson then said of carpenters, calkers, sailmakers, 
and so forth, in those da.ys of wood and canvas, is equally true 
to-day of riveters and machinists in these days of steel and 
steam. There is no change in this fund~mental principle of 
statesmanship. American shipyards by the score, American 
shipyard ·workmen by the thousands and the tens of thousands, 
are as indispensable to tile national defense to-day as they 
were in the Revolution and the second war with England. 

This proposed bill, under thf;l specious plea of allowing the 
Government to use its ships in any trade it may see fit, 
would undermine and destroy the American ·shipbuilding in
dustry, and annihilate an essentia.l element of national defense. 
While this present war lasts it may be true that the enhanced 
eost of materials abroad, the scarcity of workmen, and the 
absorption. of commercial yards in the imperative duty of naval 
construction and repail· work will keep foreign shipbuilding 
costs as high as our own. But all this will suddenly change 
when the war has ended. Material, such as steel plates and 
shapes, may eost as mueh in Europe and Japan after the war 
as they cost in the United States, for they cost as much before 
the war began. But in the wages of labor there will be again 
a substantial difference. All foreign yards with naval work 
reduced or suspended will be hungry for employment, and there 
is not the shadow of a doubt that even with all the increased 
experience which American yards have gained during the war 
our yards will be underbi<! by their foreign competitors. 

An American ocean ship before the war cost · on the average 
40 to 50 per cent more than a similar foreign ship, because of 
the higher wages-from 60 to 100 per cent higher in this coun
try-and the advantage which some foreign yards enjoyed 
from direct bounties and other forms of national aid, and all 
foreign yards enjoyed from then· relatively greater and more 
constant volume of production. Even assuming that on the 
conclusion of peace this former difference in cost will be re
duced, it is certain to remain at approximately 25 or 30 per 
cent; and 25 per cent of the price of an average ocean ship of a 
capacity of 8,000 tons is $100,000. It is so clear as to be un
deniable that if the Government of the Uni.ted States, as au
thorized by the proposed bill, can go to Great Britain or Ger
many or Japan and purchase there ten 8,000-ton ships for 
$4,000,000 and place them in the American coastwise trade in 
competition with American shipowners who have paid $5,000,-
000 for 10 American-built ships of similar capacity the Gov
ernment will inevitably drive these American-built ships 'Off 
the ocean. The interest charge on the $1,000,000 additional 
cost of the American-built .fleet will be at least $50,000 a year ; 
the insurance charge $30,000 more; the depreciation charge 
$40,000; or a total handicap of $120,000 a year on the private 
shipowners and American consb:uction. 

Under such conditions the private shipowners in order to 
exist can do only one thing, and that is to go also to Great 
Britain or Gertnany or Japan for another fleet that would place 
them on equal terms with the Government. 

After a very few years of such a policy of free trade run mad 
there would not be a commercial shipyard left in the United 
States that could produce a large cruiser, to say nothing of a 
battleship. And it must be remembered that the commercial 
shipyards of this country, fru· larger and more completely 
equipped than the few Government yards, and managed on 
business principles, have constructed all but 4 of the 37 battle
ships now possessed by the United States. 

This proposed bill, in section 9, confers upon foreign nations, 
our rivals in trade and possible enemies in war, an almost im
measurable commercial and naval advantage, which would be 
the certa.in result of the adoption of a complete policy of free 
trade in shipbuilding. Some foreign Governments already give 
substantial sums of public money at the rate of so much per 
ton to encourage their native shipyards and to keep them ready 
in case of an emergency. Japan, for example, has such a 
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policy, which, coupled with her low rate of wages, would en
able her to construct American coastwise ships far below the 
eo t at which they could possibly be produced by American 
workmen. This proposed bill means, in section 9, that American 
shipyards and the skilled and well-paid labor on the Pacific 
eoust are to be- brought into direct and merciless free-trade com
»etition with the 50-cent per day bountied and subsidized ship
yards- of the .Japanese Empire. 

The bill, .in section 5, authorizes the shipping board" to have co~ 
structed and equipped in American shipyards and navy: yards or 
elsewhere, giving preference, other things being equal, to domestic 
yai·ds," and so forth. What this obviously means is that if an 
American shipyard will build a given ship for $400.000 and a 
Japanese or other foreign yard for $400,000-that is, " other 
things being equal. "-the American shipyard shall receive the 
contract from the Government. But if the American. shipyard~ 
because of its higher wage scale, must charge $000,000 for a 
ship which can be- built in Japan or elsewhere for $400,000, it is 
manifest that other things are not equnl, and that under any 
:possible reading of the bill· the shipping board will be con
strained by the law to place the contract in Japan or Nurope. 

A bill of such momentous consequences to the commercial 
shipbuilding of this ct>untry, to the American: merchant marine, 
and to the m1tional defense, ought not to be forced to passage 
on the eve of a national election. It ought to be refeL,.-ed. to the 
people of this countny in the }}resent campaign-let them~ decide 
for themselves whether (to recall Jefferson's graphic phrase) 
they wish to "place as a reserve with a foreign natio.fr or iu a 
foreign shipyard, .. the- power- to construct the ships. for- Ameri
can commerce-which eventually means th.e po.wer to construct 
our ships-of war. 

Furthermore, ~ir. President, even if we construct the ships 
which are provided for under this bill,. it- will. be but a: drop 
in the- buek:et compared with the total shipping ot· the world 
01: our total shipping. The total shipping_ of the world. a:ggre:
gate 48,000,.000 tons, and there can only be constructed under 
this pr.OYi.sion about 500,000 tons. So, it would not ha..ve any 
material effect in. redu-cing the·· pt·esent cost of the> ocean carry
ing trade, but it weuld add that amount of additional tonnage 
to. the shipping or the world, to help make an shipping un
profitable- at the end of the war, which is. likely to eccur in 
any ~ase. 

An American merellant murine: sufitciently large to relieve 
60 per mmt otl our carrying trade from dependence on foreign 
ships woul-d about put us in the position now held by Englandi 
To add to our capacity to that extent would require about 
twelve times as much shipping as we propose to construct or 
can construct under tbe provisions of this bi1I. 

and operation of American ships, the rates of interest on ship. 
ping- mortgages, insurance rates, such periiUlnent lines of: ocean 
carrying as should be undertaken, recommendations as to means 
of encouraging these undertakings by private capital, whether 
it is-desirable to modify the act of.. 1891 relating to the carrying 
of mail so that additional service of the same ch~acter. mal" 
be furnished, whether any features of the seamen's act should 
be modified or rescinded~ whether the navigation laws of the 
United States should be changed in. any way, and make recom
mendations of methods which will tend to-bring about a recon
struction of our merchant marine. 

It should report on and produce information as to
(a) Greater diversification. of European export trade. 
(b) Larger number of craffi.c-pcoducing ports at which. vesselB 

may call in earlx stag_~ of outbound and last stages of homeward 
voyages. 

(c) Profitable passenger traffic (including emigration). 
(d) Financial support by. Governments to insure communi

cation with colonies or distant strategic points. 
The National Foreign Trade Council-, in referring to this sufi

ject, gives the following as its opinion of what a truly national 
policy. should do, and I agree entirely with its conclusions.: 

Fh·st. To increa.se the- national income and domestic prosperity 
thr.ough greater facilities foi the- sale abroad of products of the soil and 
industry of the: United States, the importation of materials indis 
pensable- to llie and industry, and through the. freights collected from 
world commerce. 

Second. To maintain under. the ffi:tg cmnmunlcation with distant pos 
sessions. 

Thi.rd. To aid. the na-tional defensl! and maintain commerce during 
war~ whether. the United States. be belligerent or- neutral~ 

1\Ir. Presid-ent, there is- not any element of our p-opulation 
that is ~ot interested in a-suitable- development of the me£cliant 
nr.:uine. I undertake- to say that the unlThl.ml, untried method 

· proposed by this. bill will hamper and restl'ict. the: development 
of a merchant marine- rather than assist it. . We hav.e: been 
drifting in this country into a policy which puts in a: practical 
strait-jacket the business affairs which may De controlled by 
a comm:iss:ioiL or by other governmental agency~ It is a wrong 
tendency. · What we shguld do· is- to increase and develop tlie 
individual's ability- to do• fo.r himself, and encourage- him 
through the Government rather than restrict and hamper· him 
As long as we undertake to develop, the merchant. marine or to 
develop anything else· along the lines proposed in this bill it: is 
going to be a. failure; andj we are going ta find ourselveS: in 
the case of. the ca-rrying trade- and in all other- ihdnstrial, mat. 
t-ers in. the hands of eul' competitors instead of doing- our· own 
business. · 

APPENDIX. 
At the: beginning of the present· war 4,000~000 tons of British Statement. sll!lwing the number and gross tonnage of.· Am.ericatt vessel8 

shi ping were engaged in shippin~ between foreign: ports having by rifF and aoauments on- Ma,·cl~ Sl, 1916~ 
no connection with those of Great Britai..a. The shipping of Great 
:Britain at this time is enormously profitable. and a special 
tax is impo.sed o.:f one-halt of the profits: in excess or the. normal. 
returns rec:eived, wlli.ch means that. not ency· British import:ers 
but all others who. ~a.Y' the freight on goods carri-ed in British 
ve sels contnibute tot England,..s war budget. In other words, of 
every dollar we pay British ships. for freight or other ·trans
portation faeilities- 50 eents- goes- to the British Government to 
assist in carrying on the war~ 

That is another consideration. which we- may- well give to 
legislation in favor- of the real development of our merchant 
murine. If we had a merchant marine .su:ffieiently great to 
carry the proportionate: part of our eommei"ce that- the- British 
marine carries of that of Great Britain, we could: impose a. tax 

rug. 

Registered. vessels, 
foreign tmde. 

Number 
of vessels. 

G"ross 
tons. 

Sail •••••••• -~ -~. ~ 5fff 4.09, 175" 
Steam~. • • • •• •• • • • .. 619 1, 531, 449 • 
Gas •.• ·~···-··~· 627 20,42:1: 
canaL boats~-··-·--··-··· ··-···-···· 
Barges ••••....• ·~4 I, 136 133, 120 

'rotaL-···~ 2,97.9· ~ .094,165 

Ebrolled and 
licensed vessels, 
coasting trade. 

Number 
ofvessels. 

Gross. 
tons. 

4:,9"52 923; 723 
6, 255 4, 341, 346 
8, 541 146; 21Q 

560 6~994. 
3, 285 889, 871. 

6.,363,149c 

TotaE 

Number 
ofva<3Selll. 

Gross 
tons. 

5, 549 1,332, 903 
6, 874' 5, 872;795 9,:: ~~ 
4, 42f 1,1122, 991 

which woufd be a material inffuence in affecting our revenues Mr. BRANDEGEE~ Mr: President, I wish to ask the Senator 
rmder such circumstances. from Massachusetts it there is a prrrvi.sion in the bill as to what 

Furth.er.more, as- I discussed tile other day, if tramp steamer.s is to be done with these ships. if the board is unable to lease 
are not common carriers, this will not affect at least three- them to private persons or corporations? 
quarters of our shipping. Seventy per cent or the British 1\fr: WEEKS. Then the Government is to aperate the ships. 
steam shipping consists of tramp vessels. Fn 1915, 1,871,000 Mr. BRANDE.GEE. Is the Senator able to turn t~ that provi 
tons of American s-hipping carried 14.3 ner cent of our total sion in the bill? 
foreign commerce. If we wish to. car-ry 60 per cent of our Mr~ WEEKS. I think l' can find it. Possibly the Sen-ator 
foreign commerce, which would be the amount of the proportion.- from Florida may have it be:fore him. 
ate part carried by Great Britain, then we would have to build, Mr: BRANDEGEEl. Is the Senator from Florida able· to refer 
a I have-suggested;. something like 6,000,000 tons o~ shipping; me to it? 

This legislation should be limited to the establishment of a Mr. FLET€JHER. The power to operate is found in section 
per~ent. sb~pp~g bo.ard, which should_investigate all matters 11. Only upon the condftions and terms and requirements as 
relntmg tO' shlppmg and to the. construction ojj na-val and Army set forth in section 11 is there any power to operate. 
auxiliaries nnd then report to' Congress its conclusions. The-· Mr. BRANDEGEEJ. I thank the Senator. 
bonr<l should constitute a permanent advisory body, and should 
take over the functions now performed by the Bureau. of Navl- [1\fr. GALLINGER resumed and concluded the speech begurr by 
gation. and any other kindred work being <lone by other bureaus. him on last Friday. The entire- speech is as follows:] 
Every question relating to this- subject should come· undet· the Friday, A.ugust. 11, J.91.Jj. 
scope of tile investigntions made by the: board, such as measures 1\.Ir. GALLINGER. Mr_ President, at a later hour in the de 
nece ary to maintain our shipping upo_n; an equitable. competi- bate, probably to-morrow, L shall review the bill now under con 
tive basis with that of other nations, the cost of c:o.ns.b:uction sideratiou in. an endeavor to show that under its terms no sub 
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'stnntial help can possibly come toward the rehabilitation of 
the American merchant marine, and that it will be a reckless 
waste of public money and a humiliating failure in the end. 
I shall also point out the handicaps under which American 
sl1ips are laboring in their competition with ships of the other 
great maritime nations of the world, and also the danger that 
lurks in the proposition to allow these Government-owned ships 
to enter the coastwise trade of the United States. 

To-day it will be my purpose to hurriedly review the legisla
tive attempts that have been made by the Republican Party 
during the past 11 years to secure legislation looking to the up
building of American over-seas shipping, and to point out the 
fact that all such attempted legislation has been made impos
sible by the solid opposition of the Democratic Party. 

Mr. President, more than 11 years ago,. on January 4, 1905, it 
was my duty and pleasure as chairman of the Merchant Marine 
Commission to present to the Senate the report of that com
mission, which had been authorized on the recommendation of 
the President of the United States in the act of April 28, 1904. 
There served with me on that commission of those now living 
and Members of this Chamber the senior Senator from Massa
chusetts [.Mr. LonGE], the senior Senator from Pennsylvania 
[Mr. PENROSE], and the senior Senator from Virginia [1\lr. 
MARTIN]. With us there served, too, the honored and lamented 
Senator Mallory, of Florida. On the part of the House there 
were Representative Grosvenor, of Ohio; Representative Minor, 
of Wisconsin; Representative HuMPHREY, of Washington; Rep
resentative Spight, of Mississippi; and Representative McDer
mott, of New Jersey, of whom Representative HUMPHREY now 
alone remains a Member of the House. The Senate members 
of the commission, with one exception, were all chosen from 
the Committee on Commerce, the House members from the 
Committee on the Merchant Marine and Fisheries. All of us 
were not unfamiliar with the work in hand, and all felt a deep 
interest in the subject of the inquiry. Between May 23 and 
November 19, 1904, the commission visited the principal ports 
of the Atlantic, the Great Lakes, the Pacific, and the Gulf of 
Mexico, hearing several hundred witnesses and receiving evi
dence _which in the final report filled nearly 2,000 printed pages. 

It was a laborious task, but it was performed with a deep 
sense of patriotic duty by all of the Senators and Representa
tives of the commission, and at the end we had the satisfaction 
of believing that it was the most thorough and elaborate study 
ever made on behalf of our Government into the question of the 
American merchant marine. · Only one regret accompanied it, 
and that was that the conclusions and recommendations of the 
commission were not unanimous. It was our fervent hope from 
the beginning-the hope, I know, of the Senators from Virginia 
and from Florida, no less than of us on this side of the Cham
ber-that all personal and party differences might be forgotten, 
as, indeed, they were in the long and careful gathering of tlie 
testimony, and that there might be complete agreement as to 
the wisest solution of the great problem that had for more than 
half a century baffled all the efforts of American statesmanship. 

Originally most of the members of the Merchant Marine Com
mission from both Houses· were believers in a return to pref
erential duties, "the policy of the fathers," as the proper 
method of reviving our ocean carrying trade. That was om· 
belief as the investigation started, and lt received much power
ful support from the practical shipowners and merchants who 
appeared before the commission on the Atlantic and Pacific 
coasts. Preferential duties then seemed to be distinctly favored 
by the major part of the maritime and mercantile communities 
of the United States. But as the hearings continued and were 
concluded in Washington during November and December, 
1904, a majority of the commission was slowly and reluctantly 
forced to the conviction that under radically changed condi
tions the legislation of Washington, Adams, J"efferson, and 
Madison could not be revived, because of the vast growth of 
the tariff free list, the prohibitions of 30 or more commercial 
treaties, and the risk of reprisals from foreign Governments. 
Therefore. there was nothing for the majority to do but to 
recommend a cautious system of mail and general shipping 
subsidies or subventions, .. md this we did. Unfortunately the 
minority of the commission felt that it could not subscribe 
to general shipping subsidies, though no objection was offered 
to mail subventions, and there was, therefore, a divided report, 
the minority urging preferential duties. 

BlLLS OF THE :lllERCH.ANT MARINE COllMISSIO~. 

The Senate auopted the majority report and passed the bill 
recommended on February 14, 1906, by a vote of 38 to 27. No 
action was taken by the House at that session, but at the next 
session the House amended the measure in some particulars 
and passeu it on 1\Iarch 1, 1907, by a vote of 157 to 145. Many 
of the Senators will recall that on the question of concurrence 

by the Senate in the House amendments a filibuster, directed 
by the late Senator Carmack, of Tennessee, prevented action 
in the closing hours of the Fifty-ninth Congress, and thereby 
defeated the effort of the majority to strengthen our ocean 
shipping and increase om· naval reserve. 

I will pause, Mr. President, to say that, in my opinion, had 
that bill become a law-and it would have become a law had it 
not been filibustered against in the closing hours of that ses
sion-we would have had no trouble during the years that have 
intervened in having an abundance of shipping between the 
United States and South America, as well as across the Pacific 
Ocean to the Orient and to Australasia. But it was defeateu. 

In the following, or Sixtieth, Cong1·ess, at the first session, I 
reintroduced the bill " to amend the act of March 3, 1891, en
titled 'An act to provide for ocean mail service between the 
United States and foreign ports and to promote commerce.' " 
In this form the proposal received very earnest and powerful 
support in arguments advanced on both sides of the Chamber, 
and on March 20, 1908, the Senate passed the bill without a 
roll call, and without any vote being recorded against it. On 
March 2, 1909, a motion in the House to suspend the rules and 
pass the bill was defeated by a very narrow margin-172 yens 
to 175 nays. It will be observed that it required only 2 Demo
cratic votes to pass the bill, but no Democratic votes were forth
coming. On May 22, 1908, an effort to have the ocean mail bill 
accepted in the House as an amendment to the Post Office ap
propriation bill, in which the Senate had placed it, was defeated 
143 to 155, and on the following day defeated again, 145 to 153. 

In the Sixty-first Congress, second session, I again introduced 
the ocean mail bill, and it passed the Senate. February 2, 1911-
the roll call showing 39 yeas to 39 nays, and the deciding vote 
being cast by the Vice President. This bill was not acted on in 
the House of Representatives. 

In the Sixty-third Congress the bill was again introduced in 
substantially the same language as before, but received no con
sideration in the Democratic committee. In the present Con· 
gress I have introduced two bills, both of which, with slight 
variations, seek to aid the merchant marine by mail subventions, 
but they are lying unacted on in the committee. 

I have recalled these events for the purpose of emphasizing 
to the Senate and the country that we on this side of the Cham
ber have not been unmindful of the national need of a g1·eat 
merchant marine, and that nothing but party and perhaps sec
tional differences have prevented us from long ago achieving it. 
On every occasion when the ocean mail bill was rejected in the 
House, it was by a very slender majority. 

FOREIGN " RESTRAINT" 011' AMERICAN TRADE. 

Much of this opposition to the encouragement of American 
ocean shipping, I regret to say, came from the splendid, great 
agricultural States of the Northwest, though 'there were Sena
tors from that section whose loyal help I gladly acknowledge. 
in the long struggle for some measure of relief for our mer-

1 

chant marine. The distinguished senior Senator from Minne
sota [1\fr. NELSON] will find strong confirmation of the wisdom 
of his O'i\-n course on this question in a significant statement 
thnt has recently been published by the Federal Trade Com
mission. " Many business men," the commission says, " em
phasize the handicap resulting from the lnck of American 
ships." A northwestern milling company declares : 

We are ·particularly interested in securing protection for the Ameri
can manufacturer or shipper against restraint of - foreign trade result
ing from difficulties and handicaps imposetl by foreign-owned steamship 
lines. We realize more every day that tbe American manufacturer or 
shipper is entirely at the mercy and in the hands of foreign-owned 
steamship lines. 

Foreign-owned steamship lines are receiving In return for hauling 
wheat and wheat products from American seaports to European sea
ports at least 50, i1' not 75, per cent of the total value of American 
wheat and products that are being exported to Europe. We are in 
position to substantiate our statements with specific and dependable 
data in our possession. 

Mr. President, those Senators who through these many years 
have steadfastly contended for the application to our ocean ship
ping industry of the principle of adequate protection and en
couragement that has wrought such wonderful results as applied 
to agriculture and to manufacturing must decline to be held re
sponsible for the present condition of the Jverseas carrying 
trade of the -United States-the only great national industry 
exposed to foreign competition that has been forced to go on 
year after year unprotected by the Nation which it serv-es. In 
my judgment, Mr. President, there can be no more impressive 
object lesson of the essential truth of the protective system 
than the vhid contrast between this one unprotected industry 
and the great tariff-protected domestic industries of America. 
Yet the natural skill and aptitude of Americans who live on 
and by the sea have always been unsurpassed in their bold and 
arduous callinl!. 
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As shipbuilders, shipowne1;s, and sailors, men of our race 
were leading the world when agriculture was still a rude art 
and manufactures were in the infancy of their development. 
Whenever to-day, as in the great coastwise trade, the Panama 
trade, and on the West India mail lines, American ships are 
given a fair opportunity, they are splendidly upholding the 
traditions of their Nation and the glory of their :flag. Our 
American Navy, its noble ships, officers, and men are in their 
way only what an American over-seas merc;:hant fleet would be 
if the Congress of the United States had not failed or refused 
for 60 years to take the necessary measures to create one. 

OTHER AND FUTILE EXPEDIENTS. 

Since my own efforts were rendered unsuccessful by party or 
sectional opposition, I have watched with keen interest · the 
various experiments. undertaken on the other side. Three years 
ago a clause was inserted in the new tariff law ostensibly re
viving the successful policy of 1789 and granting a rebate of 5 
J)er cent of the customs duties on goods imported in American 
ships. This clause was· due to the earnest advocacy of the 
accomplished former chairman of the Committee on Ways and 
Means of the House of Representatives, since so cordially wel
comed to this Chamber, the junior Senator from Alabama [Mr. 
UNDERWOOD]. His devotion to the upbuilding of our merchant 
marine, I doubt not, is as wholehearted and persevering as that 
of any Senator on this or the other side, and it would have been 
cause for profound gratification to us all if the preferential
auty policy of the tariff law of 1913 could have received a fair 
test in actual operation. But it has been suspended by the 
Treasury Department because of supposed conflict with the 
terms of important treaties with foreign Governments and is 
now before the Supreme Court for a final test of its validity. 
This experience is not encouraging as to the practicability of a 
renewal of the preferential-duty plan, but is rather a coi).
firmation of the doubts and objections of a majority of the 
merchant marine commission, so earnestly expressed in their 
report of a decade ago. 

THE "FREE SHIP" EXPEUliMENT. 

Another expedient not favored by the majority and not rec
ommended by the minority of that commission has been actually 
tested under conditions made extraordinarily favorable by the 
great European war. This is the "free ship" policy embodied 
in the emergency free registry law of August 18, 1914. A pre
vious trial of that policy, provided for in the Panama Canal act 
of August 24, l912, bad proyed a complete failure. The Pan
ama Canal act, reversing a national policy of a hundred years, 
bad opened American registry for purposes of over-seas com
merce to all foreign-built vessels owned by American citizens 
or c01·porations, the -conditions being that · these ships should be 
fit to carry dry and perishable cargo and should be not more 
than five years old. In the face of this invitation, two years 
bad gone by and not one foreign-built ship had sought the 
American flag. No experiment could have proved more disap
pointing to its advocates. 

But the war-emergency act of August 18, 1914, opened the 
doors wider still by eliminating the 5--year -age limit and the 
requirement of fitness to carry dry and _perishable cargo, and 
offered American registry for the over-seas trade to foreign
built ships of any description if o""'Iled by American citizens or 
corporations. Moreover, the new act authorized the President 
to exempt these foreign-built ships from our survey, measure
ment, and inspection laws, and to exempt them also from em
ploying American citizens as officers. An Executive order· 
promptly gave these foreign-built ships the indicated advantages 
over American steamers of native construction and previous 
registry. 

Whether this w.iiler free-ship law would have had any more 
effect under normal conditions in time of peace can never be 
determined, for it found most of the world at war and an extraor· 
dinary value vesting in i:he protection of the flag of the most 
powerful of neutral Governments. Several German ships, 
owned by the Standard Oil and other American concerns, were 
promptly naturalized in order to escape the swarming cruisers 
of the British navy, and many British ships also owned by 
American capital were hurried under the Stars and Sh·ipes to 
escape the Emden and her consorts. The shelter of our flag 
and the more favorable marine insurance rates constituted a 
generous subsidy for the time being to' these fortunate ship
owners. Nearly all of the vessels thus brought into .American 
registry .were American owned before the war began and were 
being operated under foreign flags to secure the advantages of 
lower wages of foreign officers and crews, less exacting laws 
and .regulations, and lower cost of maintenance. 

"FREE SHIPS" A FAILUIUl. 

For a few months foreign-built ships came in rapidly, the 
principal fleets being those of the Standa1·d Oil Co., the United 

Fruit Co., and the United ·states Steel Corporation. These were 
welcome, and important accessions to the American .flag. Many 
of these vessels-the newer and more efficient craft-could have 
been naturalized under the law of 191.2, but their owners did 
not act until the war had offered a powerful inducement. If 
ever a tree-ship policy y;-ere to be effective it would be under 
the extraordinary conditions of this . great world war. Yet 
after a few months there came a significant halt in the seeking 
of American registry. Fewer and fewer foreign-built vessels 
applied for the American flag. This was noticeable even before 
the present seamen's law received the approval of the Presi
dent, on March 4, 1915. Up to that time -u· bad been believed 
that the seamen's bill would fail of enactment, and it was not 
being actively taken into the calculations of ·shipowners. It 
may be added that even now the seamen's law bears less heavily 
on foreigu-built than on American-built ships, for by Executive 
order foreign-built vessels admitted to American registry under 
the act of August 18, 1914, have been exempted from its most 
onerous provisions. Therefore it is not possible to seek in the 
seamen's law an explanation of the virtual failure of the tree
ship experiment, though undertaken .in· time of war whoo all 
circumsta_nces were most propitious for its success. 

ACKNOWLEDGMENT OF SECRETARY M' ADOO. 

· The Secretary of the Treasury, Hon. William G. McAdoo, in 
an address before the Chamber of Commerce of the United States 
February 4, 1915, declared without contradiction: "What effect 
has the ship registry bill had on our commerce? Nothing; 
literally nothing." This is h·ue in the sense that though the 
law bas added more than 600,000 tons to American shipping 
registered for foreign commerce, nearly all of these vessels were 
American-owned and employed in American trade beforehand. 
There were confident predictions by the advocates of free ships 
before the law was passed that it would add millions of tons of 
foreign shipping to the American fleet. The actual meager 
results are undeniably a great and bitter disappointment, and 
from day to day our actual experience under the free-ship law 
has becon;te more and more unsatisfactory. In the present fiscal 
year few foreign-built vessels have sought American registry, 
and unfortunately theTight of some of these t~ fly the American 
flag bas been disputed by the British GOvernment. In one 
month lately only tpree foreign-built vessels were naturalized, 
and one of these was a small pleasure yacht. All the chief 
maritime Governments have now forbidden the sale of merchant 
ships in this war emergency, and the registration d foreign-built 
vessels has practically ceased in consequence. But it was ceas
ing even before this prohibition was imposed. 

W AGBS HIGHER ON << FREE SHIPS." 

I believe that it must be manifest even to the most ardent 
champion of a free-ship policy that that policy itself is nevin· 
going to create an adequate mercantile marine. Experience has 
demonstrated the truth of the contention of this side of the 
Chamber year after ·year that a tree-ship policy at its best 
would only equalize construction costs, and would fail of full 
effect because it did not equalize the equally important cost -of 
wages and of maintenance. In the winter of 1.914-1915, when 
the former ship-purchase bill was under discussion, I took oc
casion to address inquiries to the chief shipowners of the country 
who had brought foreign-built ships into American registry 
whether there had been any increase in the cost of operation 
under the American flag. Without an exception these gentlemen 
replied that there had been a vBry considerable advance in the 
rates of wages and the cost of maintenance. I caused some of 
these answers to be published as a part of my remarks in the 
CoNGRESSIONAL RECORD of February 7, 1915, and February 26, 
1915, and because of their direct bearing on the question now 
before us I wish to commend them again to the serious attention 
of the Senate. First is a letter from the Standard Oil Co., 
which, as the Senate knows, is operating a large fleet of tank 
steamers under American and foreign colors : 

The Hon. J. H. GALLINGER, 

STANDARD OrL co., 
New Yot·T,, February 16, 1915. 

United States Senate, Washington, D. 0. 
Sm: In reply to your letter of February 10, we ·would answer your 

inquiries as follows: 
1. The foreign ships we .have transferred to the American flag have 

been confined to vessels formerly operated under the German flag. In 
these transfers we have followed the practice of substituting Americans 
fo1· the German officers, engineers, and crews. This bas made it neces
sary to pay the Americ:lll sc:ile of wages on these vessels. Below we 
give you a comparison of the wage~ paid on the same steamer under 
each flag: 
Steamship Washington (German), now steamship Brindilla 

(American). · 
Total wage bill under , German flag, per month_________ $936. 10 
Total wage bill under American flag, per month ________ 1, 765. 00 

Increase under American flag______________________ 828. 90 
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So that the wages under the American flag show an increase of 

88.55 per cent. 
2. It is difficult to make a cr.tegol'ical answer to this question. Om 

reply will ha-ve to be more ,)r less general. The standard of living on 
steamers under the American flag is quite difi'crent ft·om foreign flags, 
resulting in increased expense- It is also difficult to obtain and retain 
e:s::perienced men for American ships, and tbL<J is another item that con
tributes to increased cost by frequent replacement of men at out-of-the
way ports. We have also found that in the case of petty officers, 
sailors, and firemen the same men sailing under the 'American flag de
mand and receive much higher wages than they arc willing to accept 
under foreign flags. Anotllet· increased item under the American flag 
is brought about by the fact that the American measurement laws re
sult in a larger measmement for the steamer than under foreign reg
istry. This particular Item is in suspense at the moment, but when 
again put into fot•ce will result in the steamer paying higher port 
charges, a good portion of whlch will be paid to foreigners, as they 
will be subject to tonnage dues in foreign ports based on the Ameriean 
registry. 

Respectfully, 
D. T. 'WARDEX. 

HIGHER WAGES IN WEST INDIES TRADE. 

Another significant statement is that of the Munson Steam
ship Line, a well-kno~n American concern operating both pas
senger and cargo steamers from New York and southern ports 
to the 'Vest Indies: 

MUNSO~ STEA:.ISIIIP LIXE, 
:Kcw l'orl<, Febt'uar·v 11, 1913. 

Mr. J. H. GALLIKGER, 
Clta·irman Oontcrencc of the MillOl'ity, 

United States Bc11ate, Washington, D. 0. 
Sm : We have the honot· of replying to your esteemed favor of the 

lOth instant. 
1. There is a ve. y decided increase in the wages of officers and crews 

on foreign-built sWps which are admitted to American registry, and in 
cases where the crews of such ships have been signed on abroacl for a 
period of 12 months, immediately the registt·y is changed the crews 
either demand tho American scale of wages or their discharge and 
transportation to their home port. 

2. Beyond the increase of wages the operations of loadin~ and dis
charging, port charges, etc., are practically the same on a foreign as 
on an American ship. 

Very respectfully, ~·ours, 
1\IL'XSOX STEAMSHII' l.I~E, 
A. H. BROMELL, Vice President. 

~OREIGN CREWS AXD AMERICA~ rAY, 

Another important shipping house of New York is that of 
1V. R. Grace & Co., \\"hich for many rears. has been engaged in 
trade between New York and the west coast of South America, 
and later entered the Panama Canal coast-to-coast trade be
t'\'\"een New York antl San Francisco. The firm of W. R. Grace 
& Co. used to employ entirely foreign ships, but under the free 
registry law of August 18, 1914, has secured American registry 
for some of its British steamers. The firm has also constructed 
n number of . teamers in American yards, particularly for the 
Panama Canal coastwise service: 

w. n. GRACE & co., 
New l'm·l;,, l•'ebnwrv 13, 1915. 

lion. J. H. GALLIXGER. 
Uuitect States Senate, TVasMnoton, D. 0. 

Sm: We have your letter of February 10 in reference to foreign 
steamers tt·ansferred to Amet·ican flag. 

We have been operating American and British steamers ·side by side 
for some years, and we estimate dilierence in cost of operation to be as 
foUows: 

Wages .....••........... ............................... ...... .. 
Yictualing ..................... : ............................ .. 

(American steamers have larger net tonnage measurement 
than British and, as tonnage and light dues are paid on net 
reaister, that is against the American boat.) 

As dues var.y in the different ports of the world, the difference 
in money ts difficult to state, but may be estimated at ...... . 

(This tonnage item \viii not go into effect on foreign steam
ers transierred to American flag until Aug. 18, 1916, by reason 
of President's proclamation.) 

American steamers require annual inspection, while British 
steamers are inspected each four years; estimated extra cost 
by reason of annual inspection ..................... ... ...... . 

' TotaL .... .... ......... ................................. . 

Or, say, $842 per month extra for American boat. 

can, per I .Ameri-~ 
month. 

Sl, 970 
803 

British, 
per 

month. 

$1, 342 
649 

35 ........ .. 

25 
----1----

2,833 1,991 

The extra cost of victualing is not by statute, but by reason of less 
economy on Amel'ican steamers. 

On British steamers which we recently transferred to American 
flag the foreign crews sh·uck for American wages the day of transfer, 
and received them. As soon as foreign crews are replaced by Ameri
cans we will have the increased eost of victualing. 

We trust this gives you the information which you desire. 
Yours, very truly, 

W. R. GnACil & Co., 
N. BOWIE, Vice President. 

.STATEllEXT OF THE STEEL CORPORATION. 

For the great export trnue of the United States Steel Cor~ 
poration conclucte<l by the Uniteu States Steel Products Co., 
regular steamship services have been maintained to South 
America an<l else\vhere. The United States Steel Corporation 
was one of the concerns that early in the war for the first 
time placed foreign-built ~hips unueJ' the American flag, and 
following is the result of its e,:..'l)erience: 

U::o;rT&D STATES STEEL PnoouCTs Co., 
30 Clttu·ch Street, Xcw Yot·l.:, N. Y.; Febntarv 2~, 1JJ1J. 

lion. J. H. GALLINGER, 
United States Senate, Washi11gto11, D. 0. 

DEAR Sm: Your letter of the lOth instant, addressed to Mr. J A. 
Farrell, pt·esident United States Steel Corporation, has ueen refetTed 
to us for attention, as this company is the subsidiary of the corpora
tion which owns the foreign-built steamers recently transferred to the 
Amet·ican flag. The present and former scale of wages on our steamers 
and the per·centagc of increase is shown in the following statement: 

Wages of captain!': under American scale vary according to seniority. 
Wages of other officers and the €Ilgineers are fixe<l, being same on all 

steamers. · 

Crew. 

f'aJ?tain .............. 
Chief officer ........ .. 
Second officer ........ 
Third otricer ......... 
Chief engineer . ....... 
First assistant en-
. gineer .............. 
Second assistant en-

gineer .............. 
'fbird assistant en-

gineer .............. 

British. 

First Second Third 
year. year. yt>ar. 

~ 

£ 8. £ s. £ 
25 0 ····---- ---- ----
.14 0 V:i 0 16 
10 10 11 0 12 
9 0 -------- ········ 

20 0 21 0 22 

14 0 15 0 16 

10 10 11 0 12 

s 0 8 10 9 

Avernge. 

£ 8. d. 
25 0 0 
l.'i 0 0 
11 3 ·1 
9 0 0 

21 0 0 

15 0 0 

11 3 4 

8 10 0 

1 $150-$180. a>emge 1;165. 

American. 

United 
State.s Axer- In-
cur- age. crease. 

rency. 

Per ct. 
f12L66 (1) 35.6 

'ia.OO .. 90.00 23.3 
M.34 70.00 28.8 
43. '0 60.00 37.0 

102.20 150.00 46.8 

73.00 100.00 37.0 

&4.34 90.00 65.6 

41.36 80.00 93.4 

· Safe-navigation money to captains_ $300 per year, payable ftllr.unlly 
January 1, on showing a clPan record for the previous 12 months. 

The wages of the · following members of the crew vary on the (]if. 
ferent steamers, depending upon the supply a\•ailablc and the port at 
which signed on. The steamship San J.'ra11cisco is quoted as an ex
ample: 

British. 

Crew. United American. Increase. 
Rate. States 

currency. 

£ 8. Per cent. 
Chier steward ................... . 8 0 $38.93 $55.00 41.2 
Second steward .................. . 4 0 19.47 25.00 28.4 
Mess-room steward .............. . 3 0 14..60 22.00 50.7 
Chief cook ....................... . 7 0 34.07 40.00 17.4 
Second cook .. . .................. . 5 0 24.33 25.00 2.8 

7 0 34.07 40.00 17.4 
6 10 31.63 35.00 10.7 ~~ft.~~-·.:::::::::::::::::::::: 

Sailors ........................... . 5 10 36.76 28.00 4.6 
Firemen ......................... . 5 10 26.i6 32.00 19.6 
Oilers ........................... . 6 0 29.20 35.00 19.9 
Donkeyman ..................... . fi 10 31.63 35.00 10.7 

Owing to the unsettled conditions which have prevailed throughout 
the world since the out!Jreak of the present war in Europe, thP in
creased cost of operation in the other depru"tments can not be fnirly 
stated, as we have no basis upon whlch to make a definite comparison. 

Yours, very truly, 
UNITED S1.'ATES STEEL PRoDucTs Co .• 
JOliN HUGHES, Genc1·al Agent. 

FURTIIER STATEME~T OF THE STEEL CORPORATION. 

I haYe also another later and very interesting letter on this 
same subject: 

UNITED STATES STEEL PRODUCTS Co., 
~0 Olttwch Street, Neto York, Octobe1· 6, 1.915. 

Hon. J'. H. GALLINGER, 
United States Senate, Washington, D. C. 

DmAR SIR: Cost of operating foreign-built vessels trallsferred to 
American flag : 

Your letter of September 10 on this subje-ct, addressed to Mr. James 
A. Farrell, president United States Steel Corporation, wal!l referred to 
thls company for attention, with respect to the foreign-built steamt>rs 
owned by this company and transferred to American registry under 
the act of August 18, 1914. 

The cost of operating our steamers, with respect to wages and 
victualing, under British and American registry is shown by the fol· 
lowing statement: 
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Wages of captains under American scale vary according to seniority. 
Wages of other officers and the engineers are fiXed, being the same 

on all steamers. 
.. 

British scale. American scale. 

Crew. United Immedi-
Average. States ately In- Present. . In-

cur- after crease. crease. 
rency. transfer. 

'-------
£ 8. d. Ptr ct. Ptr cl. 

Captain ............... · ... 25 0 0 $121.66 $150-180 ... .............. $175-205 -···66:2 1165 35.6 1190 
bief officer ...•.......... c 16 0 0 73.00 90 Z3.3 100 37.0 

Second officer ...•........ 11 3 4 54.34 70 28.8 80 47.2 
Third officer ....... . ..... 9 0 0 43.80 60 37.0 70 59.9 
Chief en5sineer ........... 21 0 0 102.~ 150 46.8 150 46.8 
First ass tant engi,neer .. 15 0 0 73.00 100 37.0 100 37.0 
Second assistant engi-

54.34 90 65.6 90 65.6 neer ................... 11 3 4 
Third assistant engineer. 8 10 0 41.36 80 93.4 80 93.4 
Chief steward ............ 8 0 0 38.93 55 41.2 55 41.2 
Second steward .......... 4 0 0 19.47 25 28.4 25 28.4 
Messroom steward ..... . . 3 0 0 14.60 22 50.7 25 71.2 
Chief cook.. .............. 7 0 0 34.07 40 17.4 45 32.1 
Second cook ............. 5 0 0 24.33 25 2.8 25 2.8 
Carpenter ................ 7 0 0 34.07 40 17.4 45 32.1 
Boatswain . . ............. 6 10 0 31.63 35 10.7 40 26.4 
Sailors ................... 5 10 0 26.76 28 4.6 30 12.1 
Firemen ................. 5 10 0 26.76 32 19.6 35 30.8 
Oilers .................... 6 0 0 29.20 35 19.9 38 30.1 
Donkeyman .......... - .. 6 10 0 31.63 3.5 10.7 38 ~.1 

lAverage. 
The wages . o! the crew in .the several departme~ts vary on difl'er~nt 

steamers, depending upon the supply available and the port at which 

stg,:~s 0~~mpan operates nine steame.-s, transferred from British to 
American regisb_.y, namely, steamships Bantu, Ketltra, Santa Rosalia, 
Buooaventura, San Francisco, How·ick Hall, Orastet· Hall, Crofton 
Hall and Charlton Hall. The total numbers of the crews of these 
vessels and their total monthly wages under British and American 
registry are shown in the following statement: _ 
' 

Nine steamers named 
above. 

Total 
Total crew. monthly 

wages. 

American registry......................................... 393 $17,537 
British registry ....... . . . .................................. 

1 
___ 3_73_

1 
___ 12_, _47_8 

Increase................................ . ............ ~ 5,059 
1====1==== 

Percentage of increase........ . . .. . . . . .. . .. . . . . . . . . . .. . . . . . . 5. 36 40. 54 

There has been an average increase of 19 per cent in the cost of 
victualing our steamers during the past year. 

Yours, very truly, 
UNITED STATES STEEL PRODUCTS Co., 
JoHN IluGHEs, Genet·az Agent. 

NOT THE RESULT OF NAVIGATIO~ LAWS. 

It should be carefully noted by the Senators that the naviga
tion laws and requirements, or their most onerous provisions, 
were considerably lifted from these foreign-built ships by the 
action of the President, who, in pm·suance of the act of August 
18, 1914, relieved them from the requirement that their officers 
should be American citizens and exempted them further from 
our survey, measurement, and inspection laws. Thus th·ese 
foreign-built steamers have been enabled to come under the 
American flag with foreign officers and crews throughout. 
They have been privileged to hoist the Stars and Sh·ipes, though 
not a man aboard in any capacity was an American citizen. 
It appears that the Standard Oil Co., for reasons of manifest 
prudence, replaced German officers with Americans, but it is 
probable that in most other instances officers and crews have re
mained unchanged, of foreign nationality. Yet these foreign 
officers and crews of the newly naturalized steamers have de
manded the full American wage scale and the food habitually 
provided for American officers and seamen. This has had the 
result in the case of 9 steamers of the United States Steel Cor
poration, of increasing the total monthly wages from $12,478, 
under the British flag, to $17,537 under the .American flag, while 
there has been an average advance of 19 per cent in the cost of 
victua1ing these steamers. 

A PREDICTION FULLY CONFIRMED. 

I wish to invite the Senate to give most careful attention to 
these profoundly significant facts. It has been asserted year 
after year in this Chamber, with apparent sincerity by those 
Senators who opposed even mail subsidies to American ship
ping that all that was necessary was to pass a free-ship law and 
to amend or r~epeal our navigation laws and requirements. 

This has . now ·been done by act of Congress and order 
of the _President. Ame~lcan shipowners under. our present 
legislation are enabled to buy foreign-built ships and bring 
them freely under the American flag -for purposes · of foreign 
trade, with foreign officers and crews, and without compliance 
with our survey, inspection, and measurement laws and regu· 
lations. And yet the demonstrated facts are that the wages paid 
to foreign officers and crews on these natm·alized foreign-built 
ships are exactly the same as they are on American-built, Anier· 
lean-manned vessels, that the cost of food is the same and that 
th~ problems of the merchant marine, except that first cost o:f 
con.<:;truction has been equalized, remains exactly the same as it 
was before the free-ship law of 1914 was enacted. 

Mr. President, I am not at all sm·prised at this result. It is 
exactly what was predicted by those Senators on this side who 
have constantly m·ged that subsidy or some equivalent encour· 
agement was absolutely necessary to the restoration of our 
mercantile marine. What has occurred has been precisely what 
was outlined by practical shipping men a decade ago, at · the 
hearings throughout the country before the Merchant Marine 
Commission. It was pointed out then as the universal experi· 
ence that whenever a foreign-built vessel had by special act ··o:f 
Congress been brought beneath the American flag, the wages of 
its officers ·and seamen automatically rose to the ·level of wages 
on American-built ships, and that the cost of maintenance rose 
in propm~tion. 

Nor is there anything unexpected or surprising in this cir .. 
cumstance. There is not and never has been any requirement 
of law that none but American citizens shall be employed in 
the iron and. steel mills or cotton mills or• woolen mills or otp.er 
great industrial establishments in America. The doors of these 
great workshops are open to foreigners equally with Americans. 
And yet, as we all know, the experien·ced and capahle for-eign 
workman who lands on our shores and enters these mills and 
factories does not labor for the wages that had contented him 
at home, but expects and receives the established wage of 
American citizens doing the same kind of work with the same 
kind of machinery. What is now happening on the sea is 
simply what has always happened on the land . .... You have 
foreign-built ships, foreign officers, and foreign sailors under 
the American flag, but you are paying these foreign officers 
and sailors the same wages given to Americans. The free-ship 
experiment has equalized the first cost, of ships, but it has not 
solved the problem of the American merchant marine. The dif· 
:terence in the cost of operating ships, due to a difference in 
wages, food, and standards of living, remains exactly what It 
was before the free-ship experiment was tried-and on regula:r 
lines and established routes there is the further handicap o:f 
foreign subsidies. Secretary McAdoo is right in authoritatively 
pronouncing the free-ship experiment a failure-an official 
acknowledgment from the administration directly responsible 
for it. 

THE DIFFERENCE OF WAGE COST. 

Let us return to this vital question of the difference in wages 
on American and foreign ships-the very heart of the ques
tion of American shipping. I will submit to the Senate an 
important comparison of wages paid to the crews of a typical 
American and a typical British cargo steamer, each of a capacity 
of about 5,000 tons dead-weight: 
Oompal'"tltive teages, 19~, OJJ American and Brit·ish cat·go steamers of a 

capacity of about 5,000 tons. 
AliERICAN. . BRITISH. 

Wages per 
month. 

Master------------------- $175 
First officer______________ 90 
Second officer_____________ 70 
'.rhird officer______________ 60. 
Carpenter________________ 40 
Boatswain--------------- 35 
Quartermasters, 2--------- 35 
Sallors, 5---------------- 30 Chief engineer ________ .____ 150 
First assistant engineer____ 100 
Second assistant engineer___ 90 
Third assistant engineer____ 80 
Oilers, 3----------------- 40 
Donkey men, 2------------ 40 
Firemen, 4--------------- 35 
Coal passers, 2------------ 3

60
0 

Steward-----------------
Cook____________________ 45 
.Messman_________________ 20 
Cabin boy---------------- 20 

Wages per 
month. 

Alaster----------------- $100.00 
First officer------------- 63. 18 Sacond officer _____ _:_____ 43.74 
'.rhird office·r ___________________ _ 
Carpenter______________ 31.59 
Boatswain-------------- 29.16 
Quartermaster------------_----
Sailors, 9-------------- 24. 30 
Chief engineer__________ 97.20 
First assistant engineer__ 68. 04 
Second assistant engineer_ 48. 60 
Third assistant engineer _________ _ 
Ollers,3-----------------------
Donkey man,.L--------- 31.59 
Firemen, 6------------- 29. 16 Coal passer ____________________ _ 

Steward---------------- 38.88 
Cook___________________ 34.02 
1\Iessman--------------- 15. 00 
Cabin boy----------------------

Total American pay Total British pay 
roll, per month ___ 1, 655 roll, per month_ 994. 66 

Total American crew, 32 men. .Total British crew, 27 men. 
It will be observed with some interest that the crew of the 

American steamer consists, all told, of 32 men as against a 
British crew of 27. This increased number on the American 
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ship is due substantially to the requirements of our Steamboat
Inspection Service that there shall be a third officer, a third . 
engineer, and three oilers, not carried by the British ship . 

. But even if the number of the two crews were equal, the total 
pay roll of the American steamer would be approximately 50 

-per cent greater than the pay roll of the British steamer-the 
same kind of a vessel, of the same capacity, adapted to the same 
general trades. 

Or to take another comparison, that of somewhat larger cargo 
ships of a type particularly valuable in modern commerce: 
Compa1·ative wages, 191.1,, on American ana Britisl~ cm·go steamers oj a 

capacity oj about 8,000 tons. 

Brithh caTI.!O steamer Nfnian (6,385 gross 
tons, 4)l68 net tons, length 400 feet). 

Num- Wages 
ber of per 
men. month. 

DECK DEPA.B.TMENT. 

1 Master .................. t97.40 
1 Chief officer ...•...•.•... 68.18 
1 Second officer ...••••••.. 48.70 
1 Third officer ....•.••.•.. 43.83 

258.11 

~~:~ki~~:::::::::::: 1 36.53 
1 31.66 
4 Quartermasters ......... 102.27 
6 Sailors .............•••.. 146.10 
1 Lamp trimmer ....•.... 26.79 
2 Boys .......•.•.••....•. 24.35 --- ---

19 367.70 

ENGINE AND J'ffiE ROOY 
DEPARTMEN'l'. 

Chief engineer .......... 94.96 
Second enpneer ........ 68.18 
Third engmeer ...•...... 53.57 
Fourth engineer ........ 43.83 

260.54 

1 ·8R:;~:~~:::::::::::: 34.09 
3 94. 96 

12 Firemen ...........•.... 321.42 

---
20 450.47 

= 
STEWARD'S DEJ>A.B.THENT. 

1 Chief steward .......... 36.53 
1 Second steward ......... 19.48 
2 Cooks ....••...•.•.....•• 58.44 
1 Engineer's steward ..... 14.61 

5 129.09 

44 Total ............. 1,465. 88 

Americnn cargo steamer Hawaiian (5,597 
gross tons, 3,651 net tons, length 406 
feet). 

Num- Wages 
ber of per 
-men. month. 

DECK DEPARTYENT. 

1 Master ......•••••••••••• $200.00 
1 Chief officer ......•..•••. 100.00 
1 Second officer ..••••••••• 80.00 
1 Third officer •..••••••••. 70.00 

450.00 

Carpenter .........••.... 1 40.00 
1 Boatswain •..•..•••••... 35.00 
4 Quartermasters •••••...• 140.00 
6 Sailors ....•••.•.•.••.••• 180.00 

-- -
16 395.00 

ENGINE AND FIRE ROOK 
DEl'.ARTMENT. 

1 Chief engineer ..........• 165.00 
1 First assistant engineer .. 110.00 
1 Second assistant engineer 100.00 
1 Third assistant engineer. 80.00 

455.00 

3 Oilers .....•..•..••••.••. 135.00 
3 Water tenders •..•.•. _ •• 135. 00 
6 Firemen ..........•..••. 240.00 
6 Trimmers ...••••••••••.. 180.00 ,_ 

22 690.00 

STEWARD'S DEPA.B.TMENT. 

1 Chief steward .......•... 65.00 
1 Cook ........•........... 50.00 
1 Second cook ..•.•........ 40.00 
1 Messman .........•...... 30.00 
1 Cabin boy .....•....•.... 20.00 
1 Mess boy .....•.......... 15.00 

6 220.00 

44 Total. ....•........ 2,210.00 

In this other comparison we find a strikingly similar differ
ence, the pay roll of the 44 officers and men on the American 
ship being approximately 50 per cent greater than the pay roll 
of the 44 officers and men of the British steamer. The real 
question of the American merchant marine, so far as ordinary 
cargo steamers is concerned, is a question of how the Govern
ment of the United States is going to equalize this wage differ
ence, which prevails without any reference to our navigation 
laws and regulations and without any regard to whether the 
officers and men of the American ship are Americans or for
eigners. 

PROVISIO:.S OF PROPOSED BILL. 

In an effort to equalize this difference so that American ships 
may have a fair and even chance in competition -for the can-y
ing of American commerce, I have introduced a bill " To encour
age American shipbuilding and navigation, to establish Ameri
can ocean mail lines, to increase the naval reserve, and to 
promote -the commerce of the United: States." This bill pro
vides in brief for the payment to American vessels certified by 
the Secretary of the Navy as fit for auxiliary service of a 
compensation, retainer, or subsidy at the rate of 1 cent per 
gross registered ton for every 100 miles of the outward voyage, 
on condition that such vessels shall convey the United States 
mails free of charge, shall carry American boys to be trained 
in seamanship or engineering, and shall be placed at the disposal 
of the Government whenever required. The bill also provides 
for an amendment to the ocean mail law of 1891, increasing 
the compensation, which many years of experience has proved 

to be. inadequate, for steamers of the second and third class on 
routes to South America south of the Equator, the Philippines 
Japan, China, and Australasia, and offering a new rate not t~ 
exceed $10 a mile· to ships of the highest speed on routes to 
Europe. 

The compensation of 1 cent per gross registered ton for each 
100 miles of the outward voyage is intended for cargo vessels 
not under mail contract with the United States, and is calcu
lated to increase the number of useful freighting ships of the 
customary commercial speed, while the amendment to the ocean 
mail bill seeks to encourage the employment of swifter steam
ers on regular routes where the interests of trade demand a 
fixed-schedule sen·ice. Ships of both classes are requisite to a 
well-balanced merchant marine. By the terms of existing law 
vessels receiving one form of compensation can not receive the 
other. 

Nothing can be clearer and more undeniable than that cargo 
ships under the American flag can not under normal conditions 
compete with foreign ships manned and maintained on a lower 
wage scale without substantial aid from some source. The dis
tinguished Secretary of the Treasury, Mr. McAdoo, officially ac
knowledges this truth in his proposal for Government ownership 
and control of merchant shipping. There is no dispute about 
the fundamental facts ; the only question is, How shall this essen
tial aid be best administered? 

I believe that the plan proposed in the bill which I have intro
duced-a plan originated some years ago by the eminent Sen
ator from Maine, Hon. William P. Frye, who devoted the best 
years of his public life to a profound study of American ship
ping-offers the best solution of the problem, the most straight
forward, economical, and effective. The number of miles tra
'\"ersed by a ship of given size in our export trade most accu
rately measures the value of the commercial service which she 
is performing for the American people. If in addition to deliv
ering American goods the ship in design and construction is 
capable of rendering further service as an auxiliary to the fight
ing fleet in war, she has a double claim upon the favorable con
sideration of the nation whose flag she bears. There is one way, 
and one way only, 'in which we can secure these valuable ocean 
ships in the numbers essential to the promotion of the commerce 
and the maintenance of the national defense, and that is by 
equalizing the conditions of competition between American ships 
and foreign ships-bet-ween American and foreign seamen. 

This the proposed bill does through the compensation offered 
to cargo ships and mail ships in return for fitness and readiness 
to respond to the call of the Nation in time of need. To deny that 
the United States ha& the right or the power to pay such com
pensation as this-such subsidy, if you will-is to deny to the 
United States the right or power of self-defense. 

A CASlll IN POINT. 

The rate of compensation for: cargo vessels of ordinary com~ 
mercial speed proposed in the bill which· I have introduced is, 
as I have stated, 1 cent per gross registered ton for each 100 
miles covered in the outward voyage ft·om a port of the United 
States to the foreign port or ports of destination. Let us 
apply this rate to the actual case of the steamer of 5,000 tons 
carrying capacity-a typical freighter of moderate tonnage, 
of which there are hundreds now operating on all the seas of 
the world. 1\Iore steamers of about 5,000 tons carrying capacity 
are probably to-day employed in the over-seas carrying trade 
than of any other class or capacity. The American-built 
steamer Pleiades is a ship of this description. With 5,000 tons 
carrying capacity her gross registered tonnage, according to 
the Bureau of Navigation, is 3,753. It is the estimate of the 
bureau that a cargo steamer of this kind, of a speed of 10 knots 
an hour, will Co'\"er about 42,000 miles outward and inward tn 
a year of ordinary · service, which would be equivalent, in 
round numbers, to a total mileage outward of 21,000. 

At the rate of 1 cent per gross registered ton for every 100 
miles sailed on the outward voyage such a steamship would 
receiYe in compensation under the proposed bill the sum of 
$7,881.30 a year, or $656.77 a month. 

Now, it happens that the difference in wages, according to 
the comparative table already presented, between the American 
cargo steamer of 5,000 tons carryirig capacity and the typical 
British cargo steamer of the same tonnage is $660.34 a month, 
or $7,924.08 a ye-.ar, which corresponds very closely with the 
compensation proposed in the bill for the American steamer, 
based on her fitness and readiness for the naval-auxiliary 
service of the United States in war. 

If a still larger steamer were selected for the purpose of com
parison, it is possible that the compensation provided might 
be somewhat more than the difference in wages instead of a few 
dollars less, as in the case of the steamer· of 5,000 tons capacity. 
I do not profes that the rate proposed will fit with ex:actness 
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the case of every American shjp in over-seas trade, but I do be- sidies were granted, originally by a Democratic Congress, on 
·lieve that the rate is as close an approximation as can be se- the recommendation ·of a Democratic President, 1\Ir. Polk, to 
cured to the average difference in the wage cost between Ameri- American steamship Jines to Europe and the "res~ Indies and 
can and the better class of foreign-cargo steamers run at the between both our North Atlantic and Pacific ports ami the 
average commercial speed. Isthmus of Panama. That legislation was approved by men of 

TRANSATL.lXTic MAIL sEnvlcE. all parties and was entirely successful in the rapid increase of 
Now, a word in regard to the ocean mail lines. The existing American steamship "tonnage, which for a while exceeded the 

ocean mail law of March 3, 1891, has received a great deal or growth of British tonnage. But it is a matter of history-and 
consideration in this Chamber in the past 8 or 10 years in con- sorro'\\-ful history-that that ocean mail legislation was d~ 
nection with efforts to amend it and increase the proffered rates stroyed in the fierce sectional struggles in Congress that pre
of compensation on routes to South America and elsewhere, ceded the Civil War. 
where no fast, regular Jines of American steamers haye been The proposed amendments of the existing ocean mail law em
established. The law of 1891 has saved the American mer- body an application of principles that have worked satisfac
chant marine from almost absolute desh·nction in the foreign torily in our own experience and in the e:Kperience of all other 
trade of the United States. It is to this legislation that the great maritime nations of the world. Swift and regular ocean 
Amer.ican people owe the existence not only of several West ~ail serv_ice in ship~ of more than ordinar;r comm~rcial s~ed 
India lines bnt of the one American line of mail, passenger, IS a particular serv1ce re~dered to the Na~wn, which reqmres 
and freight steamers to Europe-the St. Lo·uis, St. Paul, New and deserves fit coml?ensation from the N~twnal Treasury .. We 
York, and Philadelphia, running weekly from New York to j have offered a certam rate of ~ompensatwn for man~ years on 
Great Britain. This line has proved to be of inestimable value the long routes to South Amenca a?cl across the Pac1fic <?cea?· 
to the United States during the present war. While fast G€r- These .rates llaye not proyed sufficient to cr~ate and mamtam 
man liners have wholly disappeared and most of the swift ~ ~ervice under the American flag. In t;he light of these facts 
British and French ships have been \Vithdra'\\<-n to serve their ~t IS . the part of prudence a?d of patr~otlsm to offer a prop~rly 
Governments, the American steamers haye maintained an un- mcreased rate of compensatiOn that w11l produce such a service. 
interrupted service, week after week, carrying the United States FOREIG:-1' sHIPs ·EvEn u CHEAP." 
mails and offering absolute protection to the liyes of American Every argument that has been made in this Chamber for 
passengers and the property of American merchants. ocean mail arid similar legislation, to give national aid and 

My only regret is that these American liners are so few f and encouragement to the American merchant marine, has been 
that new, larger, and swifter ships have not been constructed .. absolutely confirmed by our national experience since the out
The manager of the American trans-Atlantic service, Mr. P. A. S. break of the great war in Europe. Once there were Senators 
Franklin, of New York, has stated on se~eral occasions that his who were disposed to question the need of an American ocean 
company stood ready to match the .Mauretania and Lusitania, shipping. I have heard Senators express the belief· that so 
of the Cunard Line, if equivalent aid and encouragement were long as foreign shipowners were carrying our commerce cheaply 
of~t=.!red by the United States. I believe most earnestly that the it was just as well that they should be allowed to do so, and 
time bas come when the Stars and Stripes should be borne by that it was best that our country should make no effort to par
the greatest and noblest ships on the Atlantic Ocean, and with ticipate in ocean navigation. However plausible that argument 
this end in view I have inserted in the proposed bill an amend- may have seemed in time of ~ace, this war has utterly and 
ment to the ocean mail law offering a compensation not to ex- forever shattered it. We have discovered to our cost that a 
ceed $10 a mile on the outward voyage to ships "of a speed cheap service in foreign ships may in the end prove a most 
equaling or exceeding that of the fastest foreign vessels in the exb·avagant service. 
same service." I do not profess that this proposed compensation When war came the German merchant marine vanished from 
is altogether an equivalent to the very generous encom·agement the ocean, and the best steamers of Great Britain and her 
extended to the Cunard I.Jine l.ly the British Government, which allies were immediately "commandeered" for the military or 
lent to the Cunard management out of the British treasury a naval service of their Governments. If there had been a great, 
sum understood to be about $13,000,000 for the building of ·the adequate merchant shipping under the American flag, this shlp
Maurctania and Lusttania, on which there was required only ping, whose first interest and duty '\VOuld have been to serve 
the very low interest rate of 2t per cent. At the same time the the American flag, with additions from our great coast fleet, 
British Government gave to the Cunard Co. for 20 years a sub- would have sufficed to save American ocean trade from serious 
sidy in round figures of $1,100,000 a year, or sufficient to repay injury. But with American ships carrying less than 10 per 
the entire loan with interest. In other words, the Ma1u·etania cent of our commerce, and foreign ships, principally British and 
and Lusitan ia were virtually given to the Cunard Co. by the German, carrying the remainder, before the war began, it was 
Government of the United Kingdom. inevitable that sooner or later the condition that now confronts 

If the maintenance of an unexcelled mail, passenger, and fast- us should arise, when grain and cotton and other export prod-
. freight service across the North Atlantic, and the strengthening ucts are piling up day after day on steamship docks and in rail

of the naval reserve by the swiftest ste[lmers in existence are road yards for lack of tonnage to deliver them to over-seas 
worth so much to the United Kingdom, a superior service under customers. 
the American flag is worth something to the United States. I Moreover, the American people, arousing themselves to the 
believe that the creation of American ocean mail ships, excelling need of national preparedness, are dismayed to find how small 
even t11e splendid Cunard ships, would be abundantly worth the and feeble is the existing auxiliary Navy under the American 
subvention I have proposed. flag-for through many years we have been paying many millions 

LI!\ES TO souTH AMERICA A~J> THE ORIENT. in mail, passenger, and b·eight money to maintain the auxiliary 
Though some American cargo steamers are now running under navies of foreign Governments. 

the abnormal conditions of the war to Brazil, Argentina, Chile, No longer is the plea heard in this Chamber that if foreign 
and Peru, no swift and regular line of American steamships car- ships can carry our trade at " cheap " prices they ought to be 
rying the United States mails under the law of 1891 has been allowed to do so. Never again will that argument be heard from 
establi~hed to any of these great countries of the Southern the lips of an American Senator. The blindness of it, the folly 
Continent. Some months ago the Pacific Mail service, which was of it, have been made forever manifest. After long years of con
given up when the seamen's bill became a law, was temporarily troversy and hesitation we have all come together at last in 
revived with much smaller and inferior steamers, but any pro- frank recognition of the fact that an .American merchant marine 
posal to strengthen the American merchant marine would be is as essential to this Republic as an American Navy, of which, 

- incoruplete without generous provision for swift, superior steam- indeed, merchant auxiliaries are an indispensable part. I 
ship service nuder the American flag to Japan, Chlna, and the have offered the bill for whlch I am invoking the friendly con
Philippines. Tile measure which I have the honor to present sideration of the Senate because out of many years of conscien
offers an increase of compensation from the rate of $2 and $1 tious study of the question I am deeply convinced that this 
a mile, respectively, fot· vessels of the second and third class, measure points the better way. 
to not exceeding $4 and $2 on routes to South America south BOTH ARE sunsmY BILLs. 
of -the Equator, and to Japan, China, and the Philippines, and . It is a subsidy bill. But, if I mistake not, the word" subsidy" 
also to Australasia, whither an inferior American steamship has lost most of its power to affrigbt the American people, even 
service now runs, recently revived under the law of 1891, but the people of our inland States, whose grain and provisions can 
contending under heavy handicaps against subsidized British not be marketed because of a lack of ships to carry them to 
competitors. Europe. The loss which the West and the South are now suffer-

ocEA::-< MAIL r.n: c:xnER NEW POLICY. ing because of our long neglect of our own merchant shipping 
Ocean mail compensation or subsidy is not a new departure mounts flU' up into the millions and would pay subsidies for a 

in the practice of the United States. 1\Iany years ago mail sub- hundrEd years. 
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The whole Nation is now face to face with the demonstrated 
truth of the proposition that national aid to American ships is 
not merely a matter of concern to the ocean States that build 
and own them, but is as valuable to Minnesota and Nebraska as 
to Massachusetts, to Kansas and Texas as to Pennsylvania. 

Both the bill urged by the President and his Cabinet and 
approved by Democratic Senators and the bill which I myself 
offer are subsidy bills. They are both based upon the funda~ 
mental proposition that national aid is necessary to enable 
American ships to meet the competition of the low wages and 
t:ije subsidies and bounties of foreign Governments. You will 
find this fact stated in express terms in every address which 
the Secretary of the Treasmy, Mr. McAdoo, has delivered on 
behalf of the proposed legislation of which he is the champion. 
He points out everywhere and always the fact that the wages 
and standards of living are lower on foreign ships, and that 
subsidies are liberally paid by foreign nations. Then, he con
tends that these adverse conditions can be met only by the 
wealth and power of the Government of the United States in 
building or purchasing steamships of its own and operating 
these ships in foreign commerce out of funds from the National 
Treasury. or, as a possible alternative. in some cases of leasing 
the Government ships to private shipowners at a low rental 
that will enable these shipowners to operate them without dis
nster. 

In either case, under the Government-ownership bill or under 
the bill which I have introduced, the difference between the cost 
of operation of foreign ships and of American ships, due to 
low foreign wages or foreign subsidies or both combined, is to 
be borne by the Government of the United States on behalf of 
nll of the people of the United States, some of whom are to be 
admitted by the Government as fellow stockholders in Govern~ 
ment shipping corporations. 

These Government-owned ships are to be as distinctly sub
sidized ships as the cargo vessels and the ocean mail liners of' 
the alternative measure which I have presented. Under the ex
isting ocean mail law and the restrictions provided in regard to 
_cargo vessels in the proposed bill, that they must be fit for 
auxiliary , service, carry American boys, and be held at the dis
posal of the Nation, the Government would be able to wield 
a considerable measure of control over these American vessels. 
If further and reasonable precautions are necessary to guarantee 
that these privately owned ships shall everywhere and always 
serve the public interest, I am willing that such precautions 
should be enforced by Federal law. But I wish again to em
phasize the fact that both of these alternative measures before 
the Senate are national-aid measures, subsidy measures, and 
that no criticism of the subsidy policy or principle can here
after come from those Senators who have already committed 
or are prepared to commit themselves to the support of the 
legislation so eloquently urged by the Secretary of the Treasury 
and by the President himself. 

LESS COSTLY, MORE EF.FECTIV.». 

Of the two proposals, I prefer the plan which I have intro
duced-first,-because it conforms to tried and established policies 
and methods which have proved successful in the experience of 
other maritime nations, nations that can · now have no possible 
reason or excuse to retaliate, and, second, because I believe that 
the bill which I offer is the more direct and effective, and in the 
long run will prove the less costly to the Government. 

The control and management of commercial shipping is a 
complex, difficult art, in which our Federal Government has 
had practically no experience, for the one small Government line 
to the Isthmus of Panama has been a mere auxiliary in tlie 
work of canal construction. and has not been a financial sue~ 
cess. My own plan would leave the design, building, and main~ 
tP.nance of our ocean ships in the hands of the men who have 
been trained from youth to this particular business. I beliE've 
that these men., of whom there are hundreds in America, may 
well be trusted to operate these ships not only with more 
economy but with more alertness, vigor, and enterprise than 
could any cumbrous machinery provided in our Government 
itself. I believe that where the plan which I have outlined would 
cost the Treasury one dollar Government ownership and oper~ 
ation would cost the Treasury many dollars, or that if the 
expendittu'e were equal the plan which I advocate would 
provide many more ships, would create more trade, and 
would insm·e a far stronger addition to the American auxiliary 
navy. 

The sum of $2,000.000 annually, it is estimated, would pro~ 
vide the proposed mileage subsidies to all the ships fit for 
auxiliary; na,Tal service and now regularly engaged in ov~r-seas 
commerce under the American flag. An ocean mail expenditure 
of $3,000,000 a year, as I have shown to the Senate in previous 
years, would create splendid American ocean mail lines to 

South America, Australasia, and the Orient. All of these sums 
and undoubtedly larger sums would be required under the Gov
ernment-ownership plan to equalize conditions on American 
mail an~ cargo ships against the competition of foreign ships 
and fore1gn Governments. And in addition many millions more 
would have to be taken from the Government Treasury to build 
or buy the ships which it is proposed that the Government 
shall own. Under that plan the Government would pay all the 
subsidies and run all the risks. Under the plan which I pre· 
sent the Government would pay the subsidies and would equal· 
ize conditionR, hut there it would stop; thE' risks and liabilities 
would have to be assumed by the steamship management and 
stockholders. 

Though, as I have said, a majority of the Merchant Marine 
Commission in 1905, after its long inquiry, could not approve a 
revival of the historic plan of preferential duties, nevertheless 
I personally would not be averse to giving that plan a full and 
fair trial at the present time if no other plan could be adopted 
and with that end in view I have offered a comprehensive bili 
along these lines. Certain it is that in our own national ex
perience from 1789 for many years after-wards preferential 
customs and tonnage duties wrought a magnificent growth of 
the American merchant marine in foreign commerce. I realize, 
of course, that tariff and other conditions were more favorable 
then than now, and that there were no commerc-ial treaties 
trammeling the maritime policy of the United States, but these 
commercial treaties have been and can be modified in many 
particulars. They can even be abrogated, and it may prove 
th.at they will have to be abrogated at the end of this war in 
order to give proper freedom to the 'maritime advancement of 
America. 

After all~ it is the object we seek-the restoration of our mer
chant shipping-which is the important consideration-a con
sideration so important that as patriotic citizens we must rur 
approach the subject in an open-minded spirit of give and take. 
Preferential duties, with all their difficulties, are certainly far 
preferable to Government ownership and operation, to GoYern
ment participation in a purely commercial trade. 

The moment that the Government, with all its wealth and 
power, goes into the ocean steamship business.,. that moment 
there falls a paralysis on private enterprise and personal initia· 
tive; for no shipowners, however capable, no steamship cor
porations, however rich, would ever dare to enter the field of 
competition against the Congress and the Treasury o:f the 
United States. Success of the Government-ownership project 
means that ultimately the Government must own and operate 
all American ships in ever-seas commerce, that, in other words, 
this trade must be a Government monopoly. To many. and I 
believe to a great majority, of thoughtful American citizens the 
adoption of Government ownership of ocean shipping will mean 
a threat of Government ownership and controt of other great 
national industries and a violent departure toward blind and 
destructive State socialism, the end of which no man· can now 
foresee. 

Mr. President, as I suggested in the beginning, I will on to~ 
morrow, or at the first favorable opportunity. take occasion to 
discuss the bill that is now before the Senate, and which I have 
only touched upon casually in the observations I ~ve made 
to-day. 

Monday, August 14, 1916. 
Mr. GALLINGER. Mr. President, on Friday last I addressed 

the Senate briefly on the history of attempted legislation by the 
Republican Party in behalf of the American merchant marine, 
and to-day I will occupy a little time in examining the salient 
features of the bill now under consideration. 

Alexander R. Smith, of New York, a noted writer on marl~ 
time affairs, in a recent communication to the New. York Sun, 
declares that the ostensible purpose of the administration 
shipping bill is to h€lp. restore Am€rican shipping to foreign 
carrying, but its real result will be to deliver over to foreign 
shipowners and foreign shipbuilders the control of our coast~ 
wise carrying, the cream of our domestic maritime business. 
'" Everybody knows," says 1\Ir. Smith, " and no one bette1· than the 
administration, that to appropriate $50,000,000 with which to do 
a work that would require from $750,000,000 to $1,000,000,000 is 
to attempt the impossible, and yet it is doubtful if the last-named 
sum would suffice to replace with American ships the foreign 
ships now engaged in our foreign carrying." 

And in this connection I want to say here and now that it 
this money is to be expended I want a part of it to go to New 
England, because I know that if this bill becomes a law the 
bankers of New England will not listen to any proposition to 
advance money for shipbuilding -while the Government is in 
competition with them. 

On that point I beg to quote from a letter just received from 
Mr! H. D. Cleveland, of the Boston Pacific Line, a gentleman 

. 
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who has had much to do with raising capital for shipbullding 
purposes. 1\lr. Cleveland says:. 

At the request of the merchant marine committee of the Boston 
Chamber of Commerce, I wish to detail to you the facts in regard to 
proposed developments here in Boston as effected by the administra
tion shipping bill. . · 

This company, at present owning no steamers, has at great expense 
had plans drawn for a fleet of steamers to operate from thls port 
through the Panama Canal to Pacific coast ports. The money for this 

' !development is available, bnt ~wing to the administration s~ipping 
bill and the uncertainties as regards the future in connection mth the 
regulating features and the menace of Government operation, we have 
been compelled to postpone our plan.s pending le~slation in W!ishingt<?n. 

The main difficulty encountered ts in persuading our banking affilia
tions that we were not going to be so regulated that we could not at 
the start be sure of a successful operation, for tho.se who have oper:1;ted 
on the ocean know that the first year or two IS very problematical 
until such time as the proposed service reaches its normal flow. 

In connection with this development there are a group of men who 
have been interested in shipbuilding who were prepared to start a new 
yard if given the contract for building these boats. 

l\!r. Franklin, of New York, a gentleman who app1·oves of 
some features of the pending bill, especially the provision which 
creates a shipping board, bas pronounced opinions on the Gov
ernment-ownership proposition. In a recent letter to me, Mr. 
Franklin says : 

I am opposed to Government ownership; it will not create an 
American merchant marine, but simply establish services between cer
tain specified ports, and would probably result in the withdrawal of the 
existing services between those ports, and create antagonism and 
jealousies in other ports. It would be impossible to interest capitalists 
fn shipping, as they would be afraid that the Government might estab
lish services in competition with them. 

In a recent letter received from Mr. 0. S. Dearborn, president 
of the American-Hawaiian Steamship Co., I am told that that 
company is distributing its surplus earnings to its stockholders 
rather than applying them to new ships, in the belief that this 
bill, which P.1r. Dearborn calls "the most vicious legislation that 
was ever attempted," is to be passed. Mr. Dearborn ::::a_ys that if 
his company believed that the Government would operate a serv
ice in our coast-to-coast trade, doing business at a loss, as they 
did with the Panama Railroad, rates being dictated by shippers, 
they would be derelict in their duty to their stockholders if they 
did not dispose of their fleet at the present fabulous prices being 
paid by foreigners, and he adds that they have just sold two 
new 9,000-ton steamers. 

Facts like these ought to be of sufficient weight to defeat the 
bill, but evidently the eyes of Democratic Senators are closed 
to every consideration except that dictated by the President 
and indorsed by a Democranr caucus. 

So far as I have observed, almost every leading newspaper 
of the country is in opposition to the proposed legislation. 

The New York Herald aptly denominates the pending bill 
"An old snake in a new skin," and the New York Evening 
Post, in reviewing the optimistic utterances of Secl'etary of 
the Treasury McAdoo, alludes to him as " Col. Sellers rein
carnated," both of which criticisms seem to be justified by the 
facts. 

It is proper that I should call attention to the circumstance 
that in a referendum taken by the Chamber of Commerce of 
the United States there was an overwhelming majority of the 
members of the chambers of commerce and boards of trade of 
the country who declared themselves opposed to the principles 
of the administration ship-pm·chase bill. 

In answer to the question, " Do you favor the Government 
undertaking the purchase, construction, or charter of vessels 
for mercantile purposes, together with the operation of such 
vessels," the vote was 600 against and 82 in favor. · 

In answe1· to the further question, " Do you favor the owner
ship of merchant vessels by the Government, and operation by 
private parties under lease," the vote was 711 against and 54 in 
favor. 

In answer to the question, " Do you favor subsidies from the 
Government sufficient to offset the difference in cost between 
the operation of vessels under the American. flag and under 
foreign flags in the deep-sea trade," the vote was 508 in favor 
and 186 against. 

In answer to the question, " Do you favor subventions by 
the Government to establish American mail and trade lines to 
countries in which the commercial rnterests of the United States 
are important and to American dependencies," the vote was 
718 in favor and only 18 against 

That certainly is a remarkable demonstration of the fact 
that the business interests of the country are absolutely op
posed to the legislation now under consideration. 

The New Orleans Association of Commerce had this matter 
under consideration, and made the following report: 

Your special merchant marine committee begs to report as follows: 
We have considered House bill 15455, Sixty-fourth Con~ess, first 

session, a measure known as the Alexander bill, " to establish a United 
States shipping board," etc. 

It is our opinion that the association of commerce, th1·ough its 
board of directors, should go on record as reaffirming its position on 
this bill in line with its vote on referendum No. 9 of the Chamber of 
Commerce of the United States. 

The vote of the association of commerce on this referendum was 
as follows: 

1. The association of commerce voted as bei~g oppoSed to the 
Government undertaking the purchase, construction, or charter of 
vessels for mercantile purposes, together with the operation of such 
vessels. · 

2. Opposed to ownership of mirrchant vessels by the Government, 
but with operation by private parties under leases. 

3 In favor of subsidies from the Government sufficiQnt to offset the 
differences in cost between operation of vessels under the American 
flag and operation in the same deep-sea trades under foreign flags, 
provided that the navigation laws of the United States can not be 
changed or some other way be found to accomplish the same purpose. 

4 In favor of subventions from the Government to establish regular 
maii and freight lines under the American flag to countries in which 
the commercial interests of the United States are important and to 
American dependencies. 

I want to repeat, Mr. President, that that was the action of 
the merchant-marine committee of the New Orleans Assoc~ation 
of Commerce, which was approved by the board of directors of 
that great body. 

The New Orleans Board of Tr·ade (Ltd.), when the former 
bill was under consideration on December 29, 1914, declared as 
follows: 

It would be a startling and dangerous step toward socialism, and, if 
the Government succeeded in starting on a small scale, it is difficult to 
foretell to what extent thiS dangerous precedent might lead. 

The enactment of such legislation would be a serious blow to our 
Ameri(-an merchant marine, in that it_ would destroy the initiative on 
the part of private capital, and no one would think of attempting to 
build buy or operate merchant vessels in competition with the United 
."tate's Go~ernment, and the private-owned vel?se~s. which are now under 
the American flag would, in our judgment, diminish to such an extent 
as to actually reduce the aggregate tonnage of the American merchant 
marine rather than to increase it. 

we do not believe 1t would be a business proposition for the Govern
ment to engage in the steamship business, as, in our judginent, it 
would prove an expensive failure. We seriously doubt if, after _ the 
Government had taken 51 per cent of the capital stock of any corpora
tion organized for the purpose of taking advantage of this bill, ind.i· 
viduals would take the other 49 per cent. It is a well-known fact that 
the operation of the Panama Railroad steamers from New York l}aS 
proved an expensive undertaking for the Government, notwithstandmg 
they were in a better position to provide these ships with tonnage and 
passengers than any private corporatidll. 

The Philadelphia Maritime Exchange, in a protest dated 
December 31, 1914, said: 

That the proposed legislation would place the ~~vernment in dir~ct 
and complete competition with a nmnber of our citizens who, with m
vestments of many millions of dollars, are engaged in a business ess~n
tially private in character and readily controllable both by competition 
and governmental regulation. No private enterprise, however capably 
and economically administered, where the management is accountable 
to its stockholders, can compete with the Government in the same 
industry where there is no such accountability. 

Furthermore, the Philadelphia Maritime Exchange went on 
record as declaring its opinion that-

'The ownership and operation by the Government of merchant >cssels is 
a backward rather than a forward step, and will not only discourage 
but destroy all private jnitiative in the direction so earnest ly desired. 

Let me call the attention of Senators to the policy that 
France has recently adopted on this subject. A year ago a 
project for Government ownership of merchant shipping ap
peared in France, and at first commanded some signs of popu
lar favor. But careful examination of the subject quickly oe
stroyed all the support which the project had received. Min
ister of Finance Ribot and Minister of Marine Lacaze, whose 
approval of the measure was nece.<::sary, pronounced against the 
plan aft-er having examined it, and the bill authorizing the State 
to purchase a merchant fle~t of 50 ships was thereupon with
drawn from the Ohamber of Deputies, being condemned as both 
ineffective and extravagant. In substitution for it a plan was 
prepared to aid French shipowners by careful loans of public 
funds to increase the number of their ships and to meet the 
emergency which the war had brought upon French commerce. 

In the Commerce Reports of the Bureau of Foreign and Do
mestic Commerce for February last there appeared a descrip
tion of the new plan prepared by Mr. Charles W. A. Veditz, 
commercial attach~ at Paris, who said: 

A measure tending to strengthen our merchant marine should be 
passed without delay. 

While the war lasts we may reap the advantages of being able to 
benefit French commerce by recovering, in part, the heavy tribute 
which we are paying to foreign shipowners in the form of marine 
freights. · 

Alter the v:ar our maritime commerce will need a number of ships 
sufficient to insure a continuation of the services her etofore maintained 
by our <·ompanies and to make possible the orga nization of new lines. 
It is on this condition only that the economic life of France will be 
able to recove r and to create large resources necessary for the work of 
national r-ehabilitation. 

Our ports will be visited by a larger number of ships from now on . 
and the free play of economic laws will tend to lower the freights. 
Furthermore, the proportion of French tonnage in our foreign trade 
will be larger, and action by the Government, if demanded by circum
stances, would be of greater effect in the domain of transportation. 
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The vici~sitmlcs of war June reduced the effective strength of our 
mcn·hnnt fleet. ~'he str('uuous service to which our ships have been 
sul>jeetetl sinc(' .August. 1!>14, the resulting wear and tear, the impossi
bility of reopenin~ our shipyards before the termination of hostilities-all 
this compels us, if we would be ready in tln1e, to obtain without delay 
a number of ships from other countries to replace those lost and to 
supplement those in actl>c scr>icc. 

In its earnest desire to improve the conditions under which the 
country procures its food supply, to stop the waste of the national 
wealtJ1, and to secure the fuhne of our merchant marine the Govern
ment has examined variou · solutions proposed. It is of the opinion 
thnt the end sought can only be achieved by encouraging pri>ate 
initiative and giving aid to shipowners in order to induce them to buy 
ships in allied or neub·at countries. 

~'he granting, under proper guaranties, of loans repayable in annual 
installments, and the determination of a fixed sum to be paid as in· 
demnity in case a ship so acquired shouhl be requisitioned by the Gov
ernm~>nt, arc the measures which will best meet the present nPeds of 
the shipowners. '.fherc seems to be no doubt of the general utility of 
these measures, as the shipowners will be under the double obligation 
of J;:ceping the ships so acquirefl as part of our merchant fleet for five 
years at least and of employing them in the French import trade 
until the crisis now prevailing in maritime transportation shall have 
moderated. 

Some of the provisions of the proposed law are further tat-ed 
by l\11·. Veditz to be as follows: 

Until the expiration of 12 months after the conclusion of peace the 
Government may inve t a sum not exceeding 100.000,000 francs in 
loans to l!'rench shipowners, to cover a part of the sums necessary 
fot• the purchase of ships with mechanical propulsion, from citizens 
of allied or neutral countries. The interest to be paid on such loans 
shall be calculated at the rates chargetl by the Bank of France on 
loans on securities. Xavigation companies possessing a fleet of 20,000 
tons or more may recei\'e 70 per cent of the purchase price; those 
posseRsing a smaller fleet 80 per cent. 

After making provision for repayment by the shipowners the bill 
pro>ides that Gon•rnment experts shall inspect the ships, which must 
be seaworthy and in good condition. Article V indicates the formall
tles to be complied with by the shipowner deslrin~r to obtain a loan, 
the shipownet· being obliged, among other things, to give the State 
a first mortgage on the ship after it has been registered as French. 

AJ·ticle VI provides that in the case of a transfer of the ownership 
of a ship, made during the present war or within five years after the 
conclusion of peace, the owner shall pay a sum of money equal to the 
purchase price. lie is undet· the additional obligation, until the ex
piration of slx months after a treaty of peace has been si,.ned, to 
carry imports intended for 1rrcnch ports only, though one-fourth of the 
cargo may be carried to allied or neutral countries. Similar provi
sions are made for owners of tugs and fishing vessels. 

And. finally, the indemnity to be paid for ships RO acquired when 
requisitioned by the Government shall be determined in accord with 
the prevailing charter rates, reduced by 15 per cent. 

It \Yill thus be seen, l\Ir. Presiclent, that the French Gorern
ment, after fully cliscu ing several suggestions that were pre
sented proposing that the Government should enter upon the 
purchase of sbip and should operate them unuer the terms that 
the Government might provide, decided them adversely, and 
that instead a large loan was authorized to be made to ship
owners on very liberal terms, so as to increase the merchant 
fieet of France in that way. 

lT.1LY TI..\S SCHEME FOr. SHIP SUBSIDIES. 

Only four days ago the New York Herald had a dispatch from 
Rome which is of very great significance in this debate. That 

·dispatch says: 
The ministry to-day-
That is, the Italian ministry-
The ministry to-day adopted the following measures designed to 

effect the bullding up of the national merchant marine and relieve 
AJhippers from the burdens of high freight rates: 

l::lhips bought abroad by Italian citizens or companies within the next 
two years will be exempt from taxation for a period of three years. 
Ships built in Italy tlurmg the same period will be exempt from taxa
tion for four years; the materials for such ships will be permitted to 
enter free of dut;r, and subsiilies will be paid of $16 a ton on the hull 
and $20 on machinery. 

Ships built under the provisions of the act will be liable, however, 
to req-uisition by the Government for one year, and such ships must 
also remain under Italian l'egistration for five years. 

The interesting feature of thls proposition is the full provision for a 
direct Government bounty to Italian-built ships of 16 a ton on the 
hull and $20 on the machinery. Section 9 of the Government-owner
ship bill would then bring American shipyards into competition for 
the l>nilding of Government-owned ships, for both foreign and coast
wise trade, with Italian shipyards, which, under this provision, wlll 
receive from their Government $80,000 on a ship of 5,000 tons and 
conRitlerably more on the machinery. 

Section 9, therefore, forces American shlpyards into free-trade 
rivalt·y, so far as Government-owned ships are concerned, not only 
with foreign :rards but with the treasuries of foreign Governments. 
France and Austria have similar provisions for direct Government 
bounties to ships built and engined in native yards, and ;rapan has 
the same. 'l'his proposition, under the circumstances, may well be 
described as free trade run mad. 

In the Commerce Reports of Friday last Commercial Attache 
William C. Don·ns, writing from Rio de Janeiro, gives the follow
ing information concerning a subsidy for Brazilian coastwise 
nayigatlon, "·hich is deserving of very serious consideration. It 
shows that the South American countries are following the 
example of the great maritime nations of the world in subsidiz
ing their steamships. Mr. Downs says; 

Ac<'ording to th~ new contract between the Federal Government of 
Brazil and the State of Bahia, approved by the President of the Repub
llc on ::\lay 31, 1!)16, an annual subsidy of 270,000 paper milreis (about 

$67,500 United States gold) is grant<'d for the mainten:mce of con. t
wise steamer services from the port of Bahia. ~'his sub ·idy is divided 
as follows: 

1. For two round voya~Ps per month betwe<'n Bahia ancl Pernam
buco, with stops at Estancia, Aracaju, Villa. ·ova, l'eneclo, anll l\Iaceio 
131,588 milreis ($32,897) for 22,224 mile><. ' 

2. For one round voyage per month betwePn Bahia antl Belmonte, 
stopping at Marahu, Rio das Contas, llheos, autl Canu-twleiras, 31,832 
milrcis ($7,958) for 5,376 miles. 

3. For two round voyage. per month between nahia. and l\Iucury, 
stopping at Ilheos, Cannavleil'aR, .Portp Seguro, and other small ports 
106,580 milreis ( $26,(}45) for 18 000 mileR. ' 

This service wlll be maintaineti by seven steainers. 
It is true that the sub ·idy gi\en by Brazil to its coastwise 

ships is not a very large one, but it nevertheless emphatically 
shows the difference in the policy of that GoYernment anu om •. 
Brazil subsidizes her coastwise .·hip.·, while we propose to open 
our coastwi ·e trade to ships that under existing laws are not 
entitled to such privilege. 

On January 30, 1915, a wry inter sting communication 
appeared in the London Spectator, as follows: 

THE AMERICAN GO"\"EUX:.\IEXT .\S A SIIIPOWXEU. 
To the EDITOR OF TH~ SPECTATOR : 

Sm: Your correspondent, "A Jeffer- onlan Democrat," aRks in l1is 
letter under the above title in the Spectator of January 16 whetht>r there 
is any modern precedent for State ownership of n. merchant ma.rine. 
One is to be found in Australia, where the labor factions have had a 
good run of late. Accortllng to the Shipbuilding and Shipping Rccor41 
of August 6 last, the Fisher government some two and a half years 
ago bought a steamer, _the Stum·t_. f1·om a private company for £10,400, 
and another £5,900 was expended in refitting her. She earned in two 
years £2,381. and was sold last summer for £6,200, the estimated loss 
of £10,000 falling on the shoulders of the electorate. Another State
owned steamer is the Western Australia, purchased in 1912 by the labor
governed State bearing the same name. She was bought for £39,500, 
and altogether cost about £73,000. The government was then trying 
to sell the ship for £45,000. There arc, of course, other instances, 
particularly where a shipping company has been so backed u.p, sub· 
sidized, and financed by a State as to make the concern to all mtenb~ 
antl purposes a State-owned company. One of this class is the Lloyd 
Braziliero fleet, which the Brazilian Government put up for sale last 
year, without, however, finiling a purchaser. 

I am, sir, etc., SHIPOWNER. 
(Our correspondent forgets an earlier precedent, the London County 

Council's attempt to run a fleet of passenger steamerlil on the Thames. 
The result is never mentioned in progressive circles in the metropolis.
Editor Spectator.) 

That same paper, l\11'. President, one of the great papers of 
Great Britain, in February, 1915, contained this editorial: 

All over the world experience has shown that the intervention of the 
State in any particular industry frightens away private capital. Amer
ican economists are fond of emphasizing this point when they contrast 
the American railway system, constructed by private enterprise, with 
the railways of India, constructed by Government enterprise. The 
disproportion of mileage is enormous and far greater than can be ex
plained by the difference, admittedly great, between the industrial 
conditions of the two countries. Therefore from the point of view of 
the British shipping industry we certainly hope that l'resident Wilson 
will persist in this bill, which might be briefly described as a scheme 
for handicapping American commercial enterprise by State competition. 

Under date of August 3, 1916, one of the great new papers of 
this country, the New York Sun, contained an article headed 
"Net tonnage cleared largest in history-... ·hipping total for fiscal 
year reaches 25,475,103." The entire article is as follows: 

Merchant shipping, American and foreign, cleared from seaports of 
the United States 25,475,103 net tons for I<.:urope, South America, Asia, 
Africa, Australia, and Oceania durin"' the fiscal year ended :rune 30, 
1916, was the largest in the history of the United Htates, notwithstantl
ing the European war, the capture of the port of Antwerp, the closing 
of the Black Sea, the blockade of the ports of the central powers, the 
withdrawal of the German and Austrian ves cis from trade, antl the 
dangers from mines and submarines, · according to figures compiled by 
the Bureau of Foreign and Domestic Commerce. 

Up to the :rear just closed the greatest volume of clearances from the 
United States for the over-seas contlnentsnamed was 24,872,403 net tons 
during the year ended June 30, 1914, just before the outbreak of the 
European war. Much of the tonnage 1n that year was space for pas
sengers on ocean steamers, while during the fiscal year just closed such 
fast steamers to a large extent had been withdrawn from trade to serve 
as allied transports and hospital ships, anti their places have been filled 
by cargo steamers. 

American shipping cleared for the over-seas continents tlul'ing the 
year just closed was more than threefold that in 1914, 2,448,30;:) net 
tons, compared with 745,242 net tons for the fiscal year 1914. The 
American net tonnage, a net ton being 100 cubic feet of closed-in space 
available for -cargo or passengers, cleared from the United States for 
these continents in the years ended June 30, 1914 and 191G, the foreign 
tonnage so cleared, and the combined American and foreign tonnage 
were as follows : 

American. Foreign. Total. 

1914 1916 1914 1916 1914 1916 

-
Clears for- Tonnage. Tonnage. Tonnage. Tonnagt. Tonnage. Tonncgt. 

Europe·-····· 447,000 1,134,000 19,598,000 18,791,000 20,046,000 19,926,000 
South Amer-

ica .... _ ·-··· 192,000 94.j,000 2,237,000 1, 764,000 2,429,000 2, 710,000 
Asia ... _ ...... 72,000 131,000 1,165,000 1,4. 9,000 1,237,000 1,620,000 
Australia, etc. 28,000 157,000 724,000 59G,OOO 752, 000 753 000 
Africa ........ 4,000 79,000 402,000 384,000 406,000 -!64:000 

Total. ...... 745,000 2,448,000 24,127,000 '23,026,000 24,872,000 125,475,000 
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During the past fiscal year om shipping facilities (net tonnage) for 

the export trade to Europe have been the greatest in our historyt ac
cording to the report. Although the net tonnage in 1~14 was a rifle 
largl:'r-half of 1 per cent-much of that net tonnage m 1914 was for 
the passenger trade, as stated, which in 1916 was relatively small, and 
cargo space in 1916 was supplied to help meet the great volume of ex
ports. During 1914 th.e American Line mail steamers to Southampton 
and the Red Star Line passenger ships to Antwet:p were virtually the 
only American ships in trade with Europe ~ in 1916 American ships 
traded with the maritime nations of Europe, except Belgium and the 
blockaded central powers. The total tonnage clearances to France and 
Italy almost doubled, the clearances to Norway, Denmark, and Sweden 
more than doubled, and to Greece increased over threefold. The fol
lowing summarizes the net tonnage clearances to European countries: 

American. Foreign, Total. 

Destination. 
1914 1916 1914 1916 1914 1916 

Tonnage. Tonnage. Tonnage. Tonnage. 
511,000 . . . •. . . ... . 511,000 
943,000 1,131,000 

1, 763,ooo ·a;452;ooo· 1,763,ooo 3,636,ooo 
3,893,000 ........... 3,902,000 

Torm4ge. Tonnage. 
Austria-Hungary ................... .. 

~~~~::::::::: --~~:~. "i84;ooo· 
Germany ....... " 8 ........ .. 
Great Britain and 

Ireland ....... _. 241,000 "604, 000" 7,351,000 7,700,000 7,593-,000 8,304,000 
Greece........ ............... 5,000 93,000 345,000 93,000 · 351,000 

M:~~~lands:::::: ·-- ·s;ooo· 1~:~ t~~t:: f:~~ tm:ggg !:~~~:~ 
Russia in Europa. .... ...... 23,000 157,000 197,000 157,000. 22.1,000 

~~~iiuroiia,· ::: :::::::::: ~~;gg& ~~;~ ~;~ ~::: ~:~ 
Total....... 447,000 1,020,000 118,917,000 117,309,000 ~19,365,000' 18,325',000 

American shipping in trade with South. America has developed more 
-tapidly in. the past fiscal year than in any other direction. The 
.American to-nnage cleared· wa.-; almost five times- greater than in ];9~4, 
and in trade with Argentina: particularly the increase is notable. The 
withdrawal of foreign ships has been made good b:y increased American 
tonnage. The inc~ase in total clearances is partly due, of cour.se, to 
improved financial conditions in those countnies, except Peru, and to 
the removal of the risk. of destruction which checked trade with. South 
America tor some months after the outbreak of the war. The clear
ances 1.or South America follow : 

American. Foreign. 
li 

Total. 

Destination. 
1914 1916 1914- 191&. 1914. 1916 

Argentina. ..•..... 
Tonnuge. Tonnage. Tonnage. Tonnage. Tonnage; Tonnage. 

4,000 191.,000 611,000 575,000 616,000 767,000 

~~~~:-:::::::::: 62,000 2511,000 648,000 548,000 710,000 808,000 
44,000 236,000 482,000 355,.000" 526,00Q 592,000 

Colombia ... __ .... 109,000 m,ooo 74,000 272,000 183,000 
Peru •... _ ........ 48,000 32,000 42,000 50,000 91,000 83,000 
Uruguay ......... 7,000 54,000 93,000 121,000 100,000 176,000 
Venezuela ........ 23, 000 52,000 29,900 13,000 52,000 65,000 
Other South" 

America ...... . 1,000 9,000 57,000 24,000 59,000 33,000 

Total ....... 192,000 1 945,000 2,237,000 1, 764,000 ,2,429,000 2, 710,000 

That article shows, Mr. Pl-esident, that in spite. of the war 
the tonnage cleared' from ArnericaiL seaports- in the foreign 
trade during the fiscal year ended June 30, 1916'~ was the largest 
_in history, the American tonnage cleared in this over-seas trade 
·being more than threefold that of !914. This shows. :tlow much 
enterprise American shipowners have manifested in. building or 
buying new shipping, or diverting alf available vessels from the 
~oastwise trade. It is particularly interesting to note that the 
American tonnage cleared in the trade with Soutli America was 
.also five times greater than in 1914. These are practically all 
freight carriers, however, and not in any case a regular line 
service.. Such regular service can not possibly be established 
in time of war without subventions from the Government guar
anteeing protection. 

I have also, Mr. President, a most interesting article from a 
gl·eat American newspaper, the New York Journal of Com
mel·ce,. of August 10, 1916, headed " Decline in World's Steam
ship Tonnage." The entil'e ar.ticie is as follows: 

Statistics showing the numbeJ.: and. tonnage of steam vessels owned 
by the various nations of the world, contained i.If the new issue of 
Lloyd's Register, indicate that war losses. and the curtailment of new 
production have cansed n. slight reductio:n in th.e total since the begin
ning of hostilities. The numbe.r of vessels listed under date of June, 
1914, was 24,444, with an aggregate gross· tonnage of 45,403,877

1 
as 

compared with 24.132.. of an a~regate.. gross tonnage of 45,247",724 on 
June 30 .. 1916.. The sailing-shiP tonnage totals 3,435,412 tons now, 
comparea with 3,685.6'/5 tons two years agO", pointing toward the fact 
that there has. been lltt.l& eJrort to supply new tonnage- for that which 
has been lost, even though sailing ships ha.ve recently be-en operated 
with good p~.:ofi.t. . 

The United States lias made the greatest gain recorded by ·any nation, 
.a.s shown b:y: the figures. This increase bas been confined entirely to 
ocean-going vessels, which ha.ve- increased in :o.umber by 1.72 and in 
tonnage by 825,627 gross tons. To otl'set this, increase tbe.ce has been 
·a , slight declin-e- in the number and tonnage of American lake. vessels, 
-•ome of which ha>e been withdrawn for ocean . service. The ~hipping 

of the Philippine Islands has also decreased somewhat Taking these 
losses into consideration, the ~ain of the American merchant marine 
has been 147 steamships of 7.8o,137 gros.s tons. 

It is intP.resting to note that in spite ef the tact that Norway bas 
lost more ships due to war causes tha.n any other neutral nation, she 
shows the second largest gain, amounting to 139 ships of 306,547 gross 
tons. Japan's increase has been less than might have been expected, 
measured by 48 ships of 139,067 gross tons. 

It will be seen from the following table that the steam tonnage under 
the British fiag has decreased by only 59,825 tons, the French tonna.ge 
by 71,166 tons, while Russian steam tonnage has increased by 23,197 
tons, and Italian tonnage by 255,245 tons, so that, taken altogether, 
the allies have 147,451 tons m-ore than in 1914, while Austria and 
Germany have lost 1,405,421 tons. That these figures do not represent 
accurately the relative position of the bellig-erents is to be inferred 
from the absence ol definite information as to what ships Germany and 
Austria have been bulldmg, details of which wilt not be known prop-
ably until after the war ends. . 

'.rhe allies together own 27,292,011 tons., Germany, Austria, and 
Turkey 4,864,732 tons, and neutrals 13,090,981 tons. Great Britain 
still maintains a. long lead over all rival . maritime nations, as indi
cated by the Register, while the seagoing merchant fleet of the United 
States yields second place to Germany. The following table shows the 
number and tonnage of steamships owned in the countries listed on 
June 30, 1914, and on June so-~ 1916, as recorded by Lloyds: 

JIIllll, 1914. 

Number. Gross 
tonnage. 

British: , 
B nitad Kingdom.. . . . . . . . . . . . . . . . . 8, 587 18, 892; 089 
Colonies ... : ____ ............... -... 1,536 1,631,617 

American (United States): 
Sea. .... '...... ......... ............ 1,113 2,026,908 
Northern-lakes .................... · 579 2, 260, 441 
P~pine Isian.ds.. ............... 65 42,729 

Argentina ...... _ .... _,_.............. 2H 188,892 
Austro-Hungary..... .... . .. . .. . . .. .. . . 433 1,05.2,346 

~~~;}:::~:::::::::::::::::::::::~· ~ ~~:~ 
Chilean................................ 91 96,473 
Chinese. . . . . . . . .. .. .. .. . . .. .. .. .. . .. .. 73 93, 095 
Cuban. . . . . . .. . .. . .. .. .. . .. . .. . .. . . . . . . 53 58, 450 
Danis-h ........ ______ .................. 576 770, 4.30 
Dutch ... .... .. ·-· ---·-·------ --- --·-- 709 1.,471, 710 
French. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1, 025 1. 922, 286 
German............................... 2,090 5,134,720 
Greek .................... ·--- ... ---. .. . 407 820,,861 
It.alian ................... ___ ........ _. 637 1, 460., 475 

~f:f~-----~::::::::::::::::::::::::::: 1~1~ 1, 7~:~~ 
~~~~-.-.:::~:~:::::::~~::::::::-: 1,6~ 1,~:~ 
Portu_guese. .. .. .. . .. .. . .. .. .. . . .. . .. .. 105 92,429 

l~~=~----_:.::::::::::::::::·:::-::::: 7!~ ~·~' 
Siamese ......................... _..... 11 ~ 360 
Spanish............................... 589 883,926 
Swt>dish.. ... __ ..... _ .. ·-· ..• -·..... .• 1, 088 I, 015,364• 
Turkish .................... _.......... 142 116,317 
UruguaVJln................... ......... 42 38,837 
Other countrie.'>-v----------------·-·-- 74. 54., 798 
Not recorded ........ , ..................................... .. 

June, 1916. 

Gross 
Number. tonnage. 

8, 454 18, 825, 356 
1, 576 I, 638,525 

1,285 
561'-

58 
238 
385" 
144 
377 
95 
80 
41 

589 
697 
998 

1, ms 
351 
684. 

t,151 
41 

1. 795 
17 

164 
3"5 

753 

2,852, 5.35 
2,225, 900 

37,7 () 
181,929 
~~103 
:tM,985 
290,637 
92,820 
97, 41 
34,281 

7D7,371 
1,486,368 
1,851,120 
3,890,542 

717,045 
1,685, 7Zl 
1,847,453 

40j Q3.l 
2,263, 900 

23,.-34.2 
303,706 
60!205 

875,146 

. , __ .. 552. . ... 8i5; i66 
1, 037 !l26j 650 

113. 83,087 
41 35,980 
76 59,746 
26 51,401 

1-------+--------11-------
Total............................ 24,444 45, 403", 877 · 24, 132 45, 247, 72t 

This article shows that, while the world's tonnage- as a whole 
has fallen off, due- chiefly to war depredations, American ship
ping on the ocean has increased from 2,026,908 tons.- in 1915, to 
2,852,535· tons, in 1916. This excludes, of course; the immense 
Great Lakes· tonnage, the figures being those of Lloyd~s. . There 
is no nation, according to Lloyd's statement, which begins to 
show such a vast gain as our- own country--all due thus far to 
private capital and private initiative. 

ALMOST UNIVERSALLY CONDEMNED. 

Mr. President, seldom has an important legislative· proposal 
met witfi more overwhelming public objection than the measure 
o:tS the previous Congress, .now revived in the present bill ('.R. R. 
15455) , for the ostensible, purpose of " en.eouraging, developin~, 
and creating a na.val' auxiliary and a merchant marine." Un
der this impressive title there has been cloaked a determined 
attempt to force. the United' States.. Government into the com
mercial shipping· business--" a startling and dangerous step to
ward socialism," as a great southern mercantile organization 
has well describedl it. (New Orleans Board of Trade (Ltd.), 
1915.) Under the· sharp fire of criticism from all elements and 
sections of the country, and. in. the fear of anothe"£ defeat, the 
bill has now been. materially restricted and some of its capacity 
for harm reduced. But the principle o:L Government participa
tion in trade and industry remainS} some very unwise and 
.obnoxious provision& have been, added, and· the bill as- a whole is 
as deserving of defeat and reje<;tion as the futile effort of a 
yea.u ago . 

These are the three main points of objection in the amended 
bill:-

1. Government ownershiJ? and operation of merchant ·ves~els. 
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2. Drastic and impracticable regulation of shipping freight 
rates. 

3. Free admission to the coastwise trade of foreign ships 
cheaply built through low wages or bountle · abroad. 

Either one of these tilree policies would iiwolYe a graYe men
ace to our merchant marine; taken altogetller they constitute 
,_ yirtual declaration of war by the GoYernment of the United 
~tates on American shipbuilding and navigation. 

GOl'ER~MEXT OWXEllSIIII' AL:MOST U::\KNOW::\. 

In the history of the world there is not one recorded example 
of successful government ownership and operation of a mer
chant fleet. Great Britain, Germany, Norway, and Japan
which of late years has shown the most notable maritime 
growth-have never adopted or contemplated such a departure, 
nor have the maritime powers of the second class, such as 
France, Holland, Sweden, Italy, Russia, Spain, or Austria. 

These Governments have all aided private maritime enter
prise by national credit or funds or other forms of official en
couragement. But in time of peace or even in time of great 
emergency, when there has been public requisitioning of ships, 
they have not taken actual title of ownership or deliberately 
entered as Governments into ocean traffic. 

For an instance of GoYernment ownership and operation eYen 
in a halting and inglorious way, it is necessary to turn to the 
principality of Roumania, or to the colony of Western Australia, 
or to B1·azil, which became a shipowner perforce through having 
to assume a fleet to which State aid had been unprofitably 
extended. And in all these instances the experiments proved 
disastrous. . 

Every strong and efficient merchant fleet in existence to-clay 
under any flag on the globe is due to private capital and per
sonal initiative. It is stated that the Australian Government 
bas just purchased 15 " tramp " craft to conyey staple products 
to Europe. But this is relatively a petty transaction, for several 

1
hnndred large steamers would be necessary to serve the 
Australian h·ade, and the experiment is acknowledged to be 
conditional on the war and only a temporary expedient. Several 
single American shipyards now haye under construction a much 
larger fleet than this improvised tonnage of Australia, where 
experience has brought sad enlightenment. The Shipbuilding 
and Shipping Record states that one of the Australian colonies 
bought a steamer " from a private company for £10,400 and 
another £5,900 were expended in refitting her. She earned in 
two years £2,381 and was sold last summer for £6,200, the esti
mated loss of £10,000 falling on the sho:ulders of the electorate. 
Another State-owned steamer is the Western A1cstralia, pur
chased in 1912 by the State bearing the same name. She was 
bought for £39,500, and altogether cost about £73,000. The 
. Government was then trying to sell the ship for £45,000." 

GOVERNMENT OWNDRSHIP HAS ALWAYS FAILED. 

\Vherever Government ownership and operation of a merchant 
shipping has been tried-and it neYer has been attempted except 
on a petty scale-the result has been insignificant or futile. 
Brazil a short time ago was reported as desiring to dispose of its 
Government-owned fleet but could find no purchaser. Roumania, 
which sends a few Government wheat ships to western Europe, 
has all told only 34 merchant steamers of a total of 56,164 tons. 
Brazil's steam tonnage, of only 302,513, or less than that of 
little Belgium, is steadily decreasing. 

There is one Government steamship line under the flag of the 
United States-the Panama Railroad Steamship Co.'s fleet ply
ing between New York and the Isthmus of Panama. This fleet 
was aequired as u part of the assets of tile French Panama 
Canat Co ... and has been operated by the War Department. An 
analysis of the three years' operation of the Panam..'l. Co.'s ves
sels for 1912, 1913, and 1914 shows that if the proper and 
necessary charges fo1· depreciation and insurance on the six 
steamers of th~ fleet-such charges as private companies have 
to meet-had been made for these three years, they would have 
left a deficit in operations of $219,494. (See CoNGRESSIONAL 
RECORD, 63d Cong., 3d sess., Feb. 17, 1915, pp. 3952, 3953.) 

If an allowance of 5 per cent on the capital invested on the 
valuation of the six ships had been provided for, this deficit 
would have been greatly increased. Yet the Panama Railroad 
Steamship Co. was highly favored through that period in the 
carrying of Gover·nment supplies and official passengers and 
employees. The experience of the United States in this Panama 
Canal line bas been such that no serious effort has e"Ver been 
made or contemplated to increase the fleet or extend the service. 

It is a sound axiom of business or of statesman llip that the 
National Government should · not engage in business undertak
ings, which, under suitable conditions, can be conducted by 
private enterprise. The business of building ships and carrying 
mail, freight, and passengers by lake or ocean is satisfactorily 

conducted by private enterprise in eyer:r nation which has a 
merchant shipping worthy of the name. Tllere is inherently no 
more reason or justification for forcing the United States Gov
m·nment to build and operate merchant ships than there is to 
force it to grow wheat or cattle or cotton, ot· to enter upon any 
form of manufacturing or selling ordinary merchandise. The 
plea that the United States must build and operate merchant 
shi11s because "private capital will not or can not do it," will 
not stand intelligent examination for a moment. 

OUU SHIPriXG--I'ROTECTED A~D LXI'ROTECTED. 

The merchant fleet of the United States on June 30, 1D1G, con· 
sisted of 26,701 documented Yessels of a total of 8,380,429 geo,·s 
tons. As the report of the Commissioner of Navigation declared, 
"In tonnage and value the merchant shipping under the Ameri
can flag is surpassed only by that un<ler the British flag, and in 
tonnage it equals that of any other two foreign flags combined e:x:4 

cept the British.'' Of this enormous American shipping tile ton4 

nage enrolled and licensed for the coastwise or domestic tra<le
that is, for the trade between one American port and another
included 23,903 vessels of 6,517,886 gross tons, while the ship
ping registered for the foreign trade-the trade with ports of 
other countries-included 2,794 vessels of 1,871,543 tons. The 
American tonnage registered for foreign trade is now upward 
of 2,000,000 tons, an increase of 100 per cent since the opening 
of the European war-but even this enlarged over-seas fleet is 
only less than one-fourth of our total merchant marine, when 
normally it should be, as it is with other nations, the greater 
part of the entire merchant tonnage. 

Every maritime power has a coast fleet and an over-seas fleet, 
but our own country is the only one which shows such a con· 
trust between home and foreign commerce. The reasons for 
this are not far to seek. In the fi1·st place, the United States 
has the most extended seacoast and the greatest system of lake 
navigation in the world. In the second place, the national policy 
for more than a hundred years has rigidly protected and en
com·aged domestic or coastwise shipping, while for 00 years it 
has left almost unprotected the over-seas or internationally com
petitive tonnage flying the Stars and Stripes. 

One of the first acts of the first Federal Congress in 1789 im
posed heavily discriminating tonnage taxes that were intended to 
and did bar foreign ships and seamen completely from the home 
coast h·ade of the United States. In 1817 the prohibition of 
foreign shipping in this home h·ade was made specific and abso
lute. By successive acts the noncontiguous possessions of 
Alaska, Hawaii, and Porto Rico haYe been included in the coast
wise legislation, and the great trade between our Atlantic and 
Pacific seaboards has always been kept beneath the American 
flag . 

That part of our national maritime industry which has been 
thus so completely protected has grown and prospered beyond 
precedent. No other nation has a coastwise shipping comparable 
in size, enterprise, nncl efficiency with our own. British tonnage, 
steam and sail, engaged exclusively in the home trade of the 
United Kingdom in the year 1913-tbe last for which records 
are available-was only 869,090, or about one-ninth of the Ameri
can coastwise tonnage of that same year, while 616,154 tons of 
British ships were engaged partly in home and partly in foreign 
carrying out of a total British merchant tonnage of 19,000,000. 

The growth of protected An1erican coastwise shipping has 
been more constant than that of any other shipping in the 
world. In the year 1860, before the outbreak of our Civil War, 
the two great divisions of our merchant marine were almost 
equal. There was in 1860 a total American tonnage of 2,379,396 
registered for the foreign trade and a total of 2,644,867 enrolled 
or licensed for coastwise commerce. The over-seas branch of our 
merchant shipping-the registered tonnage---decreased with 
some fluctuations to a minimum of- 726,213 in 1898, and then 
rose with some fluctuations to 1,066,288 in 1914. But the coast
wise l>ranch of our merchant shipping-the enrolled or licensed 
tonnage-adYanced to 6,818,363 in 1914. In 1860 only a little 
more than one-third of the coastwise tonnage consisted of steam 
vessels, while in 1914 far more than two-thirds of the coastwise 
tonnage consisted of steam vessels. Assuming that one ton 
of steam shipping is as efficient for carrying purposes as three 
of sail shipping, the tonnage efficiency of the American coast
wise fleet has increased from 4,000,000 in 1860 to 16,000,000 in 
1014-a fourfold expansion, or a gain in coastwise tonnage far 
greater than the growth in the country's population, which has 
been about threefold in tile same period. 

This enormous growth of the coastwise shipping of America 
is all the more significant because it has occurred during an 
era of unexampled expansion of the great railroad ~ystems of 
the United States, with a large part of which the coastwise ship
ping directly and sharply competes on the Great Lakes and on 
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the Atlantic and Pacific Oceans. It is manifest, therefore, that 
there is not tile shadow of an excuse for go>ernment ownership 
and operation of merchant shipping so far as American coast
wise shipping is concerned. This coastwise· industry has splen
diCJly justified "the protecti-ve policy with which the fathers of 
the Nation surrounded it, and has abundantly met the needs of 
the American people. 

WHY TIIE 0\EI:.·SE.A.S FLEET HAS DWIXDLED. 

The records of American over-seas shipping tell a very differ
ent and unhappy story. When the European war broke out in 
1914 our total registered tonnage, as has been said, was only 
1066 288 or less than one-half of the 2,379,396 tons of 1860 and 
o~ly ~ little greater than the 981,019 tons of 1810; that Ameri
can over-seas fleet of the year 1810 conveyed 91 per cent of Amer
ican imports and exports, while the fleet of 1914 was conveying 
only 8.6 per cent of our imports and exports, leaving a mo7 
nopoly of more than 90 per cent of our own ocean carrying to 
the ships of foreign nations. 

And here, 1\Ir. President, I will take occasion to suggest that 
the records of American shipping, the over-seas and coastwise 
shipping of this great country, conclusively prove that if there 
is any need of an addition to the fleets of the United States, it is 
in the over-seas trade. The coastwise trade has all the ships it 
needs. It has given 4,000,000 tons of shipping to the over-seas 
trade during the past two years; and why any Senator who ex
amines the record on this question should think it necessary to· 
invade the coastwise shipping surpasses my comprehension. The 
ships will not be needed. If they are put into that trade they 
will displace ships already there, built by American capital in 
American shipyards, owned and navigated by citizens of the 
United States. 

The reason for this singular disparity between our coastwise 
shipping and our over-seas shipping in the last 60 years-for the 
unexampled growth of one branch of our merchant marine and 
the appalling decrease of the other branch-may be summed 
up in the single phrase that, one was protected and the other 
was not. This fact is the real heart of the problem to-day 
of the American merchant marine. In the beginning the record 
of history shows that both the coastwise fleet and the over-seas 
fleet were liberally protected and encouraged by the National 
Government. At the same time when Washington, Adams, 
.Jefferson, and Madison barred foreign ships out of the coastwise 
trade by heavily discriminating tonnage taxes, they took effec
tive action to encourage American ships in the over-seas trade 
of the United States. By an act of .July 4, 1789, a discount 
was allowed of 10 per cent of the tariff duties upon imports 
brought to this country in ships built and owned by American 
citizens, and by act of .July 20, 1789, these same fathers of our 
Nation provided that American-built ships, owned by American 
citizens, should enter our ports with the payment of tonnage 
<luties of 6 cents a ton, while 30 cents a ton were demanded 
from American-built ships owned by foreigners and 50 cents a 
ton from foreign ships built as well as owned abroad. · 

When this vigorous American maritime policy was adopted 
foreign shipping controlled our over-seas commerce almost as 
completely as at the present time. In 1789 American shipping 
registered for over-seas tra:ffic amounted to only 123,893 tons, 
carrying only 23.6 per cent of our imports and exports. The 
stalwart protect ionism of Washington, Adams, .Jefferson, and 
Madison bore sucl1 prompt results that by 1800 .American ship
ping registered for foreign commerce · had increased to 667,107 
tons, and the proportion of American imports and exports car
ried in American \essels had grown to 89 per cent. Discrimi
nating duties and tonnage taxes had proved a successful declara
tion of maritime independence. 

Under that policy American shipping continued to grow, even 
under the handicap of the Napoleonic wars and grievous im
pressment and embargo, up to the second war with England. At 
the end of that war, in the framing of commercial agreements 
where the United States was hopelessly overreached by the 
more wily· and experienced diplomacy of EUI·ope, the preferen
tial policy of Washington and his compeers was set aside in 
favor of British ships trading directly between the United 
Kingdom and the United States. 

Similar offers were made-unwisely, as it proved-to other 
maritime nations, but the preferential policy of 1789 remained 
in partial force, because our mistaken reciprocity was not im
mediately and generally accepted until the year 1850. Thus 
there was protection for American shipping in East India com
merce, for example, against the British ships that were our 
most formidable competitors, until the wonderful development 
of the h·ade to California, the Crimean war, and other tem
porary causes gave the American merchant marine a powerful 
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impulse in th'e first half of the decade preceding the Civil War. 
It is significant that when these temporary cau es lost their 
effect and American over-seas shipping became for the first time 
virtually an unprotected indusb·y the tonnage built in American 
~hipya.rds fell off in a very swift and startling manner from 
583.450 tons in 1855 to 156,602 tons in 1859 and to 214,797 tons 
in 1860. . 

It is often asserted, but it is not true, that the decline of 
American ocean shipping began with and was almost wholly 
caused by the· Civil War of 1861 to 1865. That decline had begun 
befcre the Civil War. In 1845 and 1847 Congress, on the recom
mendation of Democratic Presidents, had granted mail subsi
dies, after the British example, to American steamship lines 
running to Europe, the West Indies, and the Isthmus of Panama. 
For a time American steam shipping registered for foreign trade 
increased more rapidly than British steam shipping--or, from 
16,068 tons in 1848 to l15,045 in 1855. In one year, 1849-1850, 
the gain of American ocean steam tonnage was 113 per cent. 
American steam shipowners were as successful, so long as they 
received the encouragement of mail subsidies, as they had been 
in the building and operation of packet and clipper sail ships, 
and American steamers held the record for size, power, and speed 
on the great routes of the North Atlantic. But for reasons asso
ciated with the sectionaJ quarrel between North and South that 
preceded the Civil War, the mail subsidies wer:e reduced a~d 
finally withdrawn by Congress, and the Amencan steamship 
services which ran out of northern ports were one by one aban
doned before the firing on Fort Sumter. 

OCEAN MAIL THE ONLY AID. 

Since 1860 the American merchant marine in over-seas trade, as 
contrasted with the shipping in the coastwise trade, has been an 
absolutely unprotected industry except for the small encourage
ment given by the ocean-mail law enacted in 1891. This l~w 
grants to American steamships carrying the United States ma1ls 
under contract with the Post Office Department a -rate of com
pensation fixed according to speed. It has maintained for many 
years a weekly .American mail line to Europe, which has proved 
of immense value to American commerce in the emergency of the 
present war, and other American lines to the West Indies, 
Mexico and near-by ports of South America-and for most of 
the tim'e in recent years a line across the Pacific to Aush·alia. 

Except on these four or five postal routes, American ship
ping in ocean trade has had no aid or protection w~ate':er 
from the Government of the United States. As successive m
quiries have always shown, the cost of building and operating 
an American ship, because of the higher wage scale an~ stand
ards of living in the United States, has been substant~ally as 
much <>Teater than the cost of building and operating a foreign 
ship a; the cost of building and operating an American factory 
is greater than the cost in the case of a similar European fac
tory. The protective tariff has compensated American manu
facturing for this difference, but except in the case of the few 
ocean mail lines there has been no similar compensation for 
American shipbuilders, owners, and seamen. American ship
ping in the over-seas trade has remained since 1860--except on 
these postal routes-the only important American industry ex
posed to foreign competition and unprotected by our natioual 
laws. Other governments witlwut exception have protected 
and encouraged their ocean shipping in some form or degree by 
mail subsidies or subventions or by tonnage subsidies or by 
bounties to shipyards or by preferential railway rates or the 
use of Government credit or Government favor in some other 
effective fashion. The lower wages and cost of maintenance 
of all foreign ships and the subsidies or other aids of some 
foreign ships have been allowed to drive the American flag 
almost entirely from the great trade routes of the world. 

'l'he American people are second to none in their native 
genius for shipbuilding and navigation. The growth of our Navy, 
the building of it and the manning of it by Americans have 
shown what could be done by men of our race under favorable 
conditions. The immense increase of the protected coastwise 
shipping, without an equal in the world, has also demonstrated 
the capacity of the builuers, owners, and sailors of the United 
States, on the Great Lakes and on the ocean. In the protected 
coastwise and lake trades and on the ocean mail route.j, capi
tal and ships and officers and men have been forthcoming. It 
is only where Americans, unprotected, face a hopeless competi
tion with the low wages or the subsidies and their equivalent 
of Europe an_d .Japan tllat the Stars and Stripes have failed 
to hold their own. If private capital and enterpri e hav-e failed 
in the development of an over-seas fleet in the United States, it 
is simply because they have had no chance, they have bad no 
protection and encoUI·agement, they have not had a fair and 
equal opportunity. 
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Now, it is the irony of fate that the one American industry 
that has for many years been unprotected, that has had no 
chance under the national policy since the years before the 
Civil War, should be faced with the threat of Government 
ownership and operation. Just as the policy of this Nation, 
unlike the policy of any other maritime nation in the world, 
and unlike our own policy toward all other industries, has neg
lected and starved the over-seas shipping of this country, so 
this Government-ownership bill proposes to kill and extinguish 
what is left. 

A BILL FOR DISCOURAGEMENT AND DESTRUCTION. 

Insteaa of "encouraging, developing, and creating a mer
chant marine to meet the requirements of the commerce of the 
United States," this proposed bill, in its effects upon our over
seas shipping, in its Government ownership and operation, and 
in its minute regulation of rates, is a_ scheme for discourage
ment and destruction. 

.A. corporation or corporations, in which the United States is 
to be the majority stockholder, the total capital stock not to 
exceed $50,000,000, are provided for in section 11 of the bill to 
build, buy, lease, charter, and operate merchant vessels in the 
commerce of the United States. Such corporation or corpora
tions are to be dissolved at the end of five years from the con
clusion of the present European war. Thus the operation of 
merchant ships by the United States is to be made a temporary 
expedient, and there is a further limitation that these Federal 
shipping corporations shall not operate any vessel "unless the 
shipping board shall be unable after a bona fide effort to con
tract with any person a citizen of the United States for the 
purchase, lease, or charter of such vessel under. such terms and 
conditions as may be prescribed by the board." 

These limitations are made a matter of much merit by the 
advocates of the proposed legislation, who are apparently afraid 
of their own expedient when they are brought actually face to 
face with it. But five years after the conclusion of the present 
European war may be a long time in the future-long enough 
to give a quietus to American enterprise in the over-seas trade 
of the United States. And in that trade at least the provision 
that the Government shall not operate ships unless private cap
ital will not undertake it is nothing less than meaningless. It 
is known to all men that American shipowners have not been 
able to operate ships under the American flag in the foreign 
trade of the United States except on the mail routes, where a 
postal subvention has been paid, or in some other exceptionally 
favored service. Presumably they will not be able to do this 
when normal conditions have been reestablished. 

The reasons for this inability of American shipowners to com
pete with foreign shipowners are also known to all men. Ships 
built on a higher wage scale and in smaller numbers in Ameri
can shipyards cost more to construct than in the shipyards of 
Europe and Japan, all of which have low-paid and yet experi
enced and efficient labor, and some of which have the addi
tional advantage of direct bounties from their Governments. 
But even when foreign-built ships are admitted to American 
registry, as provided in the Panama Canal act of August 24, 
1912, and the emergency shipping act of August 18, 1914, Ameri
can operation is still handicapped by the higher wage scale of 
the officers and men and other factors that make the mainte
nance of American ships more expensive. 

Thus, W. R. Grace & Co., of New York, have reported early 
in this war that wages and food on a given steamship under the 
American flag amounted to $2,773 a month as compared with 
$1,991 tmder the British ensign. Nine steamers of the United 
States Steel Corporation transferred to the American flag paid 
$17,537 a month in wages to their crews under American regis
try as compared with $12,478 a month under British registry. 

In addition, certain steamships under all foreign flags receive 
postal or other subsidies or bounties amounting annually to 
about $50,000,000. These and other forms of national encourage
ment are an added handicap upon American vessels in certain 
services, and of course are instantly forfeited if the foreign ships 
in question are acquired by American merchants and brought 
beneath the Stars and Stripes. 

Low foreign wages and standards of living and foreign subsi
dies or their equivalent, not met by any similar aid under our 
own flag had well-nigh driven American shipping from the 
over-seas trade of our own country before the war began. These 
factors in a greater or less degree will inevitably reassert them
selves when the war has ended. American shipowners then can 
not compete on even terms with their foreign rivals unless there 
is some change in our national maritime policy. 

Under this bill, if enacted in its present form, the United 
States will then impose a new and heavy competition, and 
American capital and enterprise in ocean trade will have to face 

the wealth and power of the Federal GoYernment. Between 
foreign low wages and foreign subsidies and bounties on the 
one hand and the Federal Treasury on the other it is not diffi
cult to imagine what will become of the present American mer
chant marine in over-seas commerce-a marine that has risen 
since the war opened to 2,000,000 tons, 50 per cent larger than 
the entire fleet of France and almost equal to the large fleet ot 
Norway. 

A BAD SUBSIDY IN DISGUISE. 

Tllis proposed bill has been advocated as a substitute or 
alternative to subsidy. It has been accompanied by much de
nunciation of subsidies as unwise, unjust, and extravagant. 
Yet the bill is nothing more nor less than a very bad subsidy 
measure, grossly unfair, and ill-disguised. A subsidy may be 
granted frankly to all vessels performing real commercial serv
ice, or may be restricted to vessels of a stipulated speed and 
power performing certain special service, under contract 
awarded to the lowest bidder by the Government. The sub
sidy bills that have recently been before the Congress have all 
been of one form or another-chiefly of the latter form, con
fined to postal and auxiliary naval services. Such subsidy legis
lation, . whatever may be the merits or demerits of the policy, 
has all aimed to embody at any rate a certain recognition of the 
principle of fair and even play for all concerned. 

But the proposed bill is guilty on the face of it ot the Tery 
worst evil of which subsidy legislation has ever been accused. It 
is a bill of rank favoritism and partiality. It creates in these 
Government owned and operated ships, that alone after the 
war can be maintained under the American flag in foreign trade, 
a special fleet singled out for Government support that is sum
marily denied to all priYnte-owned American ships, whose otrn
ers with unusual vigor and courage have kept them afloat in 
ocean commerce in the face of Government neglect and grave 
economic disadvantages. 

If this proposed bill is enacted, nobody will be able to ovm and 
operate American ships in over-seas commerce but the Govern
ment itself. These Government-owned ships will not be openly, 
but they will be none the less surely, subsidized by the 'l'reasury 
of the United States. That $50,000,000 fund will provide the 
resources. No Government ship will be allowed to fail. It 
there is a deficit in its year's operations, due to unequal compe
titic-1 with foreign vessels that cost less to man and maintain, 
and in some cases enjoy foreign subsidies also, that deficit will 
be quietly made up out of the $50,000,000 fund. If a regular 
Government steamship service to South America comes out of 
the year owing the $500,000 which might have been a proper sub
vention for carrying the United States mails, the subvention 
will be paid out of this same fund without invoking a special 
net of Congress. 

" But this subvention paid by the United States will go back 
to the United States Treasury," say the advocates of the scheme. 
Not necessarily. If there is any profit, almost half of it \vill go 
to the private investors, who may hold 49 per cent of the capital 
stock of the Government shipping corporations. Thus the pro
posed bill, with its loud protestations of single-minded devotion 
to the public weal, actually creates not only a small special class 
of subsidized Government-owned ships but a small favored class 
of subsidized shipowners, partners of the Government. 

It is urged that under this bill if it becomes a law the United 
States will not enter into competition with private American 
capital on routes in foreign trade where regular American 
steamship lines have already been established. Let us assume 
that this will prove true ; there is no assurance and there can 
be no assurance whatsoever that the Government-owned freight 
vessels of the " tramp " or general cargo type will not compete 
with the same class of private-owned American vessels all over 
the world. Fifty million dollars at present prices will provide 
perhaps 75 moderate-sized " tramp " steamers. The duty ot 
these vessels is to go wherever there is a cargo to be carried. 
Under normal conditions the Government-owned "tramp," be
cause it is virtually subsidized in being guaranteed against loss 
in any service, can invariably underbid the private-owned 
American " tramp:' which is thereby completely driven from 
the field. Thus the American owner of a general-cargo steam
ship, already fighting hard against the cheap-wage foreign 
craft, will find himself under this bill confronted by a new and 
formidable antagonist-his own Government. 

This is a matter of much importance at the present time, for 
within a few years a considerable fleet of " tramp " or general
cargo steamers has appeared under the flag of the United States. 
Many such craft have been built in American yards on lake or 
ocean. Others have been transferred from foreign registry 
under the act of August 18, 1914. This is a new and valuable 
eYolution in the American shipping industry, but one particu
.larly sinister result :Jf the proposed bill would be to cripple 
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if not destroy this new fleet, so essential to the prosperity of 
American farmers, miners, and lumbermen, whose products 
these ships are especially adapted to convey to distant markets. 

It is a fact well established by testimony before committees 
of Congress that the introduction of this bill and the menace 
of Government ownership and operation embodied in it have 
discouraged the building of other American cargo steamers of 
this useful type, and have, therefore, instead of " developing " 
a merchant marine, distinctly prevented a gain which would 
otherwise have resulted from the efforts of private capital and 
enterprise. These cargo vessels, designed primarily for the 
protected coastwise traffic, are adaptable also for foreign vo:r· 
ages wherever there is need. Most of these already launched 
are now, and in these war years have been, engaged in over-seas 
service, transporting grain, cotton, provisions, coal, and lumber 
to all quarters of the world. A list published on July 19 by the 
Department of Commerce showed 196 American steamers, nearly 
all of the general·cargo or tank type, engaged in trade with 
South America, Europe, Africa, and Asia. (Commerce Reports, 
No. 168, pp. 227-229.) 

REGULATION OF RATES. 

No government of a maritime State in time of peace or of 
normal conditions has ever attempted to enforce the regulation 
of water·borne freight rates in the manner proposed in this 
bill. During the present war, because of the abnormal condi· 
tious which have accompanied it, some foreign Governments 
have endeavored to restrict freight rates, just as they have en· 
deavored to restrict the prices of certain articles of merchandise. 
But these are all confessedly emergency measures-war meas· 
nres-while this bill would make the regulation of shipping rates 
a permanent pOlicy of the United States. 

There can be no objection to prohibiting discrimination or 
extortion or other unfair practices in water-borne commer.ce, 
but these objects can be accomplished without forcing all com· 
mon carriers, however small, to file their maximum charges 
and abide by them. In fact, the authors of this bill have shown 
sufficient respect for the sensibilities of foreign Governments 
and the comfort of foreign shipowners to exempt common car· 
riers in over-seas trade, chiefly of foreign nationality, from the 
drastic requirement, enforced in full rigor upon American car· 
riers in domestic commerce, of filing and keeping open for 
inspection all their" maximum rates, fares, and charges," which 
can not be increased except with official approval and after 10 
(lays' notice. It is worthy of more than passing note and con· 
sideration that the great, wealthy, and powerful European steam· 
ship corporations, sustained by the subsidy or equivalent as
sistauce of their Governments, which have long monopolized 
nine·tenths of the over·seas carrying trade of the United States, 
are discreetly released from compliance with these particular 
exactions which the framers of this bill impo e upon the Amer· 
icau owners of the bumble alongshore carriers of our Atlantic 
null Pacific seaboards. 

This filing of rates for Government inspection and- regulation 
can be most easily complied with by the corporations operating 
regulm··line passenger and freight services. They have, as a 
rule, their establisboo schedules, while the all-cargo ships in the 
coast trade as a rule have had no fixed rates, but have actively 
competed \vith each other an the time for the carrying of any 
given merchandise, the business going to the lowest bidder, who
ever he may be. l\Iost of the inconvenience and loss attending 
this wholesale effort to regulate all American domestic water· 
borne freight rates from Washington will fall upon the thou
snnds of smaller ships and the thousands of smaller shipowners 
whose vessels perform the great bulk of our coatwise carrying. 

But even if the regulative system proposed were honest and 
equitable, bearing equally on the great corporation controlling 
a considerable tleet and the individuals of modest means who 
own in small shares one, two, three, or four vessels, the policy 
of endeavoring to regulate water-borne commerce in the same 
minute way in which railroad commerce is regulated must be 
open to very serious question in the minds of thoughtful men. 
There has certainly been no general complaint that coastwise 
freight rates on lake and ocean in America were discriminating 
or excesslve. Such abnormally high rates as the European war 
has brought about have been in foreign or international and not 
in American domestic commerce. Our water-borne coastwise 
rates have all the time compared very favorably with the com· 
peting rail rates, and especially in the case of bulk cargoes on 
the Great Lakes have been classified as among the lowest, serv
ice considered, in the world. It is difficult to understand how 
the framers of this bill can justify their course in dealing so 
sharply with their own .people and so leniently with foreign 
shipowners. 

LAXD A~'n SEA CO!'iDITIOXS DIFFEREXT. 

But any kind of 1·egulation of water-borne traffic demands 
the most careful consideration, because of the vital diffPrence 
in conditions between land and water currying. A railroad. bas 
an exclusi\e right of way, the paralleling. of which by a com· 
peting line is not ar;_ easy undertaking. But there can be no 
such thing as an exclusiYe right of way upon the broad surface 
of lake or ocean. Another ship or ships may appear at any time 
and underbid. any ship or ships that may seem to have an estab· 
lisbed service. Cargo "tramps," of course, are competing all 
the time for transportation of almost all kinds of merchandise
ships that, like nomads, are here to-day and there to-morrow. A 
ship can not be subdivided, as a freight train can, into any 
number of units that may be required for the accommodation 
of the exact amount of freight to be handled at any given time. 
It is the habitual practice of water carriers everywhere to 
make a quick low rate to secure a tonnage that may be neces· 
sary to give a. partly loaded ship the requisite stability or sen· 
worthiness, nor can such a Sl.!dden change of rate rightly be re· 
garded as "discriminative." 

All the Governments in the worl<.l haYe instinctively recog· 
nized that the fluctuating conditions of ocean trade demand that 
water-borne commerce be kept as free as .possible from all re
strictions except those pertaining to sufe navigation. As in 
the matter of Government ownership and operation, so also in 
this other matter of minute rate regulation the proposed bill 
marks a violent departure from the long·accepted practice of 
the maritime nations whose success has been most conspicuous 
and enduring. Like the feature of Government ownership-and 
Government competition, this rate regulation imposes a new and 
heavy burden upon the American merchant marine, discouraging 
it and by so much encouraging its carefully fostered foreign 
competitors. Europe and Japan need have no occasion to dread 
the growth of a vigorous merchant shipping under the flag of the 
United States, so long as repressive policies like these are de
liberately advocated by American lawmakers. 

It is not remarkable, 1\Ir. President, that that great London 
newspaper from which I quoted felicitates itself upon the fact 
that President Wilson is going to force through the Congress 
of the United States a law of this kind. 

A DEADLY .ATTACK 0:-l' COASTWISE SHIPBUILDI:-l'G. 

Nor are these the only directions in which the proposed. bill 
is directly and bitterly hostile to the future of the American 
merchant marine. Section 9 of the bill as amended by the 
majority of the Committee on Commerce strikes at the very 
life of American shipbuilding by freely opening to foreign-built 
vessels for the first time in our national history the entire coast· 
wise trade of the United States on lake or ocean. The bill as 
reported from the Committee on the Merchant Marine and Fish· 
eries and passed by the House recognized the peculiar importance 
of reserving to American labor the construction of the ships 
destined to c01wey our American home trade, and barred from 
this trade all foreign-built vessels, even if owned and operated 
by the Government. But the patriotism and fairness mani· 
fested in this provision are utterly ignored in the bill as reported 
to the Senate, which admits to the entire coastwise trade not 
only all foreign·built vessels owned or operated by the Gov· 
ernment but all foreign-built vessels which the Government may 
sell, lease, or charter to private individuals or corporations. 

The policy of reserving the home trade of the United States 
to home.built vessels, as has previously been said, was delib· 
erately adopted by the wise founders of our Government because 
of broad considerations of prudence, as is suggested in these 
words of Jefferson himself : 

To force shlpbuild.ing is to establish shipyards, is to form magazines, 
to multiply useful h~nds, to produce artists and workmen of every 
kind who may be found at once for the peaceful speculations of com· 
merce and for the terrible wants of war. • • • For a navigating 
people to purchase its marine afloat would be a strange speculation, 
as the marine would always be dependent on the merchants furnishing 
them. Placing as a reserve with a foreign nation or in a foreign ship
yard the carpenters, blacksmiths, calkers, sailmakers, and the vessels 
of a nation wollld be a singular commercial combination. We must, 
therefore, build them for ourselves. 

Mr. President, those are the words of Thomas J"efferson, the 
patron saint of the Democratic Party, but the Democratic Party 
in the year 1916 has evidently forgotten those words and is 
proposing to do precisely what Jefferson declared would be a 
"strange speculation," passing over the building of ships to for· 
eign Governments rather than encouraginG the shipyards of our 
own country. 

Washington's foresight, Jefferson's wisdom are thrown to 
the winds by the majority of the Committee on Commerce, who 
propose the desh·uction of the policy of the Fathers of the lle· 
public through this new expedient by which foreign-built ves· 
sels purchased and operated by the Government or purchased. 
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by the Government and transferred to private firms and cor
porations can be introduced in wholesale fashion into the gen
eral coastwise trade of the United States. 

Two years ago a similar attack upon the historic maritime 
·policy of this country was proposed to the Senate, in an amend
ment to the emergency shipping bill at tile outbreak of the 
European war, admitting foreign-built ships to .American coast
wise commerce. After some days of enlightening debate, the 
amendment was defeated on August 17, 1914, by a vote of two 
to one, a majority even of the Democratic Senators finally re
cording themselves in the negative, after earnest protests against 
the amendment had been received from the chambers of com
merce and boards of trade of the principal seaports of the coun
try and from thousands of skilled mechanics employed in .Ameri
can shipyards. What new light have Democratic Senators seen 
since then? 

The situation has not changed since 1914, except that the 
largest fleet of ocean-going steel steamships on record is now 
under construction in thiscountry--:195,of a total of 1,037,000 tons. 
(Commerce Reports No. 173, July 25, 1916, pp. 31(}-311.) Not 
even the poor pretense that ships can not be had and are not 
being built in this country is now left to the champions of this 
extreme free-trade expedient. 

liiERICAN AND FOREIGN SHIPYARD WAG.E.S, 

Under normal conditions before the war it was a well-estab
lished fact that the cost of ship construction was greater in the 
United States than in Europe or Japan. This higher cost was 
placed in the report of the Merchant Marine Commission at 37 
or 47 per cent on the average. (Report of the Merchant Marine 
Commission, vol. 1, p. 8.) The difference was due not to steel 
or to other materials, which as a rnle were no higher in price in 
this country than abroad, but to the far higher range of American 
wages-higher by from 60 to 100 per cent-and also to the fact 
that foreign shipyards as a rule were kept more constantly em
ployed and were thereby enabled to standardize their output and 
to achieve the economies that attend a large and steady volume 
of production. 

Because of the war and its consequences the cost of foreign 
shipbuilding has increased to a point where it is comparable with 
the cost in the United States, but it is not believed anywhere by 
well-informed, practical men that these conditions will remain 
when the war has ended. For the present, and perhaps while the 
war lasts, it is not likely that the Government would find it ad
vantageous to pmchase foreign vessels and employ them in the 
coastwise trade or sell them to private shipowners or corpora
tions for the same purpose. Indeed it is not probable that for
eign \essels could now be secured at any price unless " interned .. 
craft of belligerent flags were first sold to individuals or cor
porations of neutral nationality and then retransferred to our 
Government. 

But nothing can be more certain than that when the war has 
ceased foreign-built vessels will be pressed upon the Govern
ment for employment in the foreign trade at prices which will 
admit of no .American competition. Take Japan, for example. 
Her shipyards have had an extraordinary development. Her 
mechanics will work for 40 or 50 cents a day. All the ships 
produced by her yards are generously subsidized, and in addition 
a direct bounty, which has been in the neighborhood of $12 per 
ton, is provided for all new construction. Under these circum
stances there is no room for conjecture as to what would in
evitably happen, with free foreign-built ships provided by our 
Gove1·nment in the coastwise trade, to the shipyards of the Pa
cific seaboard of the United States, including the yard that 
launched Admiral Dewey's flagship Olympia and Ple still more 
famous Oregon. All the Pacific coast shipyards, and the same 
fact is substantially true of the Atlantic coast shipyards, have 
been kept in existence for many years only by the demands of 
the coastwise trade, eked out by some spasmodic naval con
struction. 

If the cheap wages, the bounties, and the subsidies of Europe 
and Japan can draw even this coastwise construction from 
American shipyards, the end of ocean shipbuilding in the 
United States is near and certain. And with the closing of 
these shipyards would vanish our ability to construct our 
American ships of war, except as the meager and already over
taxed facilities of a few Government navy yards could supply 
them. 

Therefore section 9 of this bill, in the amended form in 
which it has been reported by the majority of the Committee 
on Commerce and is before the Senate, not only imperils the 
life of every .American ocean shipyard but aims a deadly blow 
at the national defense. It is a proposal of incalculable value 
to foreign nations and of incalculable injury to our own. 

If there were no other objection to the proposed bill, this 
section 9, with its violent attack upon tile very foundations 
alike of the American merchant marine and of the .American 
Navy, would demand the condemnation and <.lefeat of tile 
measure which thus assails the dearest interests of the .A.rncri
can people. 

NO LACK OF COASTWISE SHIPPI~G. 

For the Government purchase and operation of foreign-built 
and other ships in the over-seas trade of the Uniteu States, the 
chief plea has been a lack of private-owned .American vessels 
for the purpose. "American capital can not and will not," the 
country has been told, " buy or build ships for foreign com
merce," and therefore the Government must undertake it. 
This plea is a poor, insincere one at best, for it ignores the 
very definite reasons why American capital in this international 
trade can not unaided compete with the lower wages, lower 
standards of living, and often the subsidies, bounties, or equiva
lent assistance of foreign Governments. 

But so far as regards the protected coastwise trade of the 
United States, even this plea, poor as it is, is utterly impossible. 
.American private capital, skill, and labor have gone into the 
coastwise trade of the United States on lake and ocean in such 
abundance and with such effect that the coastwise tonnage ot 
this country is incomparably the largest and most efficient in 
the world. Up to the outbreak of the present war there was 
not, and could not be, the slightest pretense of any lack ot 
.American coastwise tonnage. Our enrolled and licensed ship
ping on June 30, 1914, amounted to 24.,538 vessels, of an aggre
gate of 6,852,536 tons. The entire merchant shipping of the 
German Empire at that time, a month before the war. amounted 
to 5,459,296 tons, according to Lloyd's, and our domestic fleet 
was equal to the total tonnage of France, Noi'way, and Italy 
combined. 

A proposal to force Government ownership and operation
including both Government and favored private ownership ot 
foreign-built ships-upon the great .American coastwise trade, 
which has grown beyond the growth of the country and met 
every demand of the domestic commerce of the .American people, 
strips the mask off this proposed legislation and exposes the 
real purpose of its authors to compel at any cost a desperate 
experiment in State socialism, of a kind and degree unheard 
of among the nations of the world. This purpose is still fur
ther emphasized by the fact that while the bill as passed by 
the House, permitted Government ownership and operation ot 
even American-built ships in domestic trade only with the non
contiguous possessions of Alaska, Hawaii, and Porto Rico, and 
there only if the shipping board found such trade is not lJeing 
adequately served by a regular line or lines of vessels, the bill 
of the-majority of the Committee on Commerce now before the 
Senate provides for Government ownership and operation ot 
both .American and foreign built vessels in the whule coast trade 
indiscriminately-subject, inueed, to the stipulation of uncer
tain value that the Government itself shall not compete unless 
after a bona fide effort it can find no individual, firm, or cor
poration willing to purchase, lease, or charter a given vessel 
under terms and conditions which the Government prescribes. 

A SHIPPING BOARD. 

To one feature of this bill, providing for the establishment 
of a Federal shipping board, there can in itself be no objection. 
It is probably true that the usefulness . of such a board is in· 
creased by the omission from it, in the Senate form of the bill, 
of two already busy members of the Cabinet who would not 
necessarily have any direct personal acquaintance with mari
time problems or conditions. This board is intrusted in section 
13 with the authority to investigate in a broad way the whole 
question of the merchant marine in the foreign trade and of the 
navigation laws of the United States. But all promise of large 
beneficent resnlts from f?.UCh an investigation, undertaken in the 
proper spirit, is nullified in practice by those other sections ot 
the bill which compel the board to direct the Government own
ership and operation of merchant ships through Federal cor
porations, and so forth, and the minute regulation of the freight 
rates and practices of common carriers. 

If the regulation of the rates and practices of railroads has 
overtaxed the powers of the Interstate Commerce Commission, 
how can this new board be expected not only to perform the 
same detailed, laborious work toward shipping, but at the same 
time be responsible for the purchase, maintenance, lease, char
ter, and sale of merchant ships and an examination of the 
whole vast subject of our navigation laws and policies? It 
must be manifest that the new board is hopelessly overloaded 
at the very out et. Inquiry into om maritime industry, its 
strength and it8 weaknesses, with a view to recommending 
sound and effective legislation and a well-defined supervision ot 
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the merchant shipping of the country, would be a sufficient 
task to set for fi\e commi. siooers of large ability and experi
ence. 

Government ownership and operation, minute regulation of 
freight rates, and an "entering wedge" of fo1·eign invasion of 
our coastwise commerce make the entire bill obnoxious to the 
spirit of American fair play and destructive of hope of Ameri
can shipbuilding and navigation. Such a proposal at this 
critical hour in the affairs of our own and of other nations de
mands the united opposition to the very 'last of all who honor 
the wisdom of the fathers of our Gove1;nment and believe in 
the principle of protection to every great national industry, 
alike on land or sea. 

Mr. President, in connection with my remarks I ask to have 
printed as an appendix the -very interesting and instructive re
port of the special committee on merchant marine of the Boston 
Chamber of Commerce. 

The PRESIDING OFFICER. Without objection it is so 
ordered. 

The matter referred to is as follows : 
REPORT OF THE SPECIAL COMMITTEE ON MERCHA-"T MAIUXE OF THE 

BOSTO::-. CHAMBER OF COMMERCE. 

A concise account of the rise and decline of our over-seas shipping 
industry is helpful to a right understanding of the present-day problem 
of the American merchant marine. This problem relates wholly to that 
part of our merchant marine tha.t is engaged in the external trade of 
the United States-the trade with the ports of foreign nations. The 
home trade of the United States. on ocean, lake, or river has been re
serTed to American \essels ever since the founding of the Federal Gov
ernment. Under this policy our coastwise tonnage has grown steadily 
from 68,607 in 1789 to 6,852,536 in 1914. This is incomparably the 
greatest coastwise shipping in the world, greater than the entire coast
wise and over-seas tonnage of the German Empire, or equivalent to 
threefold the entire tonnage of France or Norway, and fourfold the 
tonnage of .Japan. American coastwise navigation is a well-developed 
a.nd reasonably prosperous business, a trade of vigorous competition, 
dominated by no trust or monopoly, and steadily and swiftly growing. 
It needs no more national encouragement, and it asks none. 

But with the shipping registered for trade overseas it is very differ
~nt. Normally, this should be by far the larger proportion of our 
merchant marine; actually, it has shrunk to such relative insignificance 
that on June 30, 1914, one month before the outbreak of the European 
war, our shipping registered for foreign commerce amounted to only 
1,066,288 tons, or less than one-sixth of our home-trade shipping. 

More than a century ago, in the year 1810, the United States, with 
only one-fourteenth of the population of to-day, had 981,019 tons of 
shipping registered for foreign commerce, and was carrying under its 
own fiag 91.5 per cent of .its own imports and exports. In the fiscal 
year 1914 American ships con\eyed only R.6 per cent of our imports and 
exports. 

'.rbis very great expansion of our coastwise shipping, even against 
the intensifying competition of the railroads, stands in sharp contrast 
with the long decline of our over-seas shipping, and is manifestly to be 
explained by the fact that in the one trade it is American against 
American, with substantial equality in wages and other conditions, 
while in the other it is American against foreigner, with the over
whelming advantage of lower wages and requirements and certain 
powerful forms of national assistance on the foreign side. 

, EARLY SHIPPI::-.G LAWS. 

Though Americans of the colonial period won success as shipbuilders 
and seamen. the etrect of the Revolution was such that at its end, in" the 
critical period of American history," most of our over-seas carrying 
trade fell into the bands of British shipowners. Our entire merchant 
fieet registered for foreign commerce amounted to only 123,893 tons 
in 1789, and only 23.6 per cent of our own trade was being conveyed in 
American vessels. In other words, the condition of the ocean shipping 
business of this country, when the Federal Constitution was adopted and 
Washington became the first President, was not very unlike its condition 
at the present time. 

Washington, Adams, Jefferson, and Madison all joined in urging 
immediate relief for the merchant shipping industry, and the very first 
act of the First Congress under the new Constitution, passed on .July 4, 
1789, "for the support of the Government, the discharge of the debts of 
the United States, and the encouragement and protection of manufac
tures," contained an important clause allowing a discount of 10 per 
cent of the tariff duties on all goods imported in ships built and owned 
by American citizens. Moreover, on tea imported direct from the East 
Indies in American vessels a further and far heavier rebate was pro
"\"ided, and the third act of this new Congress, on .July 20, 1789, gave 
American vessels a marked preference in tonnage duties and virtually 
barred foreign vessels froro the coastwise trade. In 1794, in place of 
a discount of 10 per cent in the tarifr duties on goods imported in 
American vessels,. 10 per cent was added to the duties on ~oods imported 
in foreign vessels-a change of method, but not of prmciple. There 
was no sectional or party division over this early legislation for the 
encouragement of the American merchant marine. Thomas .Tetrerson, 
of Virginia, then Secretary of State, wrote in 1794, "To force ship
building is to establish shipyards ; is to form magazines ; to multiply 
useful hands ; to produce a:rtists and workmen of every kind who may 
be found at once for the peaceful speculations of commerce and for the 
terrible wants ot war." 

SUCCESS OF THE PREFERE~TIAL DUTIES. 

These laws of the founders of our Government, so frankly and 
strongly preferential to Amedcan shipping, instantly destroyed the 
British monopoly of three-quarters ot our ocean carrying. As a his
torian of the period has well said, " The growth of American shipping 
from 1789 to 1807 is without parallel in the history of the commercial 
world." American tonnage registered for over-seas commerce increased 
at once from 123,893 in 1789 to 346,254 in 1790, 363,110 in 1791, and 
411,438 in 1792. It was at this time and under this policy that Boston 
and Salem laid the foundations of theil• great East India commerce. 
The proportion ot our total imports and e>..-ports carried in American 
ships rose from 23.6 per cent in 1789 to 40.5 per cent in 1790, to 65.9 
per cent in 1791, and to 64 per cent in 1792. By 1795 no less than 

90 per cent of our commerce was conveyed in Anwriran \essels. Foreign 
flags, which a few years before ha1l dominat{'ll om· commerce almost as 
completely as they do to-day, well-nigh vanished from our ports of the 
North Atlantic. In 1800 there were 667,107 tons of American shipping 
registered for over-seas voyages, and in 1810, 981,019 tons. 

This wonderful growth of our ocE:>an fleet was achieved in spite of 
l)Juropean impressment and embargo through the power of wise laws 
which made it advantageous for American merchants to employ Amer· 
lean vessels whenever they had occasion to bring goods from foreign 
lands~and preferring these ships for the import trade, they naturally 
utilized them for the ex.Port trade also. Thus assured of constant em· 
ployment, American shipowners, building many vessels in succession 
from the cheap and abundant timber of the Atlantic coast, developed 
models that combined capacity with speed, and American officers and 
crews navigated them with the utmost skill and daring. National en· 
coura.gement of this maritime industry had quickly produced a•smartne~ 
and efficiency, the like of which the world had never seen. 

MISNAMED " RECIPROCITY " A.ND I1:S RESULTS. 

. So confident bad our statesmen grown of the superiority of Americ8Jl 
ships under any circumstances that in a commercial convention with the 
British Government, framed shortl:y after the end of the naval war of 
1812-1815, the United States w1thdrew its preferential duties as 
against British ships in the "direct" trade with the United Kingdom. 
Moreover, under pressure from inland and agricultural interests our 
Gov&nment, through commercial treaties and acts of Congress, gradu
ally withdrew the shipping preference from other trades, though this 
was not completely effective until 1850, against our chief competitor, 
Great Britain. These "reciprocity " acts were passed in the face of 
the earnest protests of the merchants and shipowners of the coast, who 
best understood the situation. 

American shipping continued to grow slowly up to the Mexican War 
period, but there was not again such a marvelous expansion as that of 
1789-1810. In 1832 a tonnage of 61.4,121 was registered under the flag 
of the United States, carrying 83.1 per cent of our imports and exports; 
in 1845, a tonnage of 904,476, carrying 81.7 per cent. Foreign vessels 
were figuring more largely in our over-seas trade, but, on the other 
hand, our ships were conveying a part of the trade of other nations. 

Just how reciprocity on the sea would have resulted in the long 
run ca.n not be known, for it soon proved that it was not real reciprocity 
at all, but something very different and delusive. The United States 
in entire good faith, in the years between 1815 and 1850, entered into 
commercial agreements with foreign Governments that ships of either 
nation should be admitted on terms of equality into the ports of the 
other so far as tariff and tonnage duties, etc., were concerned. In 
other words, the preference or encouragement which Washington, 
Adams, Jefferson, and Madison bad given to American shipping was 
step by step abandoned. One result was that British ships, manned at 
a lower wage scale, increased nearly 400 per cent in our own ports 
between 1831 a.nd 1840. while our own ships gained but 40 per cent in 
all the ports of the world-

BRITISH SUBSIDIES TO STEAMSHIPS. 

This was while the competition was with sail ships, wooden built, 
on either side. But just before 1840 the British Government began to 
invoke a new form of encouragement. In 1834 a subsidy of $85,000 a 
year was given to the Rotterdam and Hamburg steam packets of a 
British company, and another subsidy of $150,000 to the packet service 
to Gibraltar. These British royal payments were found to be so valu
able in their influence on the new art of steamship and engine building 
in the United Kingdom that in 1838 another and much larger subsidy 
was otrered for a British steamshlp service across the North Atlantic. 
In the year following a subsidy of $425,000 a year was secured by 
Samuel Cunard for a steam line from Liverpool to Halifax and Boston. 
"It is beyond question," declares James Russell Soley, the historian, 
"that the sum paid to the Cunard Co. in its early days, amounting to 
about 25 per cent per annum on the cost of the running plant, a.nd 
subsequently increased to $550,000, to $750,000, and to $850,000, was 
clearly a subsidy i,...that it was given with the plain intention of estab
lishing firmly in J!.mglish hands the trans-Atlantic traffic, and that it 
accomplished the desired result." 

Other British subsidies quickly followed the Cunard-to the Royal 
MaiL Steam Packet Co., for lines to the West Indies, Brazil, and Argen
tina ; to the Pacific Steam Navigation Co., for a line to the west coast of 
South America (this was established by an American, William Wheel
wright, of Newburyport, who had first sought a subsidy in vain in 
Washington) ; to the Peninsular & Oriental, for lines to the East Indies; 
and to other companies in all quarters of the world. In a few years 
British subsidies totaled $3,000,000 or $4,000,0000 annually. 

The United States had been outwitted by British diplomacy and 
statesmanship. First. the preferential policy of Washington and his 
colleagues had made American shipping the most prosperous in exist
ence. " That starred fiag " the London Times lamented, " is now con
spicuous on every sea, and will soon defy our thunder." But we were 
adroitly persuaded to lay aside the weapons that had served so well, 
and when we had bound ourselves by solemn treaty no longer to employ 
them the British Government introduced the new and potent expedient 
of subsidy, which the treaties and agreements did not forbi.d. 

AMERICA .ADOPTS SUBSIDIES· ALSO. 
This new departure did not pass unchallenged in the United States. 

It is almost forgotten now, bu,t it is a tact of record that the American 
Government for a time resolutely met subsidy by subsidy and was 
brilliantly successful in the contest. It was an American, Fulton who 
created the first efficient steamboat, in the Olermont of 1807. Steam 
craft came into immediate use on rivers, sounds, and bays here, and in 
1830 appeared in the ocean coast trade. Ericsson, with his screw pro
peller, was rebutred in England, but received and honored here, and in 
1841 the first seagoing screw steamship was built for an American line 
from New York to Habana. At that periodh when the Cunard subsi· 
dies began, the United States was clearly a ead of Great Britain in 
steam navigation. Moreover, ships had begun to be built of iron her.e; 
the Bangor, for example, for New England coast service, in 1844. Amer
ican ingenuity and enterprise were as quick and competent to deal with 
steam as with sail, with metal as with wood. The idea that iron steam
ships could not be built in the United States before the Civil War is 
the invention of malice or of ignorance. 

It is a profoundly significant fact that the initiative in the move
ment to meet British steamship subsidies by American subsidies was 
taken by southern men who were Democrats in national politics. 
Senator Thomas Butler King, of Georgia, was the pioneer. In 1841, 
soon after the first Cunard steamers had reached the United States, 
he began to advocate in Congress th1! granting of mail subsidies, no 
less liberal than the British, to put the American fiag into equal com-
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petition. "British statesmen." he sn.ld, "are resolved to monopolize 
- the intercourse between America and Europe. Of all the lines of saU 

packets which eros~ the Atlantic not one is owned in Europe, and it is 
not to be doubted that American merchants, properly encouraged, wlll 
assuredly excel in them (steamship lines) as they have done in sailing 
vessels." 

Preslclent Polk, a southern man and a Democrat, advocated subsidy 
legislation in his message to Congress. " The national policy," he 
said, "by which a rapid communication with the various distant ports 
of the world is established, by means of American-built steamers, would 
find an ample reward in the increase of our commerce and in making 
our country and its resources favorably known abroad "-but President 
Polk went on to argue that the national advantage was "still greater 
of having rowerful steamships available for wa.r," and "having the 
privilege o taking the ships already equiJ?ped for immediate service 
at a mo~nt's notice." Thjs1 he declared, will be cheaply purchased 
by the compensation to be pa1d for the transportation of the mall over 
and above the postage received. A just national pride, no less than om 
commercial interests, would seem to favor the policy of augmenting thl 
number of this uescrlption of vessels." 

TIIE COLLIXS A:UERICAX LIXE. 

So a southern Democratic President wrote, and a Democratic Con· 
grE.'ss acted on his recommendations, the project being supporteu by 
Members of Congress without regard to party distinction. A subsidy 
of $200,000 was granted to a new American steamship line to Havre an<1 
Bremen-less than half the sum paid to the Cunard line, and the Amer
ican ships were larger. This was under the ocean mail laws of 1845 
and 1847, by which aduitional American steamship services were estab
lished to the West Indies, the Isthmus of Panama, and up the Pacific 
coast to Oregon. 

In 1847 a contract was concluded by our Government with the head 
of the celebrated Collins line of trans-Atlantic steamers for a subsidy of 
$38G,OOO a year. When l\lr. Collins built steamships much larger and 
more powerful than the Cunard ships his subsidy was increased to 
$85SJOO a year-the Cunard Line was then receiving $856,000 from 
the .l:'iritish Government. This new American line began under the 
brightest auspices. Its steamers beat the Cunard steamers regularly 
in passages from land to land and secured the bulk of the first-class 
passenger traffic. Moreover, as Lindsey, the historian of British ship
ping, said, " Before the Collins Line was established, the Cunard steam
ers were receiving £7 lOs. sterling per ton for freight, which was so 
much a monopoly rate that in two years after the Collins Line had 
commenced the rate of freight fell to £4 sterling per ton." Under the 
impulse of the mail subsidies American ocean steam shipping rose from 
1G,OG8 tons in 1848 to 115,045 tons in 1855. As Dr. David A. Wells 
says of the period : · 

" During the single year 184D-GO we increased our ocean steam ton
nage 113 per cent, and the seagoing qualities and performances of our 
vessels were so admirable that the Cunard Co., which bad then been in 
operation 10 years, was obllged to bring out new ships to compete with 
them. The prospect, therefore, at one time was that the United States, 
although late in the start in this new department of foreign shipping, 
would soon equal, if not overtake, her great commercial competitor_" 

It was an era also of immense expansion in the sail shipping of 
America, due to a succession of extraordinary causes-the famine of 
1847 in Ireland and an abnormal demand for foodstuffs in Europe, llie 
gold rush of 1849 to California, and the Crimean War of 1854-1856. 
'l'he famous American clippers, built particularly for the California and 
China trade, belonged to this era, when in 1855 no less than 583,450 
tons of shipping, including 381 ships and barks, were launched from 
American yards. 

LOSIXO OUR Sllii'S BEFORE '!'HE W .!R. 

In that year, 1855, the American merchant marine in over-seas com
merce reached its climax_ There set in immediately a sharp and star· 
tllng decline-six years before the Civil War. Though the tonnage 
nominally registered for foreign carrying did not immediately show a 
dee1·ease, shipbuilding fell off ft·om 583,450 tons in 1855 to 156,602 tons 
in 185!>, and rallied only to 214,797 tons in 1860. This heavy shrinkage 
in the product of the shipyards indicated that six years before the first 
shot was fit·ed at Fort Sumter gruve discouragement and disaster had 
befallen our merchant marine_ 'l'his historic fact is exceedingly impor
tant to remember, because it has so often been asserted that the loss of 
our ocean shipping began with and was wholly due to the great war 
between North and South. The records of shipbuilding afford conclusive 
proof that the decline had set ii1 long beforehand. 

The causes of this decline were in part economic, but in much larger 
part political. It bas often been alleged or assumed that the change 
from sail to steam and from wood to iron gave Great Britain, om· old 
nnd formidable rival, an overwhelming advantage over the United 
States. But the United States in 1855 bad long been building steam
ships for coastwise navigation; some of these were iron ships, and 
American-made iron was declared by architects and engineers to be tile 
very best for maritime construction. There were iron shipbuilding 
plants nt New York and Philadelphia and, before 18G01 at Boston. It 
was a period of low tariff fot· revenue only, and the high customs and 
internal-reyenue taxation of the Civil War, that undoubtedly for a time 
did burden the shipbuilding industry, had not come into existence. 
Americans were naturally as adept at ironworking and at boiler and 
engine building as their British kinsmen-a fact soon to be demon
F:trateu to all the worlu by the great a"l'mor-clad fleet of the Federal 
Navy. 

Great Britain in 185G was manufacturing more iron than the United 
States, and to a certain degree the transition from a material of which 
the United Kingdom produced almost none at all to a material which 
it possessed in particular abundance was a benefit to British yards, 
but it was by no means a conclusive factor. There was enough iron 
of admirable quality in America for the construction of great fieets of 
ships. For the main cause of the decline of our ocean shipping from 
its climax of 1855 to the outbreak of the Civil War it is necessary to 
look in quite a different dir-ection. 

A~IERICANS AHE-1D IN STEAl\ISHIPS. 

Rivalry between American and British ocean steamship lines on the 
north Atlantic from 1850 to 1855 had demonstrated that the Yankees 
were as skillful in engineering as they had long been in seamanship_ 
Capt. McKinnon, of the British Navy, after voyages of observation in 
both the ColUns and Cunard liners, reported to his Government that 
" there are no ocean steamers in England comparable with the (Ameri
can) Baltic-'' 

But there was one serious weakness in t.he Rituation. All of the new 
American ocean steamers were built in the North, owned and mannc~l 
by norlht'l'n men, and registered nt northern seaports. The sectional 

slavery feud between the States wps growing more and more bitter 
every day, anq southern men wer; 5n control of Washington. These 
ocean steamships, maintained by \<tbsidy from the National Treasury 
against the.ir equally subsidized British rivals, were a formidable addi
tion to the commercial and naval power of the Not·th. For the same 
reasons why the strengthening of the Feueral Navy was suspended the 
mail subsidies were taken away from the great Etuccessful Ameflcan 
ocean steamship services in the very crisis of their· contest with thell· 
British competitors. _ 

OUR SIIIPPI 'G THE VICTill OF SECTIO~AL ATT.!CK. 

This was done, after a memorable struggle, in 1856 and 1858 under 
the direction of several distinguished southern men-Jefferson' Davis 
of 1\lissi:;s~ppi, afterwards President of the Confederacy; R. M. T. Hunter', 
of Virgt~na, afterwards Confederate secretary of state; S. R. Mallory 
of Flonda Confederate secretary of the navy; Robert Toombs of 
Georgia, a leading member of the Confederate congt·ess and secretary ot 
state; Judah P. Benjamin, of Louisiana, Confedet·ate attorney general· 
and J. M. Mason, of Virginia, well remembered with Mr. Slidell as Con~ 
federate envoy ttJ Europe. 

These able and eminent southern statesmen doubtless believed that 
they were serving vita] interests of their own people, bot not all of their 

.own section coincided in their action. Though they received some 
help from agricultural States of the West and Southwest, Senator 
Bayard of Delaware eloquently protested against the abandonment of 
American steamship enterprise as a surrender to the British Govern· 
ment, and the action of Congress in withdrawing the subsidies was 
;:~t1~;~} a~3dcit~s~~0~[ men of aU parties in the North as blindly 

HOW BRITISH SUBSIDIES WO~. 

Disastrous, indeed, it quickly proved. When, in 18uG, the southern 
lawmakers reduced the Oollius mail pay fr•om $8G8,000 to $385,000-
the British Cunard ships were then receiving $856,000--the managers 
of the chief American line to Europe refused to give up the fight and 
struggled on for a time. But the odds were hopeless and they wet·e 
forced to quit the field. Their largest ship, the splendid Adl-iatio was 
sold to a new British subsidized line from Galway and held the 
Atlantic record under the British flag. One by one the other American 
Atlantic lines succumbed, and when Commodot·e Vanderbilt, with all 
his wealth and genius, attempted to compete with the British sub
sidized lines be was unable to witbstand the treasury o! the Bl'itish 
Government. When the Civil War opened in 1861 only occasional 
American steamships were running to Europe. British subsidies had 
won the fi~ht. 

The Collins Co. had lost two steamships by wreck and its failure is 
sometimes attributed to this misfortune. But many more ships were 
lost by the British Atlantic lines. '£he Royal Mail had seven steamers 
destroyed in quick succession. nut the British Go>ernment, instead of 
abandoning the Royal l\lail, stood by it more resolutely than before and 
enabled it to build new ships and maintain its service. 

Perhaps the greatest New York merchant and shipowner of this time 
was A. A. Low, Esq., the distinguished fathet· of Hon. Seth Low. 
formerly mayor of New York and president of Columbia University aml 
now president of the New York Chamber of Commerce. The eldet· Low, 
in a formal statement to Congress, speaking as an eye witness thor
oughly familiar with the facts, declared : 

"I only know the English have always, in peace and war, manifested 
a determination to bold the supremacy on the ocean and the supremacy 
which they acquired by arms in war they have in peace acquired by sub
sidies. They have deliberately and intentionally driven the Americans 
ft·om the ocean by paying subsidies which they knew our Congress would 
not pay. • • * '£hey have dl'iven us from the ocean by that policy 
just as effectually as they ever did drive an enemy from the ocean by 
their guns." 

Great Britain, in 1860-1, was expending $4,537,223 in the en· 
couragement of steamship building and mail communication with all 
parts of the world. France, following the British example, in 1858 
offered subsidies of $620,000 a year for a line from Havre to New York, 
$940,000 for a service to Brazil, and $1,300,000 for a service to the 
West Indies and Mexico. Germany, at about the same time, began to 
subsidize the North German Lloyd on the routes from which the swift 
Amer·ican ships had disappeared. The slavery feud had killed tho 
American merchant marine in trans-Atlantic commerce. 

. EFFECTS OF TilE CIVIL WAR. 

After the destruction of our trans-Atlantic mail lines came the Civil 
War_ Anglo-Confederate cruisers between 1861 and 18G:::i burned or 
sank 110,000 tons of American shipping and drove- 751,59u tons unueL· 
foreign colors ; nearly one-thil·d of om· whole fieet registered for over
seas carrying. Thls ocean trade fleet, which had amounted to 2,496,804 
tons in 1861~,. controlling 6G.2 per cent of our imports and exports, had 
shrunk to 1,ij87,75G tons in 18GG, controlllng only 32.2 per cent of our 
imports and exports. 

For a while after the war our ocean shipping actually increase(!. 
Shipowners and builders would not surrender without another elf.ort. 
Our registered tonnage in 1867 reached 1,515,648 and remained at or 
near the same figures for a decade thereafter-the total registere(l 
tonnage in 1878 was 1,589,348. But in this same period the proporllon 
of our imports and exports carried in American vessels had steadily 
decreased from 33.9 to 2G.3 per cent, and after 1878 both total tonnage 
and proportionate carrying fell together, reaching a tonnage minimum 
of 726,213 in 1898 and a proportionate carrying minimum of 8.2 per 
cent in 1901. From 1898 onward there bas been a gradual, though not 
constant, increase in our registered tonnage to the 11.0661288 tons ot 
1914. But this increase is more apparent than real, ror rt includes a 
considerable fleet o! vessels employed in the long-voyage coast trades, 
like that via the Panama Canal. These vessels and others passing near 
or by foreign ports sail under register instead of enrollment, for pur
poses of safety and convenience. There was virtually no real Increase, 
up to the opening of the present European war, in the proportion of 
our imports and exports carried under the American fiag. From 8.2 
per cent in 1D01 this rose to 12.1 in 1905, but fell again to 8.6 per 
cent in 1914. The development of American ocean shipping when this 
great war started was substantially where it had been 16 years before. 

THE OCEAN MAIL LAW OF 1801. 

Fl·om 1865 to the present time Congress has refusecl to adopt :my 
vigorous and comprehensive measure for the relief ·of American shippin~ 
in m-er-seas commerce, though a cautious and, as it proved, inadequate 
mail-subsidy system was established in the ocean mail act of l\Iarch 3, 
1891. As passed by the Senate. this provided both subsluies for postal 
lines and bounties for cargo vessels, but the bounty feature was rc
jecteu anti the proposed mail rates were heavi11 rcuuccd by Middle 
Western insistence in the llouse of Representatives. 'l'he legislation 
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was so crippled that its authors despaired ot any definite results1 but 
even with its lowered compensation the act of 1891 has proved ~o be 
of substantial value t o t he American merchant marine. 

It was this legislation which made it possible for the International 
Navigation Co. to uudertakc in 1895-96 a weekly s~rvice ln American 
steamships from New York to England and France, the New York and 
PT iladelplti a being specially a dmitted to American registry for this 
purpose, while the St. Loui s and St. Paul were built in the Cramp ship
yard in Philadelphia. These four swift ships were of great value as 
auxiliary cruisers in the Spanish War. Though the company con
trolling these steamer s has several times signified its willingness to 
build new ships equal to the best on the Atlantic if the United States 
Government would enter into an agreement equivalent to that of Great 
Brita in with the Cunard Co., no action has been h~?l but the weekly 
mall service to Europe is maintained with great regwarity by the ex
isting steamers, and this has been of much advantage to QUr Govern
ment and our merchants throughout the present war. 

The ocean mail act of 1891 maintains also the Ward Line of Ameri
can steamers from New York to Cuba and Me:rlco, the Red D Line 
from New York to Venezuela, and the Oceanic Line from San Fran
cisco to Australasia. Total expenditures under this act in the fiscal 
year 1914 were $1,089,361, of which $673,998 was received by the 
American trans-Atlantic service. Every great maritime nation spends 
much more for mall subsidies than our own-even Canada two or three 
times as much annually. 

THE MERCHANT MARINE COMMISSION Oi' 1904-5. 

Congress in 1904 authorized a Merchant Marine Cominission of five 
Senators and five Rr.presentatives, of which Senator GALLINGER, of 
New Hampshire, wa~ chairman, to make a new and thorough invesdga
tion of the ocean shipping question. This commission published its 
report in 1904-5, recommending national ~ncouragement to regular 
steamship services to the West Indies, South America. South Africa, 
Australasia, and the Orten_!.._ and the granting of tonnage subsidies to 
cargo vessels. A blll carrywg these provisions passed the Senate, but 
the subsidy to cargo ships was eliminated in the House, and the mail
subsidy measure which the House passed was defeated by a filibuster 
in the Senate, conducted by two Senators who were retiring to private 
life. The Senate subsequently passed the ocean mail bill, but it was 
twice defeated in the House, though by the narrowest of majorities. 

In the congressional contests over the measures recommended by the 
Merchant Marine Commission most of the opposition came from the 
South and Middle West, thus repeating the experience which had de
stroyed the American steamship services on the North Atlantic before 
the Civil War. But from both South and West there appeared also 
strong advocacy of a forward policy by individual Senators and Repre
sentatives, and the ocean mail bills were actually defeated in the House 
by the defection of a group of Middle Western Republicans who, though 
strong partisans of tariff pr<Jtection for the agricultural interests of 
their States and section, were unwilling that national encouragement 
<lf any kind should b~ extended to the ocean shipping industry of the 
.Atlantic and Pacific seaboards. Another influence was the hostility of 
certain powerful European steamship corporations which had become 
strongly entrenched in American ocean carrying. From their head
quarters in Europe and New York these foreign steamship organizations 
sent out earnest arguments against the subsidizing of American steam
ship services, and these appeals undoubtedly counted for a great deal 
with some public men and people of European birth or immediate de
seent in this country, to whom they were particularly addressed. 

A E'REil!l SHIP EXPERIMliiNT. 

As a part ot the Panama Canal act of August 24, 1912 Congress 
changed the traditional policy of the United States by oiiering free 
registry for the over-seas trade to American-owned, foreign-built ves
sels not more than five years old. This " free-t~hip " experiment proved 
absolutely fruitless up to the outbreak of the war in Europe-not one 
foreign-built ship was at any time r-egistered under 1ts provisions. 
The reason assigned was the higher cost of operation that would have 
to be assumed under the American laws and colors. 

As an emergency m~asure Congres~1 on August 18~ 1914, passed an 
act amending the previous act so roa t there coula be admitted to 
.American registry for purposes of foreign commerce American-owned, 
foreign-built vessels without regard to age. At the same time the 
President was authorized to suspend the requirement of law that the 
officers of these foreign-built ships should be American citizens and to 
exempt the ships In question from compliance with our inspection and 
measur-ement Jaws and regulations. 

A considerable movement of American owners of foreign-built ships 
to naturalize their vessels under the new law quickly followed. The 
United Fruit Co., the Standard Oil Co., and the United States Steel 
Corporation were the principal factors to take advantage of the new 
legislation. Most of the foreign-built ships added to the American 
overseas fleet under the new policy were American owned before the 
war began. There have not been many new purchases of foreign
built ships, and a very large proportion of vessels controlled bf Ameri
e.an capital, notably in the regular trans-Atlantic trade, stu remain 
under foreign colors. The total number of ships naturalized under the 
act of August 18J 1914, is 171, ot a total tonnage of 583,738. Most ot 
these were brou~rnt in in the early part of the war. Only three vessels, 
one of them a small yacht. were granted l"eifstry 1n · the entire month 
9f September, 1915, and only three more were admitted up to December 
18, 1915. 

FOREIGN CREWS DEMAND AMERICAN WAGES. 

It has been discovered in actual experience that the suspension of 
the navigation laws by the President, so that the foreign-built ships 
admitted to Am-erican registry can come in with their forei&n officers 
and remain exempt from our inspectio.n and measurement laws and 
rules, has not prevented these foreign officers and their foreign crews 
from demanding the wage scale and food scale of Americans. The re
sult has been an immediate and large increase in the cost of mannin~r 
and maintenance, so that in these regards the naturalized ships are on 
the same •basis compared with foreign-registered ships as are American 
ships of native construction. For example, W. R. Grace & Co. find 
that wages and food of a steamship under the American flag amount 
to $2,778 a month as compared wlth $1,991 under the British fiat:. 
"On Britisn steamers which we recently transferred to the American 
flag,'' says this firm. " the foreign crews struck for American w~es 
the dny of transfer and received them." 

The United States Steel Products Co., which handles the export 
trade of the United States Steel Corporation, has nine steamers trans
ferred from British to American reglStry. The 378 members of these 
nine crews under British registry received in w.ages $12,478 .a month, 
~he 393 members of these rilne crews undeJ: American registry receive 
~17,537 a month, an increase of 40.54 per cent, and J.n addition there 
has beeu an increase of 19 per cent in the cost of food. 

The steamship Brindilla, of the Standard Oil Co., has a total wage 
bill under the American flag of $1,765 a month a s compared with 
$936.10 a month when this same ship was the German steamer Wash· 
'ngton. . . 

These great corporations have precise systems of record, and so these 
comparative figures aTe available and trustworthy, but theirs has doubt
less been the experience of all owners of foreign-built s teamships who 
have secured American registry. The great war has introduced new 
complications. Because of war risks wages of seamen have risen 
under foreign flags, but there is every reason to believe that when the 
war has ended the normal difference in wages between American and 
foreign ships will be substantially what it was before the war began. 
This d:ifrerence on typical cargo-carrying ships was as follows : 
Oomf]arative monthly toages, 191.;, on A merican and British cargo 

_steamers of a capacity of about 5,000 tons. 

Master.·-··· ............................... ··-········--··· 
First officer .• ·--··· ......•......... ···-····-··· ........... -
Second officer ...... ·- .......... ·-.·- ..... ·- .... -· .. ·- ..... . 
Third officer ............ -······-···········-··············· 
~2:~:.::::::::::::::::::::::::::::::::::::::::::::::: 
~:~~~:::::::::::::::::::::::::::::::::::::::::::: 
~~:f~·~eei-:::::::::::::::::::::::::::::::::~:: 
~~~~=:::::::::::::::::::::::::::::::::::: 
Oilers._ •..........• ·--· ••. ·-·· ••• ·--· .... ·- ....•..•••..... 
Donkey men ••.• -.H··---··-·······-······················ 
Firemen ....... ·····-· .•....... ·-···- ...... -··- ........... . 

~:!-~~::::~::::::::::::::::::::::::::::::::::::::::: 
Ooo.k ••••••••••••••••••••••••••••••• ·-·-·····-············· 
Messman ................... ·-····························· 
Cabin bOY-·:··················-·······-··········-·····-·· 

American. British. 

Sl75. 00 $100. 00 
90.00 63.18 
70.00 43.74 

~:~ ···-···~]i 
m i::gg_ ~·<9)"-24:30 

160. 00 97.20 
100. 00 68.04 
90.00 48.60 
80.00 

l2~l ~:~ 30.00 
60.00 
45.00 
20.00 
20.00 

· · (i) · · ai:5g 
(6) 29.16 

..................... 
38.88 
34.02 
15.00 

Total Amerlcancrew_.-·······-····-:·····-·············~·-········-·-··· 32 
Total American payroll, per month··-····--···············-···--········ $1,655.00 
Total British crew •.............. -· ..•...•.. ·- ...............••. ···-··.... 27 
Total British pay roD, per month ...... ··- .....................•.... ·- .. ·- $994.66 

WHAT SHOULD NOW RE DONE? 

Assuming that the free-registry law of August 18, 1914, has the effect 
of equalizing the first cost of ships-for American shipowners can now 
go to Europe or Japan !or vessels for over-seas commerce if such ships 
can be procured there at a lower price than from American yards
there Inanifestly still remain., in spite of the suspension of our naviga· 
tion laws, a wide difl'erence tp. wages and maintenance. Of the two 
factors in the problem the construction cost has been equalized, but 
not the cost of operatton. This ls still as heavily against our flag as 
ever-and this ls now a matter of demonstrated fact-it has been 
wholly removed from the tleld of dispute and speculation. · 

How is this factor of the higher cost of operation to be met'l 
The special committee on merchant marine of the Boston Chamber 

of Commerce, in n. report fresented June 7, 1915, and subsequently 
approved by the directors o the chamber, recommended that carefullY 
guarded subsidies be granted by the Government, sufficient to offset 
the d.llference in cost of operation between American and foreign vessels, 
w1th the condition that all vessels receiving subsidies should be so con
structed as to render efficient service as transports, fuel shlpst supply 
ships, ammunition shtps, etc., in case of war, and be held suoject to 
the call of the Government. 

This plan would equalize conditions, so far as typical cargo vessels 
are concerned. But all maritime nations assist .,egular steamship serv-

1
• 

ices carrying mall, freight, and passengers on fired schedules at more 
than ordinary speed, by means of mail or naval subsidies, amounting 
in the aggregate to not much less than $50,000,000 a year. It 1s 
obvious that such regul!lr line steamship services under the American 
flag would require sF.ecial additional encouragement, and tor this pur
pose the committee m its report recommended an amendment suitably 
increasing the rates of compensation otrered under the ocean mall 
law of 1891. 

The committee also opposed the proposal of Government ownership 
and operation of commercial steamships. tor reasons stated in a sepa
rate report, and approved the creation of a Federal shipping board1 after the example of the British Board of Trade, and a. revision or 
our navigation laws and regulations, so tar as they unnecessarily in
-creastl the cost of operation of American as against foreign vessels. 
Such a revision is an essential part of any movement for the revival 
of American Ocean shipping, but, as has already been demonstrated 
by experience under the tree-registry act o!. August 18 1914, a revi
sion or a suspension of the laws and regutations wni not of itself 
equalize the cost of manning and maintaining American and foreign 
Yessel.s. 

SHIPBUILDING ALL IMPORTANT. 

At present, because of the great European war, its abnormal effect 
upon wages and materials1 and the absorption of foreign shipyards in 
naval repair and construction, the first cost of commercial steamships is 
believed to have risen in Europe to or near a parity with the cost in 
the United States. American ocean shipyards are now fully employed 
upon new tonnage, nearly all of lt designed primarily tor coastwise 
commeree, but a large part of it of a type adaptable also to over
seas carrying if conditions in that trade can be properly equalized. 
This is a fortunate circumstance for the country. Full employment 
will greatly assist American ocean yards to extend their experience, 
standardize their output, and reduce their costs and the price of com
mercial steamers ot American construction should be very much nearer 
the foreign price after the war has ended than it ever has been before. 
It should be understood that steel plates and shapes for shipbuilding 
are normally obtainable at as low a cost in the United States as in 
Europe. 

The importanace of judicious encouragement of the art of ocean 
shipbuilding can not well be overestimated, both because of the impera
tive need of well-equipped shipyards in the problem of national defense 
a.nd because history afrords nQ e.xampJe of a nation . permanently great 
tn ship owning and navigation which depended for the construction 
of its ships upon its rivals in trade and possible enemies in war. It 
ts stlll eminently true in pri.n.clple; as Thomas .Jefferson declared more 
than a century a.go, that " tor a navigating people to purchase its 
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marine afloat would be a sh·ange speculation. • • • Plaeing, as a 
resene, with a foreign nation or in foreign shipyard the carpenters, 
blacksmiths, calkers, sailmakers, and the vessels of u nation would be 
n singular commercial combination. We must, therefore, build them 
for ourselves." 

AMERICAN !lARINE INSURANCE. 
One essential of complete success in American shipbuilding and na vi· 

gation is a thoroughly American inspection, survey, and classification 
service capable of performing for the· United States a work which 
Lloyd's bas long rendered for the British Empire. For many years 
American shipowners and merchants, even in the coast and lake trade, 
have been largely dependent for marine insurance upon foreign cor
porations. To realize the full benefits of an independent American 
shippin~ industry it must be possible to effect adequlte insurance in 
compaDles domiciled in the United States, preference being given by 
our shipowners ann merchants to insurance in American companies, and 
to this end a strong classification society must be at once established, 
so that American insurance Interests can undertake marine risks with 
all proper safeguards and necessary information. There is abundant 
capital in this country and abundant technical and administrative 
skill, and they should be brought into effective cooperation. There 
should be resources in American companies sufficient to provide at least 
$1,000,000 of insurance on any single hull to handle the marine busi
ness now offering, which 1S about three times the amount of insurance 
at present available. 

Every important nation which has developed a merchant marine of 
its own has appreciated the need of creating at the same time a class!· 
fication and insurance system of its own, instinctively recognizing the 
unwisdom of depending for such an indispensable service upon the re
sources of foreign competitors. It ls earnestly believed by many 
American shipowners that the decline of our own mercantile marine was 
hastened by certain arbitrary discriminations of powerful marine insur
ance authorities of Europe, and It is tho manifest coursP. of orudence 
to make such discriminations impossible hereafter by providing requisite 
American standards or construction properly adapted to meet the par
ticular needs of the widely varying types of ships required for Ameri· 
can domestic and foreign commerce. Private capital and enterprise 
can best supply this need, with dne recognition in the law and regula-
tions of the Government. · 

A FLEET ESSENTIAL FOR COlUIERCE AND DEFENSE. 

The merchant marine-the building and operation of overseas com
mercial carriers-is, or should be, a gre.at national industry, as deserv
ing as any other great industry of the friendly interest of the American 
people and the intelligent consideration of their Government. Just as 
eYery adequate department store, for its own self-protection, insists 
upon its own delivery servi'!e, so every mercantile nation demands a 
suitable fleet of its own ships. Great Britain fought fierce wars with 
Holland and France primarily to secure its own sea trade. The new 
German Empire, when under Bismarck It first be.,.an to look abroad 
for markets, refused to depend upon British ships but sought at once 
the creation of a German merchant navy. FH.nce would not rely upon 
the fleet of either Germany or Britainh but has laboriously wrought tts 
own reerchant marine, and Japan, t e latest of commercial powersi 
secured its ships first and its trade afterwards. Not one commercia 
nation, save the United States, has ever been willing to trust its over
seas delivery Rervice to its eager and aggx·esslve competitors-the In· 
sttn;!t of self-preservation imperatively forbids. 

If the United States bad possessed, as it should normally have pos
sessed, 10,000,000 or 15 000,000 tons of overseas shipping in August, 
1fl14. at the outbreak of the present European war, its ocean delivery 
service could not have been broken down by the wholesale diversion 
of foreign ships, whose first duty was owed to foreign Governments. 
Reduced or disrupted steamship services and abnormally increased 
freight rates have cost the .American people uncounted m11lions of dol
lars since the war began, and, as agriculture still supplles the major 
bulk. if not the major value, of our exports, the heaviest loss has 
fallen upon the cotton-growing South and grain-growing West, many 
of whose public men have historically been most blind and inditrerent 
to the need of a merchant fleet that would serve "America first." 

If an adequate merchant shipping 1S important to our commercial 
security, it is absolutely indispensable to our military and naval de
fense. Tn the event of war between the United States and a foreign 
enemy our Gov<'rnmcnt would instantly require hundreds of auxiliary 
vessels-scouts, transports, mine !ayers, fuel ships, ammunition ships, 
supply ships, hospital ships-which could be provided only from the 
merchant service. 

l\lany_ of these can be procured fr!lm the coastwise fleet, but not 
enough, for a large part of this domestic tonnage Is not adapted to 
open-ocean voyaging. The country has not yet forgotten the humilia· 
tlon of seeing its proud battleship fleet escorted around the world by a 
motley crowd of Britisht Dutch, and Italian colliers, because no Ameri
can vessels were to be nad. 'rhat was in time of peace, but the lack 
of such auxiliary ships, and especially of loyal American officers and 
men, in war might fatally cripple our fighting force and bring appalling 
disaster to the Nation. A strong mercantile marine 1s one of the great 
essential el('ments of ~rlcan "prep~re.lness." 
Amer-ican tonnage and proportionate can11ing in foreign trade of United 

States, 1789-191.1,.1 

Tonnage 
registered 
for foreign 

trade .. 

Propor
tion of 
exports 

and 

C:Y~trn 
American 

vessels. 

Year ended Dec. Year ended Dec. 
31- Per ctnt. 31-

Tonnage 
registered 
for foreign 

trade. 

1789 ••... - •. - 123,893 23.6 179iS......... 603,376 
1790......... 346,254 40.5 1799......... 657,142 
1791. • ..... -. 363, 110 55. 9 1800 • • .. • • • • • 6671 107 
1792 ..•. ···-· 411,438 64.0 1801......... 630,558 
1793......... 367,734 79.5 1802. •·••••·• 557,760 
1794.. ....... 438,863 88.5 1803. ..••. •.. 585,910 
1795 ....•. -.. 529,411 90.0 1804......... 660,514 
1796...... •• . 576,733 92.0 1805......... 744,224 
1797. . • . . • • . . 597. 777 90. 0 1806. . • . . . • .. 798. 507 

1 Figures taken from the report of thtl Bureau ol Navigation and 
Foreign and Domestic Commerce of Department of Commerce. 

-

Propor
tion of 
exports 

and 
imports 

carried in 
American 
vessels. 

Per cent. 
89.0 
88.5 
89.0 
89.0 
86.5 
84.5 
88.5 
91.0 
91.0 

Bureau of 

Amer£can tonnage and proportionate can·ving in (o1·cign trade, etc.-Con, 

Year ended Dec. 
31-

1807 ...••••.. 
1808. ···•••·· 
1809 ••••••••. 
1810 ••••.••.. 
1811 •••••••.. 
1812 •• ······-
1813 •. - •••••. 
1914 .... - .•.. 
1815 ••••••••. 
1816 •••.••••. 
1817- .• ••••·· 
1818 ........ . 
1819 ..•.••••• 
1820 ...•••••. 
1821. .••••.•. 
1822 ..•.•••.. 
1823 ...••••.. 
1824 ........ . 
182.3 .•••••••• 
1826 •...••••. 
1827 .•.•••••. 
1828 ...•••••. 
1829 ..••••••• 
1830 ••••••••• 
1831.- .•.•••• 
1832 .•.•••••• 
1833 ••.••.•.. 
1834 .•.•••••. 

Year ended Sept. 
30, 1835 (9 
months) ...... . 

Year ended Dec. 
31-

1836 .. : ••••. . 
1837 .... ···-· 
1838 ...... ··-
1839 ... -····-
1840 •....••.. 
1841 ...•••... 
1842. ········ 

Year ended Juno 
30, 1843 (9 
months) ...... . 

Year ended Dec. 
31-

1844 ........ . 
1845 .....••.. 
1846 ...•••.•. 
1847 -· ...•... 
1848 .•. ····-· 
1849 .....•... 
1850 •..•••••. 
1851. ...... .. 
1852 .•....•.. 

9 months ended 
June 3()-

1853 ...•.••.. 
1854 ... ·····-
1855. ····•••· 

Tonnage 
registered 
for foreign 

trade. 

840,163 
765,252 
906,855 
981,019 
763,607 
758,636 
672,700 
674,633 
824,295 
800,760 
804,851 
589,944 
581,230 
583,657 
593,825 
582,701 
600,003 
636,807 
665,409 
696,221 
701,517 
757,998 
592,859 
537,563 
538,136 
614,121 
648,869 
749,378 

788,173 

753,094 
683,205 
702,962 
702,400 
762,838 
788,398 
832,746 

856,930 

900,471 
904,476 
943,307 

1,047,454 
1,168, 707 
1,258, 756 
1,439,694 
1,544,663 
1, 705,650 

1, 910,471 
2,151,918 
2,348,358 

Propor
tion of 
exports 

and 
imports 

carried in 
American 
vessels. 

Per cent. 
92.0 
90.5 
86.0 
91.5 
88.0 
82.5 
68.0 
54.5 
74.0 
70.5 
76.5 
82.5 
84.5 
89.5 
88.7 
88.4 
89.9 
91.2 
92.3 
92.5 
90.9 
88.9 
89. 5 
89.9 
86.5 
83.1 
83.8 
83.0 

84.5 

84.3 
82.6 
84.2 
84.3 
82.9 
83.3 
82.3 

77.1 

78.6 
81.7 
81.7 
70.9 
77.4 
75.2 
72.5 
72.7 
70.5 

69.5 
70.5 
75.6 

9 months ended 
June 30-

1856 ......•.. 
1857 •.•...•.. 
1858 ...••••.. 
1859 ••••••••• 
1860 .•••••••. 
1861 •• --- •.•. 
1862 •••.••••• 
1863 •• --····· 
1864 ••••••••• 
1865 .•••••••• 
1866 ••••••••• 
1867 ••••••.•. 
1868 ••••••.•. 
1869 .•••••.•• 
1870 •••••.••. 
1871. •••..•.. 
1872. ···••••• 
1873 •• - .•.••. 
1874 .•....... 
1076 .•••.•.•. 
1876 ...•.•... 
1877 ....•••.. 
1878 .....•••• 
1879 ....•.••. 
1880 .•••••••• 
1881. .•••••.• 
1882 ...•••••. 
1883 ••••••••• 
1884 ••••.•••• 
1885 •... ••••· 
1880 .......•. 
1887 ••••••••· 
1888 .•••.•... 
1889 ..•....•• 
1890 ..•.•.••• 
1891 ......•.. 
1892 ........ . 
1893 (1 year). 
1894 ..••..•.• 
1895 ......••. 
1896 .•.••..•• 
1897 ..••••... 
1898 .....••.. 
1899 ..•..•... 

-- 1900 •..•••••• 
1901. .•.•.••. 
1902 •.••..•.. 
1903 .•......• 
1004 •..•••••• 
1905 ••...•••. 
1906 .....••.• 
1907 •.•..•••• 
1908 ••••••••• 
1909 ••••••••. 
1910 .... - .... 
1911 ..•••.... 
1912 ...••••.. 
1!ll3 ..•..••.. 
1914 ....•..•. 

Tonnage 
registered 
for foreign 

trade. 

2,302,190 
2,268,196 
2,301,148 
2,321,674 
2,379,396 
2,496,894 
2,173,537 
1,926,886 
1, 486,749 
1,518,350 
1,387, 756 
1,515,648 
1,..487,246 
1,496, 220 
1,448,846 
1,363,652 
1,359,040 
1,378,533 
1,389,815 
1,515, 598 
1,553, 705 
1,670,600 
1,589,348 
1, 451,506 
1,314, 402 
1,297,035 
1,259, 492 
1,269,681 
1,276,972 
1,262,814 
1,088,00 

989,412 
919,302 
999,619 
928,062 
988.719 
977;624 
883,199 
899,698 
822,347 
829,833 
792,870 
726,213 
837,229 
816,795 
879,593 
873,235 
879,264 
888,628 
943,750 
928,466 
861,466 
930, fl3 
878,523 
782, bl7 
863,495 
923,225 

1,019,165 
1,066,288 

Propor
tion of 
exports 

and 
imports 
carried in 
American 
vessels. 

Per cent_ 
75.2 
70.5 
73.7 
66.9 
ea.5 
65.2 
60.0 
41.4 
Z7.5 
27.7 
32.2 
33.9 
35.1 
33.1 
35.6 
31.9 
:19.2 
26.4 
27.2 
26.1 
27.7 
26.9 
26.3 
23.0 
17.4 
16.5 
15.8 
16.0 
17.2 
15.3 
15.5 
14.3 
14.0 
14.3 
12.9 
12.5 
12.3 
12.2 
13.3 
11.7 
12.0 
11.0 
9.3 
8.91 
9.3 · 
8.2 
8.8 
9.1 

10.3 
12.1 
12.0 
10.6 
9.8 
9.5 
8.7 
8.7 
9.4 
8.9 
8.6 

Merchant tonnage of principal 11ations as 1·ecorded in Lloyd's Register 
to~· 1895 and also tor 1915. 

. 
Great Britain ..•.......................................... 
United States ............................................ . 
Austria ................................................... . 
Denmark •..............•........••........................ 
Holland .................................................. . 
France ................................................... . 
Germany ................................................. . 
Italy ..................................................... . 

i:lr':ai::::: :::::::::::: :::: :::: :::::::::::: :::::::::::::: 
Russia ................................................... . 

~~a;se~::: :::::::::::::::::::::::::::::::::::::::::::::::: 

1895 1915 

Tom. 
13,242,639 
2,164, 753 

304,970 
356,714 
448, ,861 

1,094, 752 
1,886,812 

778,941 
301,101 

1,659,012 
487,681 
554,238 
497,877 

Tons. 
21,045,0!9 

l 5,368,19i 
1,055, 719 

820,181 
1,496,455 
2,319,438 
5,459,296 
1,668,296 
1, 708,386 
2,504, 722 
1,053,818 

898,8ZJ 
1,118,086 

1 Of this, 2,970,284 tons were on the sea and the remainder on northern lakes and 
rivers. 

Summary of foreign subsidies, mail pay, bounties, etc. 

[From Report of the United States Commissioner of Navigation, 190!>, 
pp. 20-21.] 

Great Britain and colonies ______________ :.. _______________ $!>, 689, 384 
France---------------------------------------------- 1a,4~a. 737 

~~~{i~~ii~f.=~~~~~~~~~~~~~~~~~~;::~~~~~~~~~~~~~~~~~ i~il~:~i~ 
GermanY------------------------~---------------- --- 2,301,029 
Russia---------------------------------~------------ 1, 7~. 3~M 

~~Gi'e~1al:i(fs-=.-=.:_:_:_:_:_:_:_:_:_:_:_-=_-=_:_-=_:_:_-=_-=.-=.-=.-=.-=.-=.-=.-=.-=.-=::::::::::::::::::::::::::::::::::::::::::::: 1
' §gij: 5H 
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Swede~------------------------~-------------------- $277,752 
Denmark-------------------------------------------- 145,000 
Belgium-----------------~--------------------------- 55,970 
Portugal-------------------------------------------~~,000 

Total----------------------------------------- 45,224,513 
Outside of Europe and Japan, subsidies and mail payments have been 

reported for 1908 by the Bureau of Navigation as follows: Chile, 
$:!u3 195; Mexico, $75,000 ; Elgypt, $54,512 ; Brazil, $1,300,000 ; in al!, 
$1,GS2,707, making, with the above, a total of $46,901,220. 

(In the fiscal year 1914 the United States paid in subsidy to Ameri
can steamers under contract the sum of $1,089,361.83, and the report 
of the Post Office Department states that "The net cost of the service 
performed was $55,155.51 less than it would have been if the steamers 
performing it had not been under contract and had conveyed the same 
mails and received pay on a weight basis.") 

The figures above are the latest official enumeration by the United 
States of foreign steamship subsidies, bounties, etc. These subsidies 
and bounties have been somewhat increased since 1909 in most of the 
countries mentioned, together with a corr·esponding increase in their 
merchant shipping tonnage. 
- (Germany, in addition to subsidies, grants preferential rates on he1· 
State railroads on cargoes to be carried in German ships.) 

Mr. NELSON. 1\Ir. President, I suggest the absence of a 
quorum. .. 

The PRESIDING OFFICER (1\Ir. l\IARTINE of New Jersey in 
the chair). The· absence of a quorum having been suggested, 
the Secretary will call the roll. 

The Secretary called the roll, and the following Senators 
answered to their names : 
Bankhead Hughes Phelan 
Brady Hosting Pittman 
Bryan James Pomerene 
Chamberlain Johnsen, S. Dl'.k. Reed 
Chilton Jones Saulsbury 
Clapp Lane Shafroth 
Cummins Lewis Sheppard 
Dillingham Lippitt Sherman 
Fletcher 1\Iartine, N.J. Simmons 
Gallinger Myers Smlth, Ariz. 
Hardwick Nelson Smith, Ga. 
Hitchcock Oliver Smith, l\Id 
Hollis Overman Smith. S. C. 

Smoot 
Sterling 
Stone 
Swanson 
Taggart 
Thompson 
'l'illman 
Underwood 
Vardaman 
Wadsworth 
Warren 
Williams 

l\lr. SHAFROTH. I wish to annorinc.e the unnsoidable ab
sence of my colleague [Mr. THOMAS] on account of sickness. 

l\1r. WARREN. I wish to say tpat my colleague [l\:Ir. CLARK 
of ·wyoming] is unavoidably absent. He is paired with the 
Senator from l\Iissouri [1\Ir. SToNE]. I ask that this announce
ment may stand for the day. 

The PRESIDING OFFICER. Fifty-one Senators having re
sponded to their names, a quorum is present. 

1\fr. STERLING. 1\Ir. President, I shall not occupy the time 
of the Senate at any great length, comparatively speaking; and 
while I do so I shall not pretend to speak as an expert on 
ships or on shipbuilding. The more technical phases of this 
question, especially as it relates to vessels in the foreign and 
coastwise trade, respectiYely, have been discussed, and ably 
discussed, by those more familiar with those phases than nm I, 
notably by the distinguished Senator from New Hampshire [l\Ir. 
GALLINGEn], who has just spoken, by the Senator from Min
nesota [1\Ir. NET,SON], by the Senator from Massachusetts [l\Ir. 
WEEKS], and by the Senator from Washington [l\Ir. JoNES]. 
There are, however, certain things in regard to the efforts of 
this administration to put tlu-ough a ship-purchase bill or a 
shipping-boar(} bill to which I wish to call attention. They go 
largely to the methods employed and to what I deem the neeu
lessness of a measure -designed to put the Governme11t into the 
business of owning ships for the- merchant-marine servlce. 

And let me at the outset emphasize the point that the 
majority proposes anew this scheme at a time when nppropria
tious will exceed by several hundred millions of dollars what 
they have ever before been; when the revenues from the old 
reliable sources are vastly diminished ; when, to meet these 
appropriations, new forms of taxation must be adopted and 
new subjects ·of taxation must be resorted to. · It would seem 
that ordinary prudence would dictate that we stop short of 
incurring this wholly unnecessary additional obligation of more 
than $50,000,000 and of making the requisite appropriation 
therefor. The prudent business man will not embark in an 
enterpr~se involving large expenditures unless justified by his 
needs, his facilities, and the resources at his disposal, and, least 
of all, will he throw away money upon a project which experi
ence and common sense and the facts before him show would 
be futile and without beneficial l~esult. 

I take it that statesmen should be· goYerned by the same 
practical considerations as business when it comes to new gov
ernntental ventures involving, as this does, its very expensive 
administrative features and, second, a tremendous outlay of 
money to effect the full purposes of t11e bill. 

And, Mr. President, I can not help here suggesting the further 
COJts!tleration : Congress is not the business man spending his 
O\Vn money, respon-:;ible to himself alone. Congress is supposed 
to represent the people. In the pro>isions it makes for the ruis-

ing and disbursement of revenues it acts rather in the capacity 
of agent or trustee. It can not at will summon hither or to the 
Treasury of the. United States the resources of u nation and at 
will disburse them in the promotion of any and every enterprise 
which appeals to the imagination of Members of Congress or, 
I may say, to an administration obsessed apparently with the 
idea that to spend $50,000,000 in building, buying, or leasing 
ships will be a grand party achie>ement. It can not do this, I 
say, at will and in disregard of the interests of the people. The 
principle of "strict accountability," tho~gh badly ·shattered in 
certain fields, is not dead. It may be invoked elsewhere, pos
sibly at the ballot box. 

Those who pay the taxes-internal-revenue taxes, taxes on 
incomes, and who will pay Government inheritance taxes, as well 
as those who pay indirect taxes in any form-have the right to 
know that the money is judiciously and, for the Nation, wisely 
and profitably spent; that a worthy national purpose will be 
served and that no great and beneficial interest will be im-
paired or destroyed. · 

This is not in any sense a preparedness measure. It is not 
like the Army and Navy bills, which, perhaps, properly enough, 
appropriated unprecedented millions in the interests of na
tional defense. To pretend that the bill provides for the con
struction or purchase or leasing of vessels suitable both for the 
marine trade and for naval auxiliaries should deceive nobody, 
for, as I shall show, the bill does not go that fa:.:. The use 
of such ships for naval auxiliaries was merely incidental in 
1914 and 1915, when the Senate was kept guessing from 
week to week as to what new form the ship-purchase bill would 
next take. Everybody knew that that bill was based on an 
alleged emergency in our ocean trans11ortation business and 
not on any need for naval auxiliaries. The discussion cen-
tered on that point. · 

The bill introduced by the Senator from 1\lissouri on De
cember 9, 1914, and reported with amenuments by the Senator 
from Florida on December 16, 1914, provides that the object 
of the corporation to be formed under the act-
shall be the purchase, construction, equipment, maintenance, and opera
tion of merchant vessels in the tradC> between the Atlantic, Gulf, or 
Pacific ports of the United State.s, etc., to meet the requirements of 
the foreign commerce of the United States. 

True. a subsequent provision is to the effect that the vessels 
purchased or constructed shall be of a type as far as the com
mercial requirements of the foreign trade of tl1e United States 
may permit, suitable for use as naval auxiliaries in the Naval 
Establishment of the United States. But who believes that 
had that bill passed and it had been found otherwise expedient 
01~ in accordance with our ne.utrality to purchase a few interned 
German merchantmen an offer of sale by the German owner 
would have been rejected. No objection ·would have been m·ade 
on the ground that the vessel was not of a type suitable as a 
naval auxiliary. The title of that bill was: 

To authorize the United .States, acting through a shipping board, to 
subscribe tQ the capital stock of a corporation to be organized unller 
the laws of · the U aited States or of a l:;ta tc· thereof or .of the District _ 
of Columbia to purchase, construct, equip, maintain, and operate mer
chant vessels in the foreign trade of the United States, and for other 
purposes. 

And thus we see from the language of the bill itself and from 
the absence of any expression in regard to naval auxiliaries in 
the title how remote, or merely incidental at least, was the 
question of providing naval auxiliaries to the main purpose of 
the bill. 

Then came the amenument in the nature of a substitute for 
the original bill and all amendments thereto and theretofore 
reported from the Committee on Commerce. It was reported 
January_ 26, 1915. The changes were many and material. The 
Senate entered on the discussion · of a new bilL The language 
I have referred to, however, in regard to naval auxiliaries 
was retained in the substitute. 

We recall the fate of the substitute. It was discussed day in 
and day out and night in and night out, until on February 17, 
1915, it yielded up the ghost and was replaced by Senate bill 
5259. This, as Senators will remember, was a bill introduced by 
the junior Senator from Massachusetts [l\Il'. 'VEERS] and was 
entitled "A bill to establish one or more United States Navy 
mail lines between the United States and South America and be
hveen the United States and the countries of Europe." This 
bill contained four sections. It had passed the Senate and been 
amended in the House by attaching thereto as an amendment the 
provisions of the ship-purchase bill we had been discussing, 'Vith 
some new features, and with a final section which made in
operative. sections 1, 2, 3, and 4, being the only sections relating 
to Navy mail lines, until two years after the conclusion of 
the present · Em·opean war. It contained the same inconse
quential pro,:isions in regard to na,:al auxiliaries as its two pred-
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ecessoTs. And then, after more weary days and nights, the wel
come end cam~ on March 3, and incidentally, I may say, there also 
came an apparent vindication once more of the principle of unlim
ited debate in the Senate. There came also, I think, general ap
proval throughout the country of the course of Republican Sen
ators and of the seven Democratic Senators who joined with them 
in invoking the ancient rule of unlimited debate, a rule at 
one time the subject of most favorable comment by our present 
Chief Executive. I think it eminently proper in this connection 
to quote what the President has said of the Senate practice. 
He says, page 218, Congressional Government, among other 
things: · 

But the Senate is small and of settled habits, and has no such bug-
bear to trouble it-

Referring to cloture in the House
It-

The Senate-
can afford to do without any cloture or previous question. No Senator 
is likely to want to speak on all the topics of the session, or to prepare 
more speeches than can conveniently be spoken before adjournment is 
Imperatively at hand. The House can be counted upon to waste 
enough time to leave some leisure to the Upper Chamber. 

And then, a little further on, page 219, he says: 
Still, though not much heeded-

We have evidence of that, of course, every day-
the debates of the Senate are of great value in scrutinizing and sitting 
matters which come up from the House. The Senate's opportunities 
for open and unrestricted discussion and its simple, comparatively un
encumbered forms of procedure, unquestionably enable it to fultill with 
very considerable success its high functions as a chamber of revision. 
(Page 219.) 

.And then, in a footnote, on page 211 of this book, entitled 
"Congressional Government," by Woodrow Wilson, we find this 
unqualified indorsement of the Senate's practice in regard to 
debate: 

An attempt was once made to bring the previous question into the 
practices of the Senate, but it failed of success, and so that imperative 
form of cutting otr all further discussion has fortunately never found 
a place there. 

Mr. SHERMAN. Mr. President--
The PRESIDING OFFICER. Does the Senator from South 

Dakota yield to the Senator from Illinois? 
Mr. STERLING. I yield to the Senator. 
Mr. SHERMAN. I shou!d like to inquire if the author of the 

book from which the Senator is reading is the same as the 
author of the book entitled "The New Freedom "? 

Mr. STERLING. It is by the author of The New Freedom. 
It is quite instructive now to look back upon the history of 

that struggle and note what the obduracy of the administration 
in regard to the ship-purchase bill cost the country in the way 
of other and needed legislation. There were the water-power 
bill; the oil land leasing bill; conservation measures to which 
the Democratic Party was understood to be pledged; rural
credit legislation, to which it was also pledged-all reported 
to the Senate after extensive committee hearings and in 
ample time for full consideration and action by the Senate, 
but all doomed to failure by that fatuous leadership which 
made believe that the fate of the Nation depended on its build
ing or buying at once $30,000,0:.>0 worth of ships. .All other leg
islation was, in comparison, not worth while. Two great appro
priatio:n bills, the products of many weeks of faithful committee 
work, shared the same fate, and the Indian Service and Postal 
Service, which were to have been benefited and improved by 
new provisions, were obliged to be content with the same condi
tions and the same appropriations as for the preceding fiscal 
year. Mr. President, apparently the direct and immediate re
sponsibility for the course of the majority in regard to the bill 
lay with the Democratic caucus. On that point I desire to 
quote from the same authority, and I feel like exclaiming "Oh 
that mine adversary had written a book!" He did ~ite ~ 
book, and here is what he said, among other things, in regard 
to the caucus-- . 

Mr. BRADY. Mr. President--
The PRESIDING OFFICER. Does the Senator from So-uth 

Dakota yield to the Senator from Idaho? 
Mr. STERLING. I yield to the Senator. 
Mr. BRADY. Is the book from which the Senator is about 

to read a different work or is it the same book from which he 
has already quoted? 

Mr. STERLING. It is the same book from which I ]iead in 
regard to the advantages of unlimited debate in the Senate· 
and, of course, it is by the same author. He says: ' 

That the silvern speech spent in caucus secures the golden sllen.· ce 
maintained on the floor of Congress, making each party rich tn con
cord and happy in cooperation. 

That is, !h~se ~ho favor a caucus would put it in that wny. 
Then the diStrngmshed author goes on to say: 

The fact that makes this defense of the caucus not altogether <:on
elusive is that lt is shielded from all responsibility by its sneaking 

· privacy. It has great power without any balancing weight of ac
countability. Probably its debates would constitute interesting and 
instructive reading for the public were they published ; but they 
never get out except in rumors often rehearsed and as often amended 
They are, one may .take It for granted, much more candid and go 
much nearer the . political heart of the questions discussed than any
thing that is ever said openly in Congress to the reporters' gallery. 
They approach matters without masks and handle them without 
gloves. It might hurt, but It would enllg.hten us to hear them. As it 
is, however, there is unhappily no ground for denying their power to 
override sound reason and personal conviction. 'l'he caucus can not 
always silence or subdue a large and influential minority of dis
sentients, but its whip seldom falls to reduce individual malcontents 
and mutineers into submission. There is no place in congressional 
jousts for the free lance. The man who disobeys his party caucus is 
understood to disavow ?1s party allegiance altogether, and to assume 
that dangerous neutrality which is so apt to degenerate into mere 
caprice, and which is almost sure to destroy his infiuence by bringing 
him under the. suspicion of being unreliable--a suspicion always con
clusively damnrng in practical life.-From Congressional Government 
by Woodrow Wilson, pages 328, 329. ' 

And yet this same unrighteous caucus with its " sneaking 
privacy," its "power to override sound 'reason and personal 
conviction," was the instrument employed by the President to 
bind men to the support of a measure which their judgments 
and their consciences condemned. For back of the caucus al
ways, as we know from our experience here since 1913 was the 
President to whom the caucus was blindly obedient. ' 

Mr. SHERMAN. Mr. President--
The PRESIDING OFFICER. Does the Senator from South 

Dakota yield to the Senator from lllinois? 
Mr. STERLING. I yield to the Senator. 
Mr. SHERMAN. I will ask the Senator if he will give his 

recollection of the remarks made by the chairman of the Com
mittee on Foreign Relations [Mr. STONE} with reference to 
Senators who did not abide by the caucus action and of the dh·c 
anathemas visited by him upon the Senators who would not 
support the caucus legislation and surrender their convictions? 

Mr. STERLING. I will say to the Senator from lllinois that 
while I do not remember the language of the chairman of th~ 
Committee on Foreign Relations, I do remember the circum
stance and remember something· of the fierce anathemas he 
delivered at that time. 

And now, Mr. President, comes this bill, the product, undoubt
edly, of much anxious thought, of "days of toil and nights of 
waking," on the part of its many framers. I can not think it 
is the product of any one legislative genius. It has the ear
marks of collaboration, of joint authorship, of studied attempts 
to harmonize confiicting views. One man or set of men got in 
their views in regard to a naval auxiliary and the :prominence 
that should have in the bill. They did not, however, get any 
further than the title of the bill. Another set sought to get in 
their view of the commercial importance of the $50,000,000 fleet 
which the Government is to build or buy or lease ; another set 
thought it expedient to make the shipping board the over
shadowing feature, and that their infiuence was great is quLte 
patent when we read the bill, title and all. 

But, Mr. President, I think one thing is evident: Though the 
Members of the minority were denounced as obstructionists 
and filibusterers against the ship-purchase bill or bills of 1914 
and 1915, the representatives of the administration, with a ma
jority of 17 in the Senate, would not have dared to again pre
sent a bill in terms like either of the bills mentioned and de-

. bated at such awful length. 
This in itself is a vindication of all the Republican opposition 

marshaled against these bills.. It shows that Republican Sena
tors, with their seven Democratic coadjutors, knew better the 
public need and understood better the trend and force of public 
opinion in regard to this great question of Government owner
ship than did their Democratic opponents. And still the ma
jority, under the dictation of the President, are persistent and 
ambitious to achieve something new, notable, and striking in 
governmental activities. Foreign commerce, or our commerce 
generally, for this bill embraces both coastwise and foreign 
trade, is the one inviting, seductive field. Under the belief
and I venture to say that this is the exact situation-that they 
can create the belief that they have accomplished something 
great for the country, they still persist in building and owning 
a few ships-for a short time, of course-but long enough for 
a demonstration and to cause more or less worry to American 
shipbuilders and shipowners. 

But, Mr. President, the lesson has been brought home to our 
Democratic brethren that if they would pass a shipping bill, 
something must be done to popularize it; and hence we 'have 
before us what they would call a shipping-board bill instead of 
a ship-purchase bill, a bill which brings out in bold relief (in the 
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title only)- the naval auxiliary features, and which confers ex
tensiYe jurisdiction on the shipping board created by the bill. 

But again I insist no careful student of the history of this 
proposed legislation and of the terms of the bill will be deceived. 
Here is the high-sounding title: 

To establish a United States shipping board, for the purpose of en· 
·com·aging, developing, and <·reating a naval auxiliary and naval re· 
serve and a merchant marine to meet the requirements of the commerce 
of the United States with its Territories and possessions and with 
foreign countries; to regulate carriers by water engaged in the for
eign and interstate commerce of the United States; and for other pur
poses. 

Nm\·, just think of that title! The casual reader might say, 
why, the fundamental thing about this bill is a Government 
shipping board, and the primary function of the shipping board 
will be to encourage, develop, and create a naval auxiliary and 
a naval reserve, since these are first mentioned, and that a mer· 
chant marine to meet the requirements of the commerce of the 
United States was a wholly incidental or subsidiary matter. 
But such is not the case, nor is such the object of the bill. The 
title is a mif:lnomer and is designed to mislead. There is in the 
country an oyerwhelming sentiment for naval preparedness. 
Of this sentiment the administration seeks to take advantage 
and through it win popular support for a bill which ostensibly 
makes the 11aval auxiliary the paramount tiling, but which in 
reality has in this. regard exactly the same purpose as the ill· 
fated ship-purchase bills of 1914 and 1915. To this end tile 
peculiar title of the bill. But somewhere in the bill the real 
purpose must be disclosed, and we find it in section 5, in sub· 
stantially the same language as_is found in all its predecessors. 
Here is the language : 

That the board, with the approval of the President, is authorized to 
have constructed and equipped, in American shipyards and navy yards 
or elsewhere, giving preference, other things being equal, to domestic 
yards, or to purchase, lease, or charter, vessels suitable, as far as the 
commercial requirements of the marine trade of the United States 
may permit, for use as naval auxiliaries or Army transports, or for 
other naval or .military purposes, and to make necessary repairs on and 
alterations of such vessels. 

So, whatever its disguises, this bill, like those that have gone 
before, is a bill to empower the United States Government through 
a shipping board and one or more corporations organized unuer 
the laws of this District to engage in the business of construct
ing, buying, owning, and operating ships for the alleged com
mercial requirements of the marine trade of the United States. 
The same objections lie to it as to the other properly called ship
purchase bills. If they merited defeat, so does this. If the 
people were quite resigned to the fate of those bills, they would, 
I am sure, rejoice at the defeat of this at a time when it is 
evident there is less need than there was then, and when, too, 
the enormous appropriations already made, and the new and 
excessive taxes threatened, themselves cry out against this un
warranted and costly experiment. 

1\Ir. President, I have felt justified in discussing and compar
ing at such length these several bills, those successiyely debated 
during the last Congress under the general designation "ship
purchase bill," and the present pending bill-justified because I 
have the very strong conviction that in attempting to pass this 
bill the majority are seeking to win public favor for it by false 
pretenses. But whether intended or not, the country has been 
more or less deceived by the title and the language of this bill. 
There has been misapprehension as to its real object. The 
Senator from Washington, as we all remember who heard him, 
spoke the other day of a Congressman who was inclined to sup
port it because of its supposed naval auxiliary features, and 
who showed by his statements that he had been misled. And I 
myself have heard many well-informed men say that the only 
redeeming feature of the · bill was the provision :ln regard to 
auxiliaries for the United States Navy or that it was a better 
bill than the old ship-purchase bill, because the ships to be con· 
structed or purchased under it would all be naval auxiliaries. 
But look at the language of the bill ! It is only so "far as the 
commercial requirements of the marine trade of the United 
States may permit" that the shipping board is authorized to 
.construct, buy, lease, or charter vessels suitable for use as naval 
auxiliaries. In other words, this bill is for the purpose of ac
quiring vessels to serve the commercial requirements of. the 
marine trade. It never would have been introduced otherwise. 
The President and our insistent Secretary of the Treasury are 
pushing it on no other grounds. In the pm·pose for which 
vessels are to be acquired it differs in no essential from the old 
bills which long ago, when through discussion their purport was 
understood, were condemned by the general public. 

I have examined the reports of the Committee on Commerce 
on the ship-purchase bill and on this bill, the one presented by 
the Senator from Florida [lUr. FLETCHER], the other by the Sen-

ator from Km;th Carolina [)It•. Snnroxs]. I think it highly sjg. 
nificant that in neither of the:::;e lengthy reports no reference 
whateYer is made to. any report or statement made by the Sec
retary of the Navy or any naval officer to the effect that these 
ship-purchase bills in any of their proyisions in regard to naval 
auxHiaries will supply a need of the Navy, and, in fact, it seems 
not to have occurred to the Navy Department that any reliance 
could be put in such provisions for the supply of naval auxil
iaries. 

The Navy Department is not working in cooperation with the 
administration or with the Treasury Department in trying to 
push through this bill which bears such a portentous title in re· 
gard to naval auxiliru·ies. We all know that the several main 
fleets, the Atlantic and Pacific coast fleets and the Asiatic fleet, 
with their reserve fleets, have their supply or quota of colliers, 
traru;ports, tugs, hospital ships, supply ships, and so forth. I 
will not say that it is sufficient or what it ought to be. I am 
inclined to think that the supply is not quite what it ought to be; 
but they must have some supply or quota of vessels of that kind. 
It may be presumed that only in case of war or threatened war 
will the activities of these fleets be such as to require many 
additional auxiliaries; and these are, in fact, provided fur by 
general law enacted in 1887, which provides as follows: "That 
in time _of war or threatened war preference and precedence 
shall, upon demand of the President of the United States, be 
given over all other traffic for the transportation of troops and 
material of war, and carriers sb,all adopt every means . within 
their control to facilitate and expedite military traffic." 

This provision, as I think Senators will remember, is carried 
forward into this year's naval appropriation bill with an amend
ment providing for shipments consigned to the United States 
in time of peace. Under tllis provision the President may in 
time of war or threatened war practically commandeer every 
United States merchant vessel afloat as a naval auxiliary and for 
all the purposes of military traffic. 

This ought to effectually dispose of any claim that this bill 
should be made a law for the purpose Qf meeting any emergency 
so far as the needs of the Navy are concerned. 

1\lr. President, one more reference to the history of this legL<>
lation. The ship-purchase bill was urged upon us as an · 
emergency measure. It was again and again pointed out by 
Republican Senators in the debate that they could not be con
structed in time to meet the emergency. Furthermore, the Secre
tary of the Treasury to the contrru·y notwithstanding, I think it 
became settled opinion here that we would be in danger of violat
ing our neutrality should we purchase German interned vessels, 
or in fact the vessels belonging to the citizens of any of the 
belligerent nations. Mr. President, as evidence of that and of the 
conclusion to which we came, Senate bill5259, which was the last 
bill considered on the 3d day of March, 1915, contained a pro
vision prohibiting the purchase of any \essel in a way which 
will disturb the conditions of neutrality. 

That situation and that danger has been recognized in the 
pending bill, which prohibits the shipping board from purchasing 
any \essel "which is under the registry or flag of a foreign 
counh·y which is then engaged. in war." Hence if there was then 
any emergency we were practically powerless under the then 
existing conditions to remedy it. 

This bill adds to the already long list of boards and commis
sions created under this administration still another-the ship
ping board, with its five members each to receive a salary of 
$10,000 a year-$50,000 for their salaries alone-$5,000 for a 
secretary, to say nothing of the cost of the services of the attor
neys, officers, naval architects, special experts, examiners, clerks, 
and other employees authorized to be employed by the boru·d
an elaborate and expensive administrative machine, with power 
to form a corporation with a capital stock of $50,000,000, with 
power to expend $50,000,000 of the money of the United States in 
the construction, purchase, or leasing of ships to meet the com
mercial requirements of the marine trade of the United States, 
and not, be it observed, for the purposes of a naval auxiliary. 

There is no emergency now, although this bill is to meet the 
commercial requirements of the marine trade of the United 
States. 

1\lr. President, there ought to be no escape from the proposi
tion that without an emergency this measure is not warranted. 
I go further. Granting there is an emergency, the enactment of 
this measure will be without warrant unless it is made to ap
pear that it will have the effect of remedying the untoward con
ditions we call an emergency; the effect of relieving from the 
emergency. 

I deny, first, there is at present an emergency, ,and, second, 
granting there is, I deny that the bill, if it become· law, will 
afford relief. 
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And now, 1\Ir. President, what ought we to consider here 
seriously and earnestly? In seeking to determine whether or 
not the bill is practicable, or whether there is any practical need 
or demand for it, whom should we consider? 

Our first great consideration should, of course, be the welfare 
of our own citizens. But who can say that our producers of 
corn, cotton, wheat, oats, flax, rye, or meats-anything, in fact, 
in the form of clothing or food products that enters into the 
export trade-have suffered from the want of shipping facilities 
for that trade unless indeed the producers of cotton for a few 
short months only after the breaking out of the war? But early 
in 1915 they were advised as I now remember by our consul at 
Rotterdam that they were shipping too fast and that it would 
be wise policy and in the inter~t of higher prices to refrain from 
crowding the market. 

And so with all products of the mines and manufactories for 
which there has been the unusual demand abroad. They have 
all commanded top-notch prices, war prices, the highest for many 
.American products ever known. True, the extraordinary de
mand abroad for food and clothing products, for war material 
and munitions of war, has made rates for carriage high, ex
ceedingly high, but that is for the most part in pursuance of a 
law of trade and that was a burden which fell on the foreign 
consumer. He paid the freight, is paying it now, while all the 
agencies of pToduction at home for consumption abroad, instead 
of being impoverishe£1, revel in the prosperity consequent upon 
the high prices made by the war. It should not be cause for 
wonder that because of the great demand for ocean tonnage ex
porters, some of them, may have sometimes suffered delay and 
great inconvenience; but that, I nndertake to say, has been rarely 
if ever reflected in a lower price to the producer or has re
sulted in much ultimate loss to the exporters themselves. 

No, Mr. President; there has not been nor is there now any 
emergency growing out of the needs of the producers of grain 
and live stock and cotton and clothing or war material of any 
kind that would warrant this socialistic experiment in Govern
ment ownership, with its initial cost of $50,000,000. And in 
regard to what other class than these-the farmers, manufac
turers, the miners, producers all-could an emergency arise 
from want of shipping facilities? There are none. 

But, Mr. President, the activities of American shipyards con
clusively show that there is no warrant for Government inter
ference in the shipowning business. Our own Department of 
Commerce shows that the shipbuilders in the United States have 
taken the lead in the construction of merchant ships. They are 
now constructing more such vessels than any other country in 
the world, and the output during the present year it is confi
dently believed will exceed that of all the countri-es in the 
world combined. This is an activity we have been hoping for, 
and lamenting for 50 years because it did not exist. Individual 
enterprise and capital is doing it in the true American way, 
without Government help or intervention or expense. Is it not 
the time of all times for us to say to the Government, " Hands 
off!" 

I here read an excerpt or two from a special dispatch from 
the city of Washington to the New York Times, under date as 
long ago as December 26 last. The articte is inspired by the 
annual report of Mr. Chamberlain, Commissioner of Naviga
tion. This article is headed : 

America second in sea trade now-Ship tonnage equals that of any 
two foreign nations, except England-Due to war and new law-

The new law being the law we enacted here giving ships of 
foreign construction but owned by Americans, American reg
istry. 

This heading further reads : 
Year's increase in merchant marine largest in history of the Republic. 

Reading from the dispatch : 
[Sp-ecial to the New York Times.] 

WASHINGTON, December f6. 
Changes in American merchant shipping during the first year of the 

war in Europe have had no parallel in extent in our maritime history. 
The absolute increase in the tonnage of ships under the American flag 
during that period was 460,741 tons and has never been equaled in 
American history. 

At the same time there was an Increase of 889 vessels, with an aggre
gate gross tonnage of 795,391, in American shipping registered for the 
foreign trade, and this increase is three times as great as the increase 
in registered tonnage during any previous year of American history. 
During the year 200,000 tons of American shipping formerly plying 
in the domestic trade obtained employment in the foreign trade. In 
tonnage and value the merchant shipping under the American flag is 
surpassed ouly by th!tt under the British flag, and in tonnage it equals 
that under any two foreign flags combined, except the British~ 

I will not read further from this dispatch, 1\fr. President, but 
1 will ask leave to have printed in the RECORD the whole of it as 
a part of my remarks. 

The PRESIDING OFFICER. Without objection, that course 
will be pursued. 

The matter referred to is as follows : 
The eft'ect of the European war and .American legislation on the 

American merchant marine and the resultant unparalleled changes are 
set forth in great detail and discussed most interestingly in the annual 
report of Eugene Tyler Chamberlain, the Commissioner Qf Navigation 
to Secretary Redfield of the Department of Commerce, and ma~e public 
to-night. Mr. Chamberlain asserts that the nearest approach to the 
fiscal year 1915 in the importance of the changes in American merchant 
shipping was during 1863 and 1864, when the Confederate cruisers were 
in operation and 523,064 tons of American shipping were sold to for-
eigners. . 

EFFECT OF REGIST.RY ACT. 

Pointing out that during the early days of the war in Europe the 
American ship-registry act of August 18, 1914, was passed, Commis
sioner Chamberlain states that a total of 148 vessels, of 523 361 gross 
tons, were transfer~d from foreign flags tQ the American' flag and 
register. "These transfers, however,'' says 'Mr. Chamberlain, "unlike 
those of 1863-64, in very few cases involved a change in the actual 
beneficiary ownership, but a change in the ownership of record, possible 
only through the passage of the act of August 18, 1914, which enabled 
American owners to secure American registry and the use of their own 
flag for ships built in foreign countries. The transfer of very few of 
these ships, accordingly, involved an increa e in the investment of 
.American capital in maritime ventures. They represent in all an 
investment of $33,392,756.58, but Americans had invested nine-tenths 
of this capital in these ships long before the outbreak of the European 
war. At prices current during the year these ships, if purchased, 
would have cost much more than the amount stated." 

Mr. Chamberlain >explaing that until the act of 1914 was passed it 
was not possible for shipowners to give to their ships their true 
national character. "It may be," he asserts, "that had full oppor
tunity been afforded earlier, it would not have been seized. ~'hat 
.question is somewhat academic, as in any event the door was closed 
against them. The more pertinent question is whether the national 
advantage gained during the last year is to be retnined by legislation 
giving freer scope in maritime ventures to American citizens of enter
prise and capital, who in a few months have given to the .American 
merchant flag on the sea a rank and importance second only to the 
British. In the bitterness of feeling that followed immediately on 
the close -of the Civil War the opportunity to recover a lost position 
was thrown away when Oongress, by the act of February 10, 1866, 
specifically forbade the return to American registry of ships which 
had been sold to foreigners ' dudng the existence of the rebelllon.' " 

AMERICA'S OPPORTUNITY. 

"The European war," continues Mr. Chamberlain in his most illumi
nating presentation of the American shipping situation, "has created 
an opportunity for the development of the merchant marine in foreign 
trade which this generation at least is not likely to see repeated. 
Th~ most efficient instrumentalities for the prosecution of that trade 
are ocean steamers of 3,000 gross tons and upward. Such ships are 
economical by comparison with smaller vessels, and it is by means 
of larger steamers that the great volume of our bulk exports must be 
carried abroad.'' 

• • • • • 
UNITED STATE~ SECOND. 

The 544 German steamers are not able to engage in foreign trade 
because of the C<lmmand of the seas by the British. Eliminating these, 
the table shows that the .American fleet of steamers of over 3,000 
tons ranks second only to that of Great Britain, and is about one
tenth the size of the British .fleet of ocean steamers of over 3,000 
gross tons. Of the 305 large ocean steamers which give the United 
Stutes second place in foreign trade to-day, 90 were registered in the 
10 months from September, 1914, to June, 1915, inclusive. under the 
registrl. aet of 1914, based on the principles, Commissioner Chamberlain 
says, ' wWch Great Britain has followed for several generations.". 

Commissioner Chamberlain recommends that Congress enact legisla
tion to prevent the transfer of any of these vessels back to f-oreign flags 
after the war in Europe is over. "Congress may see fit," says the com
missioner, "to consider the question whether the transfer of a ship un
der the American flag to an alien should not be conditioned upon the 
approval of the Secretary of Commerce. A general transfer back to for
eign flags of ships which have been admitted to American registry under 
the act of 1914 is possible under existing law after the close of the 
European war, although not anticipated. To mention only one matter 
telling against such transfer, the enormous debt burdens incurred by 
belligerent nations must be met by very heavy taxation, and shipping, of 
course will be expected to bear its share. Foreign taxes on shipping as 
a rule' are not ordinarily onerous. Thus, in the last year of peace, the 
calendar year 1913, the Hamburg-American Steamship Co. paid an. in
come tax of only 1.158 561 marks -on a profit from the year' operations 
of 58,521,730 marks, its entire property- being valued at 354,943,G55 
marks. . ft 

" The taxes which German ships will pay a er the war may prove 
to be a heavy burden. The income tax of the Cunard Co. for the same 
year was only £17,226 on a profit balll;Dce of £1,124,581, its total 
property being valued at £7,974,925. The mcome taxes of Gref!.t Bl'itain 
have already during the progress of the war been heavily mcrcased. 
On the other band, there is no present reason to look for any mate. 
rial increase in Government taxes ou American shipping in the near 
future. Other advantages which we shall have over belligerent nations, 
and even over some of the neutral powers, will readily present them
selves." 

Mr. STERLING. I continue the evidence from the same re
liable source. Here is an excerpt from the last Department of 
Commerce report as it appears, .or rather as it is outlined in 
the Journal of Commerce. I read ju t a ·hort extract: 

Late in 1915 and early in 1916 belief that the European war would 
last three years led to an excepti-onal development of shipbuilding by 
the maritime powers not actively engaged in war. In the first six 
months of 1916 the United States launched and put into operation 192 
ships of 228,016 gross tons (each over 1,000 tons)-mo!e than the 
en.tire year's output for 1914 or 1915. On July 1, 1916, pr1vate Ameri
can shipyards were building or had on order 385 steel mel'Chant ships 
of 1,225,784 gross tons. The builders' returns indicate that of this 
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tonnage 159 shlps of 444,090 gross tons will be launched before Decem
ber 31, 1916, thus indicating _a total output by the United States, for 
the 12 months, of 351 steel sh1ps of G72,106 gross tons. 

· Mr. PreRiUent. it may be of interest to know how the people 
out 'Vest feel about the shipping bill--how they reason about it. 
The Sioux City Journal is published in e...nreme northwestern 
Iowa and but a few miles from my own home town in South 
Dakota. While a Republican paper, it has not been for some 
years at least intensely partisan. It seeks to be fair and is not 
averse to favorable mention now and then of some Democratic 
measure or policy of which it approves. It is one of the strong 
and ably edited papers of the Northwest. To illustrate, ln a 
recent issue is an editorial entitled "Bipartisanship in Con
gress," in which it is inclined to approve of the course of five 
Republicans in the House from Iowa, three from Nebraska, and 
two from South Dakota in voting for the revenue bill. 

Without committing myself to the same view at all, I read 
the last short paragraph fr{)m this editorial : 

Granting that the <'Ost of preparedness must be paid and assuming 
that the public which has been applauding pr~paredness p_Ieas will pay 
it cheerfully in the least burdensome way, it Is doubtf~ if ~e admin
istration financiers could have devised a set of new IIDpositions that 
would arouse less popular criticism. Criticism there will be, but it 
will come from a class in which the average Congressman-particu
larly of the West-is not greatly interested. 

But, Mr. President, ye editor has also something to say on the 
shipping bill. He says it in the same issue in an adjoining 
column under the title "The Shipping Anomaly." I shall not 
take time to read the entire editorial, but this selection is 
worthy of note, and I believe the statement of facts and opinion 
herein made will appeal to the general good judgment and 
common sense of the people of that great region we now call 
the Northwest. 

Here is what he-says with reference to the shipping bill: 
The shipping bill, if enacted in its present form, will be the l-east 

meritorious effort at constructive legislation made under the leadership 
of President Wilson. This is putting it mildly. The bill is anomalous 
and mischievous. It is difficult to explain the assiduity with which the 
Presi<lent has persisted in wishing it upon a reluctant party and coun
try. The shlp-purehase plan was proposed as an emergency matter in 
the eal'ly weeks of the European war. In the general demoralization 
of commerce at that time American trade was suffering severely for 
lack of ships. It was feared desperate efforts would be needed to lift 
the blockade. The President proposed to meet the situation by Govern
ment purchase of ships, the fear being that private capital would be 
afraid to take the war risk. It was part of the original idea that the 
Gon'rnmPnt .should buy bclligerent ships tied up in neutral ports on 
account of the war. 

When the shipping bill failed to pass in the autumn ot 1914 its merit 
as an emergency measure evaporated. 

He is a little mistaken there as to the date. The actual failure 
came--the final failure--1\Iarch 3, 1915. 

Sine~ that time American foreign commerce has brc-ken record .aftP.r 
record for volume and valu<:. Shipping has grown to be the most profit
able business in the world. Many new American ships have gone into 
commission, and our tonnage in foreign trade has more than doubled. 
Every foreign shipyard is building at its full capacity. E\ery American 
shipyard !s working at capacity, with order~:? enough now in sight to 
keep it busy for several years. Shipowners who are lucky enough to 
be able to put new bottoms into commission are getting their invest
ment back in one or two voyages. 

Why should the United States Government go into the shippinf? busi
ness in such circumstances? In the first place, where L<> it gomg to 
get the ships? An amendment agreed upon by the Senate Democrats 
forbids it to purchase a ship bea1·lng a belligerent flag or a· shlp already 
engaged in American trade unless it ·is about to be taken out of that 
trade? If it can not buy idle belligerent ships or American ships, and 
if both American and foreign yards are engaged for years ahead of the 
orders now in hand, how is the contemplated American shipping board 
to mobilize the fleets with which to do business? 

Mr. President, I want to add to that the thought brought out 
the other day by the Senator from Minnesota [Mr. NELsoN], 
namely, that we are unable to buy ships of the neutral maritime 
nations of the world to-day because of their Jaws, which prohibit 
their citizens from selling such ships. 

Possibly some one who likes the idea of Government ownership will 
su~e!'t that there is no burry about getting the Government lines 
started, but the important thing will be to build up a merchant marine 
nntlt>r public ownership after the close of the war, when rates drop and 
worlcl competition in shipping becomes keen. Unfortunately the 
point can not be made in behalf of the pending bill. As passed by the 
House and approved by the Senate Democrats the bill provides that 
the Government must get out of the shipping business within five 
years after enactment. This means that just about the time the 

· Government would oe getting hold of some ships and working out 
plans of operation for them it must turn the enterprise over to private 
<'apital, presumably at a substantial loss. 

There are some strong economic arguments against Government own
ership and operation of ships. but it is not necessary to go into them 
at this time. The shipping bill as now planned is so inconsistent and 
impracticable that objections to it on these groUllds ought to be suffi
cient to defeat it. 

Mr. President, briefly, I want to go from the West back to 
the Eust for a moment and refer to and read partially an edi
torial from, I think, if not an independent Democratic paper 

what we might term a near-Democratic paper, the New York 
Times. This is the editorial: 

THE SHIPPING BILL'S MISFORTU~'"ES. ih;:_:_ shipping bill has had many misfortunes, but none greater 

I should like to have Senators just observe t11is one particular 
point-
but none greater than the promptness with which official statements 
of prosperity following its defeat have contradicted c:>qually official 
claims that the defeat was disastrous. This week the Department of 
Commerce annoUllces that the United States is building more shipping 
than any other country, and perhaps more than all other countries. 

This is of date July 28, a few days ago. 
Nothing like that was ever before known, or could have been antic!· 

pated even a few months ago. Yet last week Se<'retary McAdoo was 
lamenting that the failure to pass the shipping bill had prevented the 
purchase of $40,000,000 worth of shipping, whlch would now have be-en 
worth $80,qoo,ooo, and which would have earned perhaps $100,000,000 
while carrymg American goods at one-third the extortionate rates which 
have been paid. 

Now-
There are some who wculd think the promised profits dearly bought at 

the cost of embarking the Government upon such a socialistic experi
ment. But there can be none who would think it possible that if the 
Government had gone into the business it would not have prevented the 
marvelous revival of the general shipbuilding industry. The Govern
ment shipping would not have been an addition to the outnut of 
672,106 tons of privatt>I.v owned vessels, and would have been a "paltry 
substitute for them. No Government subsidy can be imagined equal to 
the extortionate freights whlch led private capital at its own cost and 
risk to make profits which were paid by the foreign buyers of our four 
billions of exports. 

Four billions the value of our exports, and yet an emergency 
such as to call for the Government engaging in the building and 
ownership of ships. Think of it ! 

The salvation of the co"Gntry from the undemocratic adventure into 
Government own-ership was pure gain, added to progress in shipping 
which makes the proportions of the Government's proposals seem 
ridiculously small. The Secretary IS not to be blamed because he could 
not anticipate that yesterday it would be officially annoUllced from 
Washington that tonnage of ocean-going merchant vessels being bnllt 
or ordered in the United States July 1 was 1,000,000, or one-fourth 
greater than that of vessels nnder eonstruction in German yards January 
1, 1914, the date of the greatest activity in German history. 
is }~~-number of ocean v~ssels of more than 1,000 gross tons being built 

Unless the Secretary challenges the statement of the Bureau of Navi
gation, how can he allow to stand uncorrected hls words of last Satur
day? 

And these were the words: 
Of all the crass follies that were ever perpetrated on a nation, the 

worst was the blocking of our efforts to begin the groUlldwork of a 
great merchant marine. 

I leave the words of the Secretary of the Treasury to speak 
for themselves and leave anybody to judge of their b·uthfulness 
in the light of our experience since the defeat of the ship
purchase bill and in the light of what is b·anspiring in Ameri
can shipyards. 

Mr. President, I said this bill would not afford relief even if 
an emergency exists. 

By the terms of the bill itself we can not buy ships of the 
citizens of any of the several belligerent nations now at war. 
This closes · the doors to any purchases from Great Britain, 
France, Germany, Austria, Russia, Italy, and Belgium. 

The citizens of neutral maritime nations who have ships are 
not permitted under their laws to sell. And om· own American 
shipyards, crowded to full capacity, have orders awaiting that 
will require at least, according to all estimates, two years to 
fill. Where will the Government buy and where will the Gov
ernment build under the terms of this bill? 

When would there be an emergency that in time of such vast 
national indebtedness, involving appropriations for the year 
amounting to $1,500,000,000, with the ingenuity of statesmen 
taxed to the utmost to devise forms and subjects of taxation 
to meet it all, which would justify a measure like this? 

What, I say, would be the emergency that would in the eyes of 
the American people justify this exh·aordinary proposal of 
Government ownership involving $50,000,000 of expenditure at 
the outstart and leading no one knows where. 

When commerce languishes or dies, when prices wane and 
profits fail, when business depression and stagnation exist or 
are imminent, when these conditions assume the proportions 
of a natiortal evil all because the ships are wanting to get our 
goods to the markets, hungry and anxious to get them, we may 
then say there is an emergency, one t);lat would justify us in 
doing this thing for which there is no constitutional authority. 
For power to regulate commerce is not the power to engage in 
commerce or own the instrumentalities of commerce, and a 
pow-er like this not conferred should be exercised only in the 
face of impending national injury, in the exercise of a power of 
sovereignty which may be above the Constitution itself, but 
w-hich is akin to the law of self-preservation. 
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But here we are; shipbuilding going on at a rate unparalleled, 
exports in quantities and values beyond the wildest dreams. 
American individual capital, enterprise, and commercial genius 
are doing it, and we are prating about an emergency that will 
justify this vast expenditure, leading, as it will, to the discour
agement of that individual initiative and enterprise in which we 
have always boasted and which is the source in the last analysis 
of all our greatness. 

I feel like saying in common parlance, " Try it on.'' Let 
other great and beneficial measures of legislation go by the 
board. Let the immigration bill, affecting deeply, as it does, 
our social, industrial, and political life, the one great measure 
which organized labor everywhere in the United States demands 
for its just protection-let that beneficent measure go by the 
board with the rest. "Try it on," I say, and then make your 
defense and yom· apologies to a people whose sense of what is 
fitting, of what is just and fair to them, of what is a wise policy 
for the Government, has been shocked and outraged by the time 
spent in the effort and by the final passage of the Shipping Bill. 

Mr. SHERl\IAN addressed the Senate. After having spoken 
for more than an hom·, 

1\fr. FLETCHER. Mr. President--
The PRESIDING OFFICER (Mr. LEwrs in the chair). Does 

the Senator from illinois yield to the Senator from Florida? 
l\Ir. SHERMAN. Certainly. 
Mr. FLETCHER. 'Vill the Senator yield for me to submit a 

unanimous-consent proposal in this matter? _I did not want to 
interrupt the Senator, but the afternoon is passing, Senators 
may be going away, and in order to submit the proposal we 
shall have to ha\e a quorum present. I ask the Senator if he 
will allow me to submit a proposal for unanimous consent? 

1\fr. SMOOT. I will say to the Sen.ator from Florida that if 
he proposes to fix a time for a vote I do not think that we are 
yet ready for that. 

Mr. FLETCHER. That was to be the suggestion. 
1\lr. SHERMAN. I will yield the floor probably in the course 

of an hour. If I do not get through this ey-ening, I would like to 
have the floor in the morning. 

1\lr. FLETCHER. l\fy proposal was to limit debate to five 
minutes after 4 o'clock to-morrow, and the proposer of an amend
ment to be allowed 10 minutes. That would bring us somewhere 
down to about G o:clock. · 

Mr. BRANDEGEE. Mr. President, I will state that nobody 
in this direction can hear anything of the proceedings. 

The PRESIDING OFFICER There is complaint of the col-
loquy that the Senators can not be heard. . 

1\lr. SMOOT. It would be hardly worth while to ask unani
mous consent and have a quorum called if there would be some 
one who would then object to the agreement. 

1\Ir. FLETCHER. Will the Senator from Illinois yield for that 
purpose? 

The PRESIDING OFFICER. Does the Senator from Illinois 
understand that if he is taken fi·om the floor by a roll call he will 
lose his right to the floor? 

M1·. JONES. I suggest that the Senator from Florida put off 
his request for the present. 

The PRESIDING OFFICER. The Senator fi·om Illinois will 
be taken from his feet and he will have to be rerecognized. 

1\Ir. SHERMAN. If I would lose the floor, I object . 
. The PRESIDING OFFICER. The Chair desires to submit to 

the Senator fi·om Utah and the Senator fi·om Florida this ques
tion: The Chair recalls that a predecessor in the chair ruled 
that where a Senator yielded for the call of a quorum he yielded 

his place on the floor and would ha\e to be rerecognized. The 
Chair does not think that ought to be "risited on the Senator from 
Illinois unless he understands that to be the result. 

1\lr. FLETCHER. I withdraw t11c request for the present. 
Mr. S~iOOT. I will say to the Chair that since then the Sen· 

ate has passed on that very question and a Senator now does 
not lose Ilis place on the floor by the interruption unless a Sen· 
ator from the floor requests the Chair to enforce that rule. 

The PRESIDING OFFICER. The Chair was only solicitous 
that no wrong be done any Senator through misunderstand· 
ing what is his right. 

1\Ir. GALLINGER 1\!r. President, I wish to take exception 
to the statement of the Senator from Utah. That is not the 
rule of this body and never has oeen. 

Mr. Sl\IOOT. I agree it is not; I will say it was a ruling. 
Mr. GALLINGER. A ruling. 
The PRESIDING OFFICER The Chair understands that 

it is the disposition of the Senate not to have a Senator lose 
his place by virtue of the call of a quorum. This occupant of 
the chair will certainly enforce that which seems more just. 
Does the Senator from Florida yield the floor to the Senator 
from Illinois-? 

l\Ir. FLETCHER. I withdraw the suggestion and request 
the Senator from illinois to proceed. 

The PRESIDING OFFICER. The Chair recognizes the Sen· 
ator fi·om Illinois. 

Mr. SHERMAN resumed his speech. After having spoken in 
all about two hours and a quarter, 

1\!r. NELSON. Will the Senator be -willing to yield to a mo· 
tion to adjourn or to take a recess? 

Mr. SHERMAN. Yes, sir. 
1Ur. NELSON. I suggest to the Senator from Florida that 

the motion be made either to adjourn or to take a recess. The 
Senator from illinois will yield for that purpose. 

Mr. SHERMAN. I will yield for that pm·pose, with the un· 
derstanding that I may complete my remarks in the morning. 

1\fr. FLETCHER. If it is agreeable to the Se112.tor from illi
nois, I should like to ha\e him go on until the usual hour for 
recess or adjournment. - . 

Mr. Sl\IOOT. If the Senator is tired and does not want to 
speak any longer to-day--

Mr. PENROSE. I do not think the S_enator is tired, but his 
speech is so impressive and interesting I should like more Sena
tors to hear him, and I was about to suggest the absence of a 
q : rum. 

1\fr. FLETCHER. I was going to make a motion to adjourn. 
Mr. PENROSE. Very well, if the Senator is going to move 

an adjournment. 
1\Ir. GALLINGER. I was about to suggest that if it is prac

tically agreed that we shall vote on this bill to-morrow, we 
ought to take a recess in place of an adjournment. 

1\Ir. SMOOT. It will not make any difference. 
1\lr. GALLINGER Yes; it does. If we adjourn, we shall 

probably consume an hour or two in routine morning business 
and matters connected with it. 

[l\Ir. SHERMAN's speech is printed entire in the Senate pro
ceedings of August 15, 1916.] 

l\Ir. FLETCHER. I move that the Senate adjom·n until to
morrow at 11 o'clock. 

The motion was agreed to; and (at 6 o'clock and 10 minutes 
p. m.) the Senate adjourned until to-mon-ow, Tuesday, August 
15, 1916,.at 11 o'clock a. m. 

·~ --
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